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1.  First-cIaaB  rates,  any  quantity,  applicable  on  hair  and  wool  press  doth  from 

Boston,  llass.,  New  Xork,  N.  Y.,  Philadelphia,  Pa.,  and  related  points  to 
points  in  Texas  and  the  southeast;  from  Houston,  Tez.,  to  points  in  the 
southeast;  and  between  points  in  the  southeast  not  found  unreasonable 
or  unduly  prejudicial  when  applied  on  less-than-carload  shipments,  but 
found  unreasonable  as  applicable  on  carload  riiipments.  Reasonable 
carload  rates  prescribed  for  the  future. 

2.  CoticlusiOQS  reached  in  Oriental  Textile  Mills  y.  A.  d  V.  By.  Co.,  48  L  0.  a, 

81,  modified,  in  part,  on  further  hearing. 

Cliff ard  Thame^  Ralph  Merriam^  and  Paul  Kayser  for  complain- 
ants. 
Henry  ThurteU  and  William  Burger  for  defendants. 

Report  of  the  Commissiok. 

AiTCHisoN,  Commissioner: 

The  Interstate  Cotton  Seed  Crushers'  Association,  complainant  in 
No.  10970,  is  a  voluntary  association  of  manufacturers  and  producers 
of  vegetable  oils,  cakes,  and  meals  operating  some  800  vegetable-oU 
mills  in  the.  southern  states.  On  behalf  of  its  members  it  seeks  the 
establishment  of  carload  rates  on  hair  press  cloth  and  wool  press 
doth  from  Boston,  Mass.,  Philadelphia,  Pa.,  and  New  York,  N.  Y., 
and  points  named  in  defendants'  tarifb  as  taking  the  same  rates  or 
arbitraries  higher,  to  points  in  Texas  and  in  that  part  of  the  United 
States  east  of  the  Mississippi  River  and  south  of  the  Ohio  River, 
hereinafter  referred  to  as  the  southeast,  between  points  in  Texas  and 
the  southeast,  and  between  points  in  the  southeast  generally.  It  also 
attacks  the  rates  applying  on  hair  press  cloth  and  wool  press  cloth  in 
carload  and  lees-than-carload  quantities  from  Houston,  Tex.,  to  points 

<Thit  report  alto  emlnmcef  No.  0236,  Oriental  Textilo  Mills  v.  Alabama  k  VIckalmrf 
Bailway  Oompaajr  at  al.,  and  Blftcaiith  Section  ▲ppUcatlon  Mo.  TOSS* « 
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in  the  southeast  and  between  points  in  the  southeast  We  will  refer 
to  such  oammodities  generally  as  hair  and  wool  press  eloth.  Tbb 
complaint  alleges  that  the  maintenance  of  the  same  rates  for  the 
transportation  of  carload  as  of  less-than-carload  shipments  is  un- 
reasonable, unjustly  discriminatory,  and  unduly  prejudicial,  and 
unlawful  by  comparison  with  the  rates  on  cotton  press  cloth  and 
other  articles  made  of  cotton. 

The  rates  on  hair  and  wool  press  cloth  from  Houston  Heights,  a 
suburb  of  Houston,  to  destinations  in  Alabama,  Georgia,  Mississippi, 
North  Carolina,  South  Carolina,  and  Tennessee  were  before  us  in 
No.  9286,  Oriental  TextUe  Mills,  v.  A.  &  V.  Ry.  Co.,  48  I.  C.  C,  31, 
but  were  found  not  imreasonable  or  unduly  prejudicial,  except  certain 
joint  rates  to  points  in  the  Mississippi  Valley,  which  exceeded  the 
aggregates  of  the  intermediate  rates.  Upon  petition,  that  proceeding 
was  reopened  and  further  evid^ice  was  taken,  which  is  now  before 
us.  The  rates  under  attack  in  No.  9236  are  also  embraced  in  the  com- 
plaint in  No.  10970,  and  by  agreement  the  two  proceedings  were  con- 
solidated for  oral  argument  and  disposition. 

Fifteenth  Section  Application  No.  7086  was  filed  by  F.  A.  Leland, 
agent,  asking  authority  to  file  tariffs  which  would  cancel  the  car- 
load Commodity  rates  over  routes  composed  in  part  of  carriers  thtA 
were  not  imder  federal  control.  That  application  was  heard  in 
connection  with  the  rehearing  in  No.  9236,  but,  as  the  law  does 
not  now  require  that  such  authority  be  secured,  we  do  not  pass  upon 
the  Fifteenth  Section  Application.  Substantially  the  same  i$$ues 
were  presented  in  Press  Cloth  Bates,  60  I.  C.  C,  414. 

Press  cloth  is  a  coarse,  heavy  fabric  manufactured  from  wool 
or  hair  and  from  cotton,  which  is  used  in  the  separation  of  liquids 
from  solids  by  pressure  filtration.  Its  principal  use  in  the  south- 
east and  in  Texas  is  in  mills  crushing  cotton  seed,  copra,  palm 
kernels,  soya  beans,  and  other  oil-bearing  seeds  and  nuts.  It  is  also 
used  in  the  separation  of  fats  in  packing  houses,  the  manufacture 
of  dyes,  the  separation  by  filtration  of  certain  minerals,  and  in  the 
manufacture  of  sugar  and  chocolate.  It  is  shipped  in  rolls  from  10 
to  18  inches  in  width  and  from  36  to  40  inches  in  diameter  weigh- 
ing about  400  poimds.  The  annual  consumption  of  hair  and  wool 
press  cloth  by  the  cottonseed  oil  and  similar  industries  approxi- 
mates 8,000,000  pounds,  and  by  all  industries  about  6,400,000  pounds. 
The  annual  consumption  of  cotton  press  cloth  for  all  purposes  is 
about  3,000,000  pounds,  of  which  but  a  small  fraction  is  used  in  the 
hydraulic  presses  in  vegetable-oil  mills. 

The  classification  provided  at  the  time  of  the  hearing  and  now 
provides  only  for  ^  cloths  or  mats,  filter  press.^  This  implies  a  pro- 
vision merely  for  cloths  or  mats  cut  to  size  and  ready  for  immediate 
uiBe.    The  classification  did  not  and  does  not  specifically  provide  for 
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the  material  from  which  such  cloths  or  mats  are  cut  or  what  might 
be  properly  described  as  cloth  or  matting,  which  is  the  commodity 
here  considered.  The  rating  may  be  said  to  be  doubtful.  However, 
all  interested  parties  have  interpreted  the  terms  cloths  or  mats  as 
comprehending  the  material  in  question.  Adopting  that  interpreta- 
tion for  the  purposes  of  this  report,  it  may  be  said  that  the  present 
ratings,  any  quantity,  on  this  material  whether  made  of  wool,  hair, 
or  cotton  are  uniformly  first  class,  except  the  cotton,  which  is  rule 
26  in  the  oflScial  classification.  The  clarification  should  be  relieved 
of  its  ambiguity  by  describing  this  material  as  cloth  or  matting  and 
retaining  the  terms  ^cloths''  or  ^mats**  to  provide  for  such,  if 
now  shipped.^ 

Press  cloth  is  manufactured  from  wool  and  hair  in  New  Orleans, 
La.,  Augusta,  Ga.,  C!olumbia,  S.  C,  Houston,  Tex.,  Brooklyn,  N.  Y., 
West  Chelmford,  Mass.,  and  Baltimore,  Md.  Houston  is  the  only 
point  from  which  carload  commodity  rates  have  ever  been  main- 
tained. Carload  commodity  rates  were  in  effect  from  Houston  to 
Memphis,  Tenn.,  Vicksburg,  Miss.,  and  New  Orleans  for  many  years, 
but  during  the  period  of  federal  control  they  were  canceled  as  ap- 
plied over  routes  composed  wholly  of  carriers  then  under  fedentl 
control.  Schedules  were  also  filed  proposing  to  cancel  such  rates 
over  routes  composed  in  part  of  carriers  that  were  not  under  federal 
control,  which  were  suspended  pending  investigation  as  to  the  pro- 
priety of  the  proposed  cancellation.  After  hearing,  the  cancellation 
of  the  commodity  rates  to  the  Mississippi  Biver  via  routes  in  which 
carriers  not  under  federal  control  participated  was  found  to  have 
been  justified  in  Press  Cloth  Batesj  supra^  as  those  routes  were  in  the 
main  markedly  circuitous  and  impracticable,  so  that  probably  no 
traflSc  would  move  over  them  if  the  rates  were  the  same  as  thorn 
applying  via  the  normal  routes. 

It  is  urged  that  the  volume  of  movement  of  press  cloth  in  carloade 
justifies  the  establishment  of  carload  rates  from  all  points  of  manu- 
facture to  the  most  important  consuming  points.  The  showing  is 
made  that  the  carload  shipments  of  wool  and  hair  press  cloth  from 
Houston  to  Mississippi  Biver  points  and  to  the  southeast  numbered 
6  during  1917,  4  during  1918,  and  14  during  1919.  The  defendants 
state  that  they  are  able  to  check  only  5  such  carloads  in  1917,  2  in 
1918  and  12  in  1919.  Ten  carloads  were  shipped  from  Houston  in 
1915  and  8  in  1916,  but  the  record  does  not  ^ow  the  destination  of 
such  shipments. 

Few  mills  consume  a  carload  of  press  cloth  during  the  crushing 
season.  If  certain  individual  mills  in  Memphis,  and  Macon,  Atlanta, 
and  Savannah,  (Ja.,  purchased  their  entire  seascm's  requirements  at 

*  At  the  time  of  the  haftrins,  the  ratinf  on  the  cotton  material  In  the  loiitherB  clawl 
Aeatlon  was  fourth  da«^    Sffecttre  Aognat  15,  1020,  It  was  Inereaaed  to  llrtt  daML 
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one  time  the  total  would  perhaps  aggregate  a  carload  for  each.  The 
average  mill  will  use  from  1,000  to  12,000  pounds,  and  the  majority 
will  not  require  more  than  4,000  or  5,000  pounds  each  season.  A  few 
companies  operate  groups  of  mills,  and  at  times  do  order  press  cloth 
in  carload  quantities.  One  company,  for  example,  operates  75 
crude-oil  mills,  some  of  which  are  located  in  and  near  Atlanta; 
others  are  in  the  vicinity  of  Augusta,  Gu.,  Charlotte,  N.  C,  Coliunbia, 
S.  C,  and  Montgomery,  Ala.  In  its  various  mills  it  consumes  about 
10  carloads  a  year,  which  it  could  ship  to  central  points  for  distribu- 
tion in  less-than-carload  quantities.  In  1919  it  received  eight  car- 
loads from  the  manufacturer  in  Houston.  Another  company  oper- 
ates 12  mills  which  consume  in  the  aggregate  approximately  10  car- 
loads a  year.  In  all,  six  companies  are  named  which  could  ship  in 
carload  quantities.  Their  combined  requirements  are  about  33  car- 
loads a  year. 

In  addition  to  the  movement  to  the  particular  companies  named 
complainants  predict  that  with  carload  rates  there  would  be  a  move- 
ment from  the  press  cloth  factories  to  central  points  for  distribution 
by  the  manufacturers  in  small  quantities  to  the  independent  mills. 
Press  cloth  is  a  commodity  without  which  a  mill  can  not  be  operated. 
It  is  urged  that  it  would  be  of  advantage  to  both  small  and  large 
mills  to  have  available  near-by  distributing  points  from  which  a 
supply  could  be  obtained  promptly  when  required  without  the  delay 
incident  to  the  movement  from  distant  factories.  Under  the  any- 
quantity  rate  basis  there  is  no  inducement  to  manufacturers  to  ship 
in  carloads  to  distributing  points. 

Complainants  refer  to  many  commodities  which  move  in  relatively 
small  volume,  for  which  carload  ratings  have  been  provided.  Among 
them  are  baseball  bats,  bird  sand,  fossils,  human  bones,  confetti, 
day  smoking  pipes,  medicated  cough  drops,  and  pyrographic  wooden 
novelties.  The  carload  rating  on  cough  drops,  for  example,  was 
established  on  a  movement  of  from  10  to  12  carloads  a  year ;  on  base- 
ball bats  on  a  movement  of  from  25  to  30  carloads  a  year;  and  on 
fossils  on  a  movement  of  about  6  carloads  a  year. 

Defendants  take  the  position  that  since  the  consumption  of  press 
cloth,  and  therefore  the  unit  of  sale  and  transportation,  is  in  less- 
than-carload  quantities  there  is  no  need  or  warrant  for  the  general 
introduction  of  a  new  unit  of  transportation,  and  cite  a  number  of 
cases  in  which  we  declined  to  establish  carload  ratings  on  various 
commodities.  However,  as  we  stated  in  John,  Taylor  Dry  Ooods  Co. 
V.  M.  P.  By.  Co.^  28  I.  C.  C,  205,  207,  each  case  must  be  considered 
on  its  own  merits.  Defendants  also  argue  that  the  advantages  of 
carload  ratings  would  accrue  only  to  the  few  larger  mills  or  con- 
trolling companies,  while  the  great  majority  of  mills  in  the  south 
would  be  huidicapped  by  the  imposition  of  higher  charges  than 
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were  paid  by  their  (xnnpetitors.  But  no  manufacturer  or  consumer 
of  hair  and  wool  press  cloth  is  shown  to  be  opposed  to  the  establidi- 
ment  of  a  carload  rating.  In  our  original  report  in  Oriental  Textile 
MUh  Y.  A.  A  V.  Ry.  Go.^  mpra^  we  denied  a  carload  rating  on  wool 
and  hair  press  doth,  saying,  at  page  35 : 

To  single  ont  Atlanta  and  apply  carload  rates  to  that  city  from  Houston 
Heights  without  making  them  generally  appUcable  would  be  to  give  that  dty 
an  undue  preference  and  would  subject  complainant's  competitors,  who  ship  to 
that  city  on  any-quantity  rates,  to  disadvantage  and  prejudice  whidi  the  record 
herein  can  not  Justify. 

We  now  have  before  us  a  more  comprehensive  record  and  the  issues 
have  been  broadened,  and  that  objection  to  the  establishment  of  a 
carload  rating  does  not  now  hold. 

Cotton  press  cloth,  as  stated,  was  rated  fourth  class  any  quantity 
in  southern  classification,  and,  effective  August  15,  1920,  the  rating 
became  first  class.  Prior  to  1900  it  had  no  specific  rating.  It  was 
then  provided  for  under  the  description  of  mats,  oil  press,  and  was 
given  the  first-class  rating  applicable  to  mats,  not  otherwise  specified, 
and  to  cotton  goods  generally.  Subsequently,  cotton  goods  in  the 
original  piece,  including  cotton  press  cloth,  were  accorded  a  rating  of 
fourth  dass  for  the  purpose  of  stimulating  and  fostering  the  cotton 
spinning  industry  in  the  south.  The  defendants  claim  that  the  pass- 
ing of  conditions  which  originally  led  to  the  establishment  of  the 
fourth-class  rating  on  cotton  piece  goods  warranted  a  revision  of 
the  classification  to  the  first-class  basis.  Cotton  fabrics  move  to-day 
in  very  large  volume  throughout  the  south  under  class  rates,  and  in 
some  instances  under  carload  and  less-than-carload  commodity  rates 
lower  than  the  class  rates. 

Hair  and  wool  press  cloth  and  cotton  press  doth  are  generally  in- 
terchangeable as  to  use.  Complainants  in  these  proceedings  urged 
at  the  hearing  that  the  maintenance  of  the  first-dass  any-quantrty 
rating  on  the  hair  and  wool  press  cloth  is  unduly  prejudidal  to  that 
commodity  and  the  manufacturers  thereof  by  comparison  with  the 
effective  lower  rating  on  the  cotton  cloth.  In  the  cottonseed-oil  in- 
dustry, where  press  doth  finds  its  greatest  use  in  the  south,  the  hair 
and  wool  greatly  predominate  over  cotton  as  press  cloth  materials. 
Not  more  than  10  per  cent  of  the  press  cloth  used  in  a  cottonseed- 
oil  mill  is  made  of  cotton.  One  roll  of  hair  cloth,  because  of  its 
greater  strength  and  resistance,  will  perform  the  work  of  from  one 
and  one-half  to  two  rolls  of  the  cotton  cloth.  At  the  prices  prevail- 
ing when  the  hearings  were  hdd  cotton  press  doth  was  worth  from 
80  to  85  cents  a  pound  and  the  wool  and  hair  press  cloth  £rom  85 
cents  to  $1^25  a  pound  and  at  these  prices  the  latter  is  said  to  be 
more  economical.  Cotton  press  doth  is  more  susceptible  to  loss  and 
damage  in  transit  than  wool  or  hair  press  dotiu    It  is  readily  in- 
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jured  by  water,  by  contamination,  or  by  fire.  Wool  or  hair  press 
cloth  is  repellant  of  moisture,  is  not,  as  a  rule,  contaminated  by 
contact  with  other  conmiodities,  and  does  not  bum  readily. 

The  defendants  urge  that  the  volume  of  movement  of  wool  and  hair 
press  cloth  does  not  justify  the  establishment  of  carload  rates.  On 
this  point  what  we  said  in  Brunsvnck-Balke^CoUender  Co.  v.  C.  G. 
W.  R.  R.  Go.^  56  I.  C.  C,  340,  is  apposite.  Volume  of  movement  is 
not  determinative  of  the  right  to  a  carload  rating. 

In  the  Western  Claasiflcation  Case^  25  I.  C.  C,  442,  465,  we  said : 

Assnming  a  proper  relation  between  carload  and  less-than-carload  ratea»  tbe 
estabUshment  of  carload  ratings  whenever  carload  quantities  are  offered  will, 
we  believe,  meet  tbe  needs  of  new  and  growing  lines  of  industry  witbont  dis- 
crimination. 

Nor,  to  entitle  a  conmiodity  to  carload  rating,  must  it  be  shown  that 
increased  movement  in  carload  quantities  would  result.  The  move- 
ment in  carloads  results  in  economy  of  transportation  facilities,  and 
is  therefore  greatly  to  be  desired  in  the  interests  of  the  public  as  well 
as  of  the  carriers.  Brunswick-Baike'CoUender  Co.  v.  C.  O.  W.  R.  R. 
Co.^  fupm. 

In  the  Souiheastem  Sugar  Cases^  48  I.  C.  C,  789,  747,  we  pointed 
out  that  a  narrow  spread  between  the  carload  and  less-than-carload 
rates  tends  to  the  waste  of  transportation  facilities  without  adequate 
ccHupensating  advantages  to  the  general  public,  and  is  not  to  be 
encouraged.    Any-quantity  rates  reduce  the  spread  to  nothing. 

Complainants  in  the  two  cases  before  us  contend  that  the  rates  on 
press  cloth  from  Houston  to  points  in  the  southeast  are  unreasonable 
and  unduly  prejudicial  in  comparison  with  the  rates  from  New  Toik. 
First-class  rates  now  apply  on  any  quantity  from  Houston. 

The  first-dasB  rates  from  Houston  and  New  York  to  a  few  repre- 
sentative southeastern  points,  with  the  distances,  are  set  out  below. 
The  rates  from  Houston  are  on  the  basis  of  the  lowest  combinations 
on  the  Mississippi  River.  Rates  stated  herein  are  in  amounts  per 
100  pounds  and  are  those  in  effect  prior  to  the  increases  authorized 
in  IncreoBed  Rates,  1920,  58 1.  C.  C,  220. 
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The  record  recites  at  length  the  history  of  the  rates  from  the  east 
to  the  southeast,  showing  how  they  had  been  controlled  and  depressed 
by  the  water-and-raiL  routes.  The  dominating  influence  of  the  water- 
and-rail  routes  over  the  rates  to  the  southeast  has  been  frequently 
pointed  out  in  our  reports.  In  Receivers  dk  Shippers  Asso.  v.  67.,  N. 
O.  cfe  T.  P.  Ry.  Co.^  18 1.  C.  C,  440, 458,  we  said  that  the  all-rail  rates 
from  eastern  points  of  origin  can  not  properly  be  compared  with  all- 
rail  rates  from  the  west  to  corresponding  destinations  in  the  south. 
In  The  Fifteen  Per  Cent  Case^  46  I.  C.  C,  803,  authority  was  given 
to  increase  the  ocean-and-rail  rates,  which  were  then  12  cents,  first 
chtss,  lower  than  the  all-rail  rates,  to  the  all-rail  basis.  The  carriers, 
however,  increased  the  first-class  rates  only  to  the  extent  of  one-half 
the  differential,  or  6  cents,  which  subsequently  became  7.5  cents  imder 
general  order  No.  28  of  the  Director  General  of  BaUroads. 

Although  the  distance  from  Houston  to  Atlanta,  the  point  prin- 
cipally discussed  on  the  record,  is  slightly  less  than  the  distance  all' 
rail  from  New  York,  it  is  considerably  longer  than  the  distance  com* 
puted  by  prorating  ocean  mileages  according  to  the  formula  used  in 
constructing  through  distances  to  the  southeast  Substantially  all 
of  the  press  cloth  shipped  from  the  eastern  seaboard  into  the  south- 
east moves  via  these  ocean-and-rail  routes. 

The  rate  of  $2,455  on  press  doth  from  Houston  to  Atlanta,  appli- 
cable over  the  standard  routes,  is  made  by  combination  of  the  first- 
class  rates  of  $1,115  to  New  Orleans,  which  is  also  applicable  to 
Vicksburg  as  a  proportional  rate,  and  $1.84  beyond.  The  class  rates 
to  Houston  from  New  Orleans  were  considered  and  approved  in 
New  OrleanS'TexoB  Rates^  88  L  C.  C,  1.  The  first-class  rate  from 
Atlanta  to  Houston  is  $1,915,  or  54  cents  lower  than  the  rate  east- 
bound.  The  defendants  account  for  this  by  the  different  methods 
used  in  constructing  the  rates,  those  eastbound  being  combinations  <m 
the  Mississippi  Kiver  and  those  westbound  related  to  the  rates  from 
St.  Louis.  Because  of  this  disparity  press  cloth  may  be  shipped 
from  Atlanta  or  other  points  in  the  southeast,  such  as  Macon,  Colum- 
bia, and  Augusta  ta  Houston,  at  substantially  lower  rates  than  apply 
<m  the  same  traffic  originating  at  Houston  and  shipped  into  the 
southeast.  Press  cloth  is  manufactured  at  Columbia  and  Augusta, 
from  which  points  the  first-class  rates  to  Houston  are  35.5  and  48 
cents,  respectively,  lower  than  the  rates  from  Houston  to  Columbia 
and  Augusta.  The  fact  that  the  first-class  rates  to  Houston  from 
Columlna  and  Augusta,  where  press  cloth  is  manufactured,  are  lower 
than  those  eastbound  from  Houston  is  not  conclusive  that  the  rates 
from  Houston  are  unreasonable.  No  movem^it  of  hair  and  wool 
press  cloth  is  shown  from  any  point  in  the  southeast  to  Houston,  or 
from  Columbia  to  any  poijAa  in  Texas.   The  movement  from  Augusta 
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to  the  state  of  Texas  apparently  does  not  exceed  from  16,000  to 
20,000  pounds  a  year. 

For  many  years,  as  we  have  shown,  the  manufacturer  at  Houston 
was  accorded  carload  rates  to  Mississippi  River  crossings,  which 
were  available  for  use  in  combination  with  the  any-quantity  rates 
east  of  the  river  in  forming  through  rates.  In  August,  1904,  a  rate 
of  25  cents  was  established  from  Houston  to  New  Orleans  on  press 
cloth  in  carloads  to  assist  in  developing  the  plant  at  Houston,  and 
about  a  year  later  a  rate  of  28  cents  was  published  to  Vicksburg  and 
Memphis.  On  June  24,  1918,  the  rate  from  Houston  to  the  three 
points  named  was  40  cents,  which  was  increased  to  50  cents  on  June 
25, 1918,  under  general  order  No.  28.  The  distances  from  Houston 
are:  To  New  Orleans  357  miles,  to  Vicksburg  401  miles,  and  to 
Memphis  600  miles.  The  rates  to  New  Orleans  and  Vicksburg  were 
canceled  in  February,  1919,  in  so  far  as  th^  applied  over  Unes  under 
federal  control,  followed  in  August,  1919,  by  the  cancellation  of  the 
rate  to  Memphis.  On  July  28, 1920,  there  became  effective  the  can- 
cellation of  the  50-cent  carload  rate  to  New  Orleans  and  Vicksburg 
applicable  over  routes  composed  in  part  of  carriers  that  had  not  been 
under  federal  coi^trol. 

Complainants  present  a  long  list  of  commodities  on  which  com- 
modity rates  ranging  from  18.5  to  50  cents  are  in  effect  from  Houston 
to  New  Orleans.  Some  225  commodity  rates,  none  exceeding  50  ceats^ 
are  also  shown  as  applying  from  New  Orleans  and  Vicksburg  to 
Houston.  In  addition,  they  submitted  a  list  of  commodities  manu- 
factured or  produced  in  Texas  on  which  proportional  rates  have  been 
established  to  New  Orleans  or  Vicksburg  on  traffic  destined  to  the 
southeast.  It  is  argued  that  the  manufacturer  of  press  cloth  at 
Houston  is  equally  entitled  to  proportional  rates  to  enable  him  to 
meet  in  the  southeast  the  competition  of  other  manufacturers  of  the 
same  commodity.  The  record  is  silent  as  to  the  circmnstances  which 
led  to  the  establishment  of  these  various  oommodity  rates  and  the 
volume  of  traffic  moving  thereunder. 

The  use  of  any-quantity  rates  from  New  Orleans  and  other  Mis- 
sissippi Kiver  crossings  to  Atlanta  and  the  southeast  in  combination 
with  the  carload  rates  to  the  river  previously  maintained,  but  now 
oanceled,  was  alleged  to  be  unduly  prejudicial  to  the  shipper  at 
Houston  and  unduly  preferential  of  his  New  Orlei^ns  competitor*  It 
was  argued  that  under  rates  so  constructed  the  Houston  shipper  was 
required  to  pay  for  the  haul  from  New  Orleans  the  same  any-quantity 
rate  that  is  diarged  on  shipments  originating  at  New  Orleans  al- 
though the  services  rendered  by  the  carriers  on  the  local  shipments 
from  New  Orleans  exceeded  that  performed  in  the  case  of  the 
through  shipments  &om  Houston*  Particular  reference  was  made  to 
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Mutual  Bice  Trade  <&  Devel.  Asso.  Houston  v.  /.  c£  O.  N.  R.  R.^  23 
I.  C.  C,  219.  There  we  considered  the  propriety  of  through  rates 
on  rice  from  Texas  points  to  destinations  in  the  southeast,  made  by 
combination  of  carload  rates  to  New  Orleans  and  any-quantity  rates 
beyond.  In  consideration  of  the  facts  that  all  the  shipments  of  rice 
from  the  Texas  points  were  made  in  carload  lots;  that  on  a  through 
carload  shipment  f  rcHn  Houston  practicaJJiy  no  terminal  service  was 
performed  at  New  Orleans;  and  that  the  New  Orleans  shipper  of 
less-than-carload  lots  thus  received  a  greater  service  for  the  rate  paid, 
we  concluded  that  joint  carload  rates  should  be  established  from 
Houston  at  least  5  cents  less  than  the  lowest  combinations  of  carload 
and  any-quantity  rates. 

Upon  consideration  of  the  record  in  these  proceedings  we  find  that 
the  first-class  any-quantity  rat^s  applicable  on  hair  and  wool  press 
cloth  from  Boston,  Mass.,  New  York,  N.  Y.,  Philadelphia,  Pa.,  and 
points  named  in  defendants'  tariffs  as  taking  the  same  rates  or  arbi- 
traries  higher  to  points  in  the  southeast;  between  points  in  the 
state  of  Texas  and  points  in  the  southeast;  and  between  points  in  the 
southeast  are  not  shown  to  be  unreasonable  or  unduly  prejudicial 
when  applied  to  less-than-carload  shipments,  but  we  find  that  said 
rates  are,  and  for  the  future  will  be,  unreasonable  when  applied  to 
shipments  of  hair  and  wool  press  cloth,  in  carload  lots  of  80,000 
pounds  or  more  from  and  to  said  points.  We  further  find  that  reason- 
able maximiun  rates  on  hair  and  wool  press  cloth,  in  carloads,  from 
and  to  the  aforesaid  points  are  and  will  be  the  contemporaneously 
maintained  third-class  rates,  minimum  80,000  pounds,  subject  to 
role  84  of  the  consolidated  classification. 

An  appropriate  order  will  be  entered. 

61 L  c.  a 
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Ikvestigatiok  and  Suspension  Docket  No.  1267. 

CLASS  AND  COMMODITY  RATES  BETWEEN  OHIO  RIVER 
CROSSINGS  AND  CUMBERLAND  RIVER  LANDINGS. 


Submitted  January  U,  IBtl.    Decided  March  12, 1921. 


Proposed  increased  interstate  Joint  and  proportional  rail-and-water  class  and 
commodity  rates  between  Ohio  River  crossings  and  related  points  and 
landings  on  the  Cumberland  River,  via  Burnside,  Ky.,  found  not  Justified. 
Suspended  schedules  ordered  canceled. 

Charles  J.  Rixey  for  Cincinnati,  New  Orleans  &  Texas  Pacific 
Railway  Company,  Southern  Railway  Company,  and  Cincinnati, 
Burnside  &  Cumberland  River  Railway  Company;  and  Harry  L. 
Means  for  Cumberland  Transportation  Company,  respondents. 

A.  F.  Vandergrift  for  Louisville  Board  of  Trade ;  F.  M.  Renshaw 
for  Cincinnati  Chamber  of  C<nnmerce;  E.  L.  German  for  Bourbon 
Sto(^  Yards;  Morgan  J.  ParUn  for  Belknap  Hardware  &  Manu- 
facturing Company;  and  H.  A,  Moss  and  H.  L.  Stark  for  Louisville 
Cooperage  Company,  piotestants. 

Repobt  of  thb  Commission. 

Division  8,  Commissioners  Haix,  Aitchison,  and  Eaotman. 

By  Division  8 : 

By  schedules  filed  to  become  effective  December  29, 1920,  respond- 
ents propose  to  increase  their  joint  and  proportional  rail-and-water 
class  and  commodity  rates  applying  on  interstate  trafiic  between 
Ohio  River  crossings  and  related  points  and  landings  on  the  Cum- 
berland River,  via  Burnside,  Ky.  Upon  protest  of  the  Louisville 
Board  of  Trade  the  schedules  were  suspended  until  May  28,  1921. 
Rates  will  be  stated  in  cents  per  100  pounds. 

The  points  between  which  the  proposed  rates  would  apply  are 
Cincinnati,  Ohio;  Evansville,  Ind.,  and  from  or  for  beyond  New 
Albany  and  Jeffersonville,  Ind. ;  Louisville,  Lexington,  Nich»lasville, 
Wilmore,  Danville,  and  Junction  City,  Ky.,  and  Oneida,  Tenn.,  on 
the  one  hand,  and  on  the  other  landings  on  the  Cumberland  River 
below  Burnside  to  and  including  Myer's  Landing,  Tenn.,  in  con- 
nection with  the  Cumberland  Transportation  Company,  Incorpo- 
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rated,  hereinafter  called  the  Cumberland  line.    The  following  table 
shows  the  present  and  proposed  grouping  of  these  landings : 
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In  Cumberland  Transportation  Co.  v.  67.,  N,  O.  cfe  T.  P.  By.  Co.j 
87  I.  C.  C,  463,  decid^  December  24,  1916,  we  required  the  de- 
fendants to  establish  through  routes  and  joint*  rates  with  the 
Cumberland  line  between  landings  on  the  Cumberland  Biver  in 
Kentucky  and  Tennessee  and  interstate  points  on  defendants'  lines 
corresponding  with  those  maii^ined  by  them  in  connection  with  the 
Bumside  &  Burkesville  Transportation  Company,  hereinafter  called 
the  Bumside  line.  Many  of  the  facts  therein  stated  are  pertinent 
here  but  need  not  be  repeated.  Since  then  the  capital  stock  of  the 
Cumberland  line  has  been  increased  to  $75,000,  of  which  the  Cumber- 
land Grocery  Company  owns  97  per  cent.  The  Bumdide  line  ceased 
operations  in  1917  and  at  the  present  time  the  Cumberland  line  oper- 
ates the  only  boats  out  of  Bumside,  and  with  its  three  pactet  boats 
endeavors  to  maintain  a  schedule  of  two  round  trips  a  week  between 
Bumside  and  NashviUe,  Tenn.,  during  the  season  of  navigation, 
although  there  are  periods  when,  on  account  of  water  conditions, 
it  makes  only  one. 

The  NashviUe  Navigation  Company,  an  independent  corporation, 
the  stock  of  which  is  owned  by  commercial  interests  of  Nashville, 
now  operates  the  only  boat  up  the  river  from  Nashville  towards 
Myer's  Landing,  but  publishes  no  rates.  The  Cumberland  line  pub- 
lif^es  local  rates  from  Nashville  and  Bumside  to  Cumberland  Biver 
landings  in  additi<m  to  the  joint  rates  above  referred  to.  Traffic  may 
also  reach  these  landings  by  wagon  or  truck  from  such  interior  rail- 
line  points  as  Glasgow,  Campbellsville,  and  Somerset,  Ky.,  on  the 
north,  and  Double  Springs  and  Livingston,  Tenn.,  on  the  south,  as 
weU  as  from  Bumside.  The  wagon  or  truck  charges  apply  alike  to 
all  classes  of  traffic  and  in  1920  ranged  from  15  cents  from  Bumside 
to  60  cents  from  Campbellsville.  Bespondents  state  that  their  present 
](^t  rates,  as  well  as  those  proposed,  lure  constructed  with  a  view 
to  keeping  their  route  via  Bumside  on  a  omipetitive  basis  with  the 
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routes  through  Nashville  and  the  interior  points ;  that  the  present 
joint  rates  are  depressed  and  that  full  combinations  diould  apf^, 
as  that  basis,  generally  speaking,  is  in  effect  to  river  landings.  Re- 
spondents' present  and  proposed  joint  rates  are  lower  than  the  com- 
binations based  on  Nashville,  the  interior  rail-line  points,  or  Bum- 
side,  but  no  evidence  was  introduced  as  to  the  tonnage  moving  by 
boat  through  Nashville  or  Bumside,  or  over  the  wagon  routes. 
Louisville,  which  takes  the  same  rates  as  Cincinnati  and  is  the 
pivotal  Ohio  Biver  crossing  in  this  adjustment,  is  used  throughout 
the  record  for  illustrative  purposes.  Traffic  from  Louisville  to 
Cumberland  River  landings  moves  by  rail  over  the  Southern  to 
Danville  and  the  Cincinnati,  New  Orleans  &  Texas  Pacific  to  Bum- 
side  ;  and  in  river  boats  of  the  Cumberland  line  beyond. 

The  following  table  shows  the  changes  in  class  rates  from  Louis- 
ville to  Burnside  144.8  miles,  and  to  the  groups  of  landings  from 
December  22,  1913,  to  the  present  as  compared  with  the  proposed 
class  rates: 
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81 

36 

27 

35 

36 

34 

44 

45 

43.6 

56 

56.6 

7a5 

67.5 

74 

80 

CU. 
30 
25 
30 
21 
36 
30 
21 
39 
30 
36.5 
36.5 
87.5 
83 
45.5 
47 

86.5 

58 

64.5 

70.5 

CU. 

16.78 

33 

Group2..., 

Burnside 

Group  1 

37 
17 
23 

Oroup2 

37 

Burnside 

Group  1 

17 
36    ' 

Group  2.. 1 

37 

Burnside 

Group  1 

21.5 
32.8 

Gr0Up2 

34 

Burnside ...' 

Group  1 

37 

4a5 

Group  2 

43.6 

From  groups  1  and  2 
to— 

I/Ooisville 

Between  Louis /illo 
and^ 
Groups  land  2... 
Groups 

*^6 

Group  4 

616 

t  The  rates  shown  to  Bumside  ate  local  ran  rates;  to  the  respective  groups,  Jotnt  rates. 
•Carloads. 

The  increases  shown  above  were  made  as  follows:  January  1, 1916, 
following  our  order  in  Fourth  Section  Violations  in  the  Southeast, 
30  I.  C.  C,  153;  May  20, 1918,  under  authority  of  our  Fifteenth  Sec- 
tion Order  No.  549,  in  which  proceeding  petitioners  sought  to  in- 
crease their  rates  to  the  river  landings  in  group  1  only  ^^  in  order  to 
more  nearly  align  them  with  the  advanced  rates  to  Bumside  proper 
effective  January  1,  1916  " ;  June  25,  1918,  imder  general  order  No. 
28  of  the  Director  General  of  Railroads ;  and  August  26, 1920,  under 
Increased  Rates,  ISeO,  68  I.  C.  C,  220. 
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In  constructing  the  proposed  class  rates,  respondents  first  divided 
thepresent  group  2  into  three  groups,  as  previously  shown;  added  to 
the  rail  rates  in  effect  August  25, 1920,  frcnn  Louisville  to  Bumside  a 
differential  of  15  cents  on  all  classes  to  group  1,  representing  the 
average  competitive  wagon  or  truck  charge,  and  made  the  new  groups 
2,  8,  and  4  differentials  of  5  cents  each  successively  over  the  preced- 
ing group.  The  rates  to  the  new  group  2  thus  became  20  cents  over 
the  rates  to  Bumside ;  the  revised  rates  to  group  2  were  then  made 
applicable  also  to  group  1,  and  the  25  per  cent  increase  authorized  in 
Increased  Rates^  19t0j  supra^  was  then  added. 

While  respondents'  present  class  rates  from  Lexington,  Nicholas- 
ville,  Danville,  Junction  City,  and  Oneida  to  Cumberland  River 
landings  are  on  a  basis  lower  than  from  Louisville  and  Cincinnati, 
their  proposal  includes  increasing  them  to  that  basis,  but  not  exceed- 
ing the  ciwtibinations  on  Bumside. 

On  some  commodities  the  increases  proposed  correspond  generally 
with  those  proposed  in  the  class  rates,  but  on  others  the  percentages 
of.  increases  are  considerably  greater. 

Respondents  endeavor  to  justify  the  proposed  increases  largely, 
if  not  altogether,  upon  the  claim  of  the  Cumberland  line  that  it 
is  operating  at  a  loss  under  the  present  rates' and  that  if  we  do  not 
permit  the  proposed  increases  to  become  effective  it  will  be  com- 
piled to  discontinue  operation  because  it  can  not  further  increase 
its  existing  deficit.  They  introduced  statements  indicating  that 
for  the  years  1917, 1918, 1919,  and  1920  the  Cumberland  line  suffered 
an  average  yearly  loss  of  $10,405.97,  in  addition  to  an  estimate  of 
$10^000  to  raise,  repair,  and  pay  loss  and  damage  claims  incident 
to  the  sinking  of  the  steamer  Celina  at  Lock  No.  21  on  December 
21,  1920.  They  claim  that  the  operating  deficit  is  due  principally 
to  increased  costs  and  lay  particular  stress  on  the  percentage  of 
increases  in  the  cost  of  materials,  supplies,  and  wages  for  1920  over 
1916  and  inability  to  operate  the  boats  continuously  during  the  short 
season  of  navigation.  The  operating  costs  are  high  because  it  is 
necessary  to  maintain  practically  full  crews  and  incur  other  ex- 
penses while  the  boats  are  lying  idle. 

Protestants  contest  the  cost  figures  of  respondents  on  the  groimd 
that  in  1920  all  costs  had  reached  their  peak,  and  assert  that  the 
continued  general  decline  in  prices  is  a  matter  of  common  knowledge 
and  that  the  proposed  rates,  based  on  such  comparisons,  are  not 
justified.  Respondents  admit  that  as  to  certain  items  the  boat 
line,  at  the  time  of  the  hearing  in  January,  1921,  was  not  paying 
prices  as  high  as  the  averages  shown  in  their  exhibits.  We  are 
urged  to  take  into  consideration  the  respective  increases  in  these 
rates  since  1913,  and  the  fact  that  the  competing  bbat  lines  have 
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ceased  operations.  Unaccompanied  by  evidence  as  to  similarity  of 
transportation  conditions,  protestants  show  that  the  proposed  rates 
are  higher  for  the  maximum  distance  of  806.5  miles,  Louisville  to 
Myer's  Landing  via  Bumside,  than  those  for  the  1,115  miles  from 
Louisville  to  New  Orleans  by  rail  to  Memphis,  Tenn.,  and  Missisr 
sippi- Warrior  Service  beyond. 

The  evidence  for  respondents  with  reference  to  the  financial  ccmdi- 
tion  of  the  Cumberland  line  covered  all  operations  and  no  effort  was 
made  to  show  the  expenses  chargeable  to  the  service  under  considera- 
tion here.  The  Cimiberland  line  has  filed  no  annual  reports  with  us 
except  for  the  year  ended  December  31, 1916,  but  we  have  received  a 
return  from  it  showing  net  operating  revenue  for  the  year  1919  of 
$4,842.55.  Respondents  submitted- no  statement  of  the  amount  of 
additional  revenue  that  the  boat  line  had  received  or  estimated  that 
it  would  receive  under  the  25  per  cent  increase  effective  August  26, 
1920.  A  25  per  cent  increase  applied  to  the  Cumberland  line's  total 
freight  and  passenger  revenue  for  1920  would  amount  to  about 
$26,000  and  the  Cumberland  line  handled  approximately  80  per  cent 
more  tonnage  to  river  landings  from  Louisville  through  Bumside 
from  February  to  May,  1920,  inclusive,  than  for  the  corresponding 
months  of  1919.  The  proposed  percentage  divisions  agreed  upon  by 
the  rail  and  Cumberland  lines,  which  are  not  before  us  for  determi* 
nation  in  this  case,  would  produce  substantial  additional  revenue  for 
the  rail  lines  under  the  proposed  rates,  but  they  submitted  no  esti- 
mate of  its  amount. 

We  have  given  due  consideration  to  reapcmdents'  comparisons  of 
their  proposed  rates  and  respective  divisions  thereof  with  joint  and 
local  rail  rates  from  Ohio  Biver  crossings  for  like  distances.  The 
Cincinnati,  New  Orleans  &  Texas  Pacific  and  the  Ciunberland  line 
interchange  carload  and  less-than-carload  freight  at  Burnside  sub* 
stantially  as  described  in  Cumberland  TranspartaUan  Co.  v.  C.^  N. 
0.  (6  T.  P.  By.  Co.y  supra^  except  that  the  Cumberland  line  now  has 
the  use  of  the  facilities  formerly  reserved  to  the  Bumside  line.  Be- 
spondents  contend  that  the  cost  of  handling  this  interchanged  traffic 
is  greater  than  on  local  traffic,  but  submitted  no  proof  as  to  the  dif- 
ference, if  any,  in  such  costs. 

Bespondents  propose  to  cancel,  from  certain  rail-line  points  to 
group  landings,  commodity  rates  on  agricultural  implements,  boilers 
and  engines,  canned  goods,  egg  cases,  grain  and  grain  products,  and 
machinery,  leaving  higher  class  rates  in  effect ;  on  brick  and  wagons^ 
leaving  higher  combination  rates  in  effect;  and  on  iron  and  steel 
articles,  leaving  higher  special  iron  rates  in  effect.  They  further 
propose  to  cancel,  from  group  landings  to  certain  rail-line  points^ 
commodity  rates  on  com,  fruit,  and  watermelons,  leaving  higher 
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class  rates  in  effect;  and  on  lumber,  vehicle  material,  and  handles, 
leaving  higher  combination  rates  in  effect.  Respondents  seek  to 
justify  their  action  in  this  respect  ,on  the  groimd  that  upon  investiga- 
tion of  their  records  for  about  one  year  it  developed  that  there  were 
no  carload  movements  of  those  commodities.  Protestants  admit  that 
there  are  perhaps  no  regular  movements,  but  contend  that  there  are 
occasional  movements  and  that  we  should  not  permit  the  joint  com- 
modity rates  to  be  caaeeled. 

The  suspended  schedules  also  contain  proposed  changes  in  rules 
relating  to  the  application  of  rates  to  intermediate  landings,  mini- 
mum charges  on  less-than-carload  shipments  and  on  heavy  articles, 
effecting  substantial  increases,  but  respondents  offered  no  justifica- 
tion therefor. 

We  find  that  the  schedules  under  suspension  have  not  been  justi- 
fied and  must  be  canceled.    It  will  be  so  ordered. 

eiLaa 


^ 


INTBBSTATE  COUllBUCE  GOUUISSION  REP0BT3. 


No,  11476. 
PEQUEST  COMPANY 


DIRECTOR  GENERAL,  AS  AGENT. 


SutmMed  February  H,  J9ZI.    DeiMed  March  11,  19U. 

Rate  charged  od  iron  ore,  In  carloads,  from  Pohatcong  Railroad  IntcrcbanfB 
tracks  near  Oxford  Furnace,  N.  J„  to  Oxford  Furnace,  found  to  have  been 
nnreesoDBble.    Reparation  awarded. 

ParsonSy  Cloaton  t6  Mcllvaine  and  T.  C.  Rtcharda  for  complainant. 

John  F.  Finerty  and  W.  J.  Larrdbee  for  defendant. 
Bepoht  of  TH2  Commission. 
DtviBiON  2,  Commissioners  Ci.ark,  McChobd,  and  Daniels. 
Clark,  ^Adtrmon. 

The  issues  here  presented  were  made  the  subject  of  a  proposed 
report  by  the  examiner,  to  which  no  exceptions  were  filed. 

Complainant  is  a  corporation  engaged  in  mining  and  selling  iron 
ore  at  Oxford  Furnace,  N.  J.  By  complaint  filed  May  13,  1920,  it 
is  alleged  that  the  rate  charged  for  the  transportation  of  eight  car- 
loads of  iron  ore  from  the  interchange  tracks  of  the  Pohatcong  Rail- 
road, at  or  near  Oxford  Furnace,  to  the  siding  of  the  Empire  Steel 
&  Iron  Company  at  Oxford  Furnace,  from  August  1,  Idld,  to  August 
15,  1919,  was  unjust  and  unreasonable.  Except  as  otherwise  not«d, 
rates  herein  are  stated  in  cents  per  long  ton. 

Complainant's  mines  are  located  on  the  Pohatcong  Railroad  about 
1  mile  from  its  junction  with  the  Delaware,  X^ckawanna  &,  West«m 
Railroad,  hereinafter  termed  defendant,  at  or  near  Oxford  Furnace. 
In  handling  complainant's  traffic  a  switch  engine  of  the  Pohatcong 
Railroad  brings  tiie  cars  from  the  mines  to  its  interchange  tracks  at 
the  aforesaid  junction  point.  The  cars  are  picked  up  at  this  point 
by  one  of  defendant's  engines,  weighed  on  near-by  scales,  and  then 
moved  along  defendant's  main  line  to  the  interchange  tracks  of 
the  Empire  Steel  &  Iron  Company  at  Oxford  Furnace.  The  total 
length  of  the  movement  is  about  5,580  feet.  The  shipments  aggre- 
gated 831,900  pounds,  and  charges  wero  collected  at  the  applicable 
commodity  rate  of  60  cents.  Prior  to  June  1,  1917,  the  rate  on  this 
traffic  was  15  centa  On  that  date  it  was  increased  to  30  cents.  Effec- 
tive June  25,  1918,  it  was  increased  to  60  cents,  pursuant  to  general 
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order  No.  28  of  the  Director  General  of  Bailroads.  On  August  26, 
1919,  subsequent  to  movement  of  the  shipments  inyolyed,  a  switching 
charge  of  $7.50  per  car  was  established  and  reparation  on  that  basis 
is  asked. 

In  support  of  the  allegation  of  unreasonableness  complainant  lays 
stress  upon  the  subsequent  reduction  of  the  rate,  and  the  fact  that  at 
the  time  of  movement  defendant  maintained  a  switching  charge  of  $5 
per  car  on  limestone  from  and  to  the  points  covered  by  this  com- 
plaint. Complainant  cites  rates  and  charges  contemporaneously  in 
effect  on  other  lines  for  service  similar  to  that  performed  by  defend- 
ant in  connection  with  these  shipments,  ranging  from  15  cents  to  17 
cents  for  comparable  distances.  It  contends  that  the  service  per- 
formed was  a  switching  service  for  which  a  switching  charge  instead 
of  a  line-haul  rate  should  have  been  maintained. 

Crude  iron  ore  is  classified  in  official  classification  as  sixth  class. 
Under  general  order  No.  28  the  minimum  sixth-class  rate  was  7  cents 
per  100  pounds,  and  the  rate  of  60  cents  was  less  than  half  the  mini- 
mum class  rate.  Defendant  contends  that  a  line-haul  service  was 
rendered.  The  record  indicates  that  these  shipments  were  handled 
in  so-called  "extra  trains"  which  were  nm  only  when  there  were 
cars  of  ore  or  limestone  to  be  moved  from  the  tracks  of  the  Pohat- 
oong  Bailroad. 

It  is  asserted  for  defendant  that  the  establishment  of  the  charge 
of  $7.50  per  car  on  this  traffic  was  based  on  an  understanding  that 
complainant  contemplated  a  movement  of  about  135,000  tons  of  ore; 
and  that  the  60-cent  rate  was  considered  unreasonable  in  comparison 
with  the  per-car  charge  of  $5  contemporaneously  in  effect  for  a  like 
movement  of  limestone.  No  attempt  was  made  by  defendant  to  show 
the  cost  of  service. 

We  find  that  the  rate  assailed  was  unreasonable  to  the  extent  that  it 
exceeded  $7.50  per  car ;  that  complainant  made  the  shipments  as  de- 
scribed and  paid  and  bore  the  charges  thereon ;  that  it  has  been  dam- 
aged and  is  entitled  to  reparation  in  the  sum  of  $162.82,  with  interest. 

An  appropriate  order  will  be  entered. 
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No.  11219. 
SINCLAIR  REFINING  COMPANY 

V, 

DIRECTOR  GENERAL,  AS  AGENT,  ATCHISON,  TOPEKA  & 
SANTA  FE  RAILWAY  COMPANY,  ET  AL. 


Submitted  October  ZS,  1920.    Decided  March  5,  1921. 


Rates  on  spent  sulphuric  or  sludge  acid  in  tanlc-car  loads  from  Arkansas  Cityt' 
Eldorado,  Augusta,  and  Wichit;a,  Kans.,  to  CoffeyyiUe,  Kans.,  found  to 
have  been  unreasonable.    Reparation  awarded. 

Cliff ord  Thome  and  Walter  R.  Seott  for  complainant. 

F.  E.  Andrews  J  T.  J.  Norton^  and  A.  U.  BvU  for  defendanta 

Report  of  thb  Commission. 

Division  1,  Commissioners  McChord,  Meter,  and  Attohison. 

By  Division  1 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner,  and  the  case  was  orally  argued  before  us. 

Complainant  is  a  corporation  engaged  in  the  manufacture  of  acid 
at  Coffeyville,  Kans.  By  complaint  filed  February  7,  1920,  as 
amended,  it  seeks  reparation  on  44  tank-car  loads  of  sludge  acid 
shipped  over  intrastate  routes  from  Arkansas  City,  Eldorado,  Au- 
gusta, and  Wichita,  Kans.,  to  Coffeyville,  Kans.,  during  the  period 
from  June  25,  1917,  to  December  4,  1918,  alleging  that  the  rates 
charged  were  unreasonable.  Three  of  the  shipments  moved  prior 
to  the  period  of  federal  control,  are  not  within  our  jurisdiction,  and 
therefore  will  not  be  considered.  Rates  will  be  stated  in  cents  per 
100  pounds. 

The  shipments  under  consideration  consisted  of  spent  sulphuric 
or  sludge  acid.  Those  from  Augusta  moved  over  the  Atchison,  To- 
peka  &  Santa  Fe,  hereinafter  called  the  Santa  Fe,  158  miles.  Those 
from  Arkansas  City  moved  over  the  Missouri  Pacific,  100  miles;  and 
those  from  Eldorado  and  Wichita  over  either  the  Santa  Fe,  151  and 
145  miles,  respectively,  or  the  Missouri  Pacific,  138  and  163  miles,  re- 
spectively. Charges  were  collected  at  rates  ranging  from  17  to  38 
cents.  In  the  absence  of  commodity  rates  or  a  specific  class  rating  on 
spent  sulphuric  or  sludge  acid  the  rates  applicable  were  the  fourth- 
class  rates  on  sulphuric  acid.   These  rates  were  23  cents  from  Arkan- 
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sas  City  and  28  cents  from  the  other  three  points  on  shipments  that 
moved  prior  to  June  25,  1918,  and  29  and  85  cents,  respectively,  on 
and  after  that  date,  the  latter  rates  representing  a  25  per  cent  in- 
crease following  general  order  No.  28  of  the  Director  General  of 
Bailroads. 

Spent  sulphuric  acid  or  sludge  acid  is  sulphuric  acid  which  has 
been  used  for  the  purpose  of  ^  sweetening  ^  petroleum  distillates,  and 
contains  impurities  drawn  from  the  distillates.  It  is  black  in  color, 
resembling  fuel  oil,  and  weighs  about  13.3  pounds  per  gallon.  Its 
average  value  is  stated  to  be  about  $10  per  car,  or  approximately  88 
cents  a  ton,  that  being  the  price  paid  for  the  shipments  here  con- 
ffldered.  Sulphuric  acid  is  naturally  colorless,  and  weighs  about  15.8 
pounds  per  gallon.  The  value  of  sulphuric  acid  fluctuates.  At  the 
time  of  hearing  it  ranged  from  $22  to  $24  a  ton  at  point  of  shipment. 

Before  complainant  began  making  shipments  to  Coffeyville  it  re- 
quested defendant  carriers  to  publish  commodity  rates  on  sludge 
acid  from  Augusta  and  Arkansas  City.  The  Western  Trunk  Line 
Committee  recommended  the  establishment  of  a  rate  of  9  cents,  sub- 
ject to  the  approval  of  the  Kansas  Public  Utilities  Commission,  but 
this  rate  was  never  published.  A  commodity  rate  of  12.5  cents  from 
all  four  points  of  origin  to  Coffeyville  was  established  over  the 
Missouri  Pacific  on  December  2,  1918,  and  over  the  Santa  Fe  on 
December  15, 1918. 

Complainant  contends  that  the  rates  assailed  were  unreasonable 
to  the  extent  that  they  exceeded  10  cents  prior  to  June  25, 1918,  and 
12.5  cents  after  that  date,  the  latter  rate  being  10  cents  plus  the  in- 
crease authorized  in  general  order  No.  28  of  the  Director  GeneraL 
Bates  of  10  cents  prior  to  June  25  and  12.5  cents  on  and  after  that 
date  were  in  effect  from  Coffejrville  to  Arkansas  City.  Bates  from 
a  number  of  Kansas  points  other  than  Coffeyville  to  Arkansas  City 
the  same  as  those  sought  by  complainant  were  also  maintained  by 
defendants  when  the  shipments  moved  for  distances  ranging  from 
7  miles  to  169  miles. 

While  sludge  acid  is  a  low-grade  conunodity,  the  car-mile  earn- 
ings under  the  rates  assailed  exceeded  the  average  car-mile  earnings 
of  defendants  both  on  intrastate  traffic  in  Kansas  and  on  all  traffic 
handled  by  them  for  the  year  ended  December  31,  1917. 

Commodity  rates  on  sludge  acid  from  and  to  points  in  Kansas  and 
between  Kansas  City,  Mo.,  and  Coffeyville,  average  about  54.5  per 
cent,  and  between  Kansas  and  Oklahoma  points  about  50.5  per  cent, 
of  the  rates  on  sulphuric  acid  applying  in  the  same  or  the  opposite 
direction.  The  present  rate  of  12.5  cents  from  and  to  the  points  in 
question  is  from  55  to  58  per  cent  of  the  sulphuric-acid  rates  apply- 
ing in  the  same  or  the  opposite  direction.    The  ton-mile  earnings 
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under  the  lO-cent  rate  would  be  14^  mills,  and  under  the  12.5-cent 
rate  17.9  mills,  over  the  routes  the  shipments  moved,  an  average  dis- 
tance of  139  miles. 

We  find  that  the  rates  applicable  to  complainant's  shipments  were 
unreasonable  to  the  extent  that  they  exceeded  10  cents  prior  to  June 
25,  1918,  and  12.5  cents  thereafter ;  that  complainant  made  the  ship- 
ments as  described,  and  paid  and  bore  the  charges  thereon  at  the 
rates  herein  found  unreasonable,  and  has  been  damaged  to  the  ex- 
tent that  the  charges  paid  exceeded  those  which  would  have  accmed 
at  the  rates  herein  found  reasonable;  and  that  it  is  entitled  to 
reparation,  with  interest.  The  exact  amoimt  of  reparation  due  can 
not  be  determined  on  this  record,  and  complainant  should  comply 
with  rule  V  of  the  Bules  of  Practice. 
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No.  10782. 
JOSEPH  L.  LIEBERMAN  IRON  COMPANY 

V. 

DIRECTOB  GENERAL,  WABASH  RAILWAY  COMPANY, 

ET  AL, 


BubnUtied  Oetober  t$,  192$.    Decided  Uwth  5,  19il. 


Rale  charged  on  20  carloads  of  scrap  iron  and  Iron  turnings  from  Detroit,  MidL, 
to  Qranite  City,  IlL,  and  St  Louis,  Mo.,  found  to  luive  been  legally  appli- 
cable.   Ootnplaint  dismiaaed. 

John  Andrew  Bonan  for  complainants. 
L.  H.  Strasser  for  defendants. 

Report  op  the  Commission. 

DiyiraoN  1,  CoMHisflioKXBs  MoChord,  Mbter,  and  ArrcHisoN. 

By  Division  1 : 

Exceptions  were  filed  by  complainants  to  the  report  proposed  by 
the  examiner. 

Moses  L.  Lieberman,  Joseph  Lieberman,  and  Jacob  Lieberman, 
copartners  trading  under  the  name  Joseph  L.  Lieberman  Iron  Com- 
pany, and  engaged  in  buying,  selling,  and  shipping  scrap  iron  and 
steel,  with  general  offices  at  Chicago,  UL,  by  complaint  seasonably 
filed,  as  amended,  allege  that  the  rate  charged  by  defendants  on  20 
carloads  of  scrap  iron  and  iron  turnings  shipped  from  Detroit,  Mich., 
to  Granite  City,  HI.,  and  St.  Louis,  Mo.,  between  August  21  and 
November  17, 1916,  was  illegal.  It  was  further  alleged  that  the  rate 
charged  was  in  violation  of  sections  1,  2,  and  8  of  the  act  to  regulate 
commerce,  but  at  the  hearing  no  evidence  was  offered  in  support  of 
these  allegations  and  the  issue  was  narrowed  to  one  of  tariff  applica- 
tion and  interpretation.  We  are  asked  to  award  reparation.  Rates 
herein  will  be  stated  in  amoimts  per  gross  ton. 

Of  the  shipments  11  were  forwarded  from  Detroit  by  the  Michigan 
Central,  8  by  the  Grand  Trunk,  and  1  by  the  Detroit  &  Toledo  Shore 
Line,  on  bills  of  lading  made  out  by  the  shippers  and  routed  ^^  Via 
Wabash  R.  R.''  Charges  were  collected  at  the  rate  of  $2.94,  appli- 
cable both  to  scrap  iron  and  to  iron  or  steel  turnings.  The  Wabash, 
which  delivered  all  of  the  shipments,  also  reaches  Detroit,  and  at 
the  time  of  movement  had  in  effect  a  rate  on  scrap  iron  and  steel,  and 
iron  and  steel  billets,  of  $2.10  from  and  to  these  points.  Complain- 
ants' contention  that  this  rate  was  also  applicable  to  turnings  is  not 
58355*— 21— VOL  ei i 


^2  INXEBST47E  CQMMBRCE  COMMISSION  BEFOBTS. 

supported  by  the  tariff.  The  Detroit  &  Toledo  Shore  Line,  Grand 
Trunk,  and  Michigan  Central  were  named  in  the  list  of  participating^ 
carriers  in  the  Wabash  tariff,  the  first  two  under  concurrence  form 
FX-3  and  the  latter  under  form  FXr4.  The  tariff  contained  no 
routing  iu^jn^ctiiojis,  and  complainants  insist  that  the  $2.10  rate  was 
legally  applicable  to  the  shipments  ih  question. 

We  have  prescribed  several  forms  of  concurrences.  Form  FX-3, 
undet  which  the  Detroit  A  Toledo  Shore  Line  and  th*  Grand  Tmhk 
were  shown  as  parties  to  the  Wabash  tariff,  evidences  participation 
in  rates  applying  to  and  via,  but  not  from  points  on  the  concurring 
line.  Fona.FX-T4  may  be  qualiSedin  various  ways.  In  this  par- 
ticular instance,  the  concurrence  of  the  Michigan  Central  was  so 
limited  as  not  to  make  it  a  p^rty  to  rat^  from  points  on  the  Wabash. 

Complainants  call  attention  to  the  general  rule  that,  in  the  ab- 
sence of  routing  directions,  the  rates  named  in  joint  tariffs  apply 
between  points  specified  via  Uie  lines  of  any  ai^^d  all  carriers  parties 
thereto.  Counsel  for  complainants  also  points  out  that  neither  our 
tariff  circulars  nor  the  concurrence  sheets  filed  by  carriers  are  re- 
quired to  be  posted  ih  the  same  manner  as  tariffs,  and  argues  that 
even  though  reference  to  our  Tariff  €Srcular  18-A  indicated  defi- 
nitely the  extent  of  the  carrier's  participation  under  form  FX-8, 
this  is  not  ti?ue  with  respeot  to  form  FXr4 ;  and  under  the  latter  form 
it  is  necessary  to  examine  the  concurrence  itself,  which  is  filed  only 
with  us  and  in  the  general  offices  of  the  publishing  and  concurring 
carriers* 

InMealv  <&  T(mU  v.  C.  <&  N^.  W.  Ry.  Co.,  43  I.  C.  C^  88,  we  said: 

Ckmcmfence  sheets  are  not  posted  Ui  Uie  same  manner  as  are  tarfffis,  and  no 
ofyportnnltyi  is  afforded  the  general  public  ti>  ascertain  whether  or  not  the  tennu 
of  the  c<;^]^nin?en)ce  (Imlt  the  appUcaticm  of  the  tariff  in  so  far  as  the  partlctpat- 
tng  road  is  concerned.  The  tariif  of  the  North  Western  offered  to  the  pubUc  a 
rate  of  $82.50  per  car  on  horses  from  ^outh  Omaha  to  Wausau  over  the  route 
of  movement,  and  as  to  the  shipments  from  that  point  the  $S2.50  rate  must  be 
protected. 

In  that  case  the  shipper  claimed  protection  of  the  rate  named  in  the 
tariff  of  the  carrier  to  which  he  delivered  the  traffic,  whereas,  in  the 
instant  case,  complainant  asks  that  rates  named  in  the  tariff  of  the 
Wabash,. the  terminal  carrier,  be  applied  on  traffic  which  originated 
on  other  lines.  It  is  well  settled  that  the  interstate  shipper  is  liable 
to  pay  the  rate  fixed  by  the  printed  and  published  schedules  of  the 
carrier  on  file  with  us.  The  Wabash  tariff  in  question  was  not,  nor 
was  it  required  to  he,  posted  at  the  stations  of  any  of  the  carriers  on 
whose  lines  these  shipments  originated. 

We  find  that  the  rate  of  $2.94  named  in  the  tariffs  of  the  originat- 
ing carriers  was  legally  applicable  to  the  shipments  here  considered. 

The  complaint  will  be  dismissed. 

eii.co. 


BABBBR  00.  t;.  DIBECTOB  QBNEBAL.  23 


No.  10591. 

W.  H.  BARBER  COMPANY 

DIRECTOR  GENERAL,  AS  AGENT,  ATLANTIC  COAST 
LINE  RAILROAD  COMPANY,  ET  AL. 


BulmiUed  October  Z2,  1920,    Decided  March  5,  1921. 


Rates  on  rosin  and  tnrpentine  from  PeriTf  Athena,  Carbur,  and  Salem,  Fla., 
to  Chicago,  St  Paul,  Minneapolis,  and  other  points  in  DUnois,  Wisconsin, 
Minnesota,  Iowa,  and  states  west  thereof  found  to  be  not  unreasonable  but 
unduly  prejudicial.  Reparation  denied  and  nonprejudicial  rates  pre- 
scribed fbr  the  future 

Borders^  Walter  dk  Burchmore  and  Nuel  D,  Bdnap  for  com- 
plainants. 

Frank  W.  Gwathmey  for  defendants. 

Repcwt  of  the  Cohmissiok. 

Division  1,  Commissioners  McChobd,  Meter,  and  ArrcHisoNi 

By  Division  1 : 

Exceptions  were  *filed  by  cbmplainant  to  the  report  proposed  by 
the  examiner,  and  the  case  was  orally  argued  by  tlie  parties  before  us. 

Complaint  was  filed  April  24,  1919,  by  the  W.  H.  Barber  Agency 
Company.  By  amendment,  the  W.  H.  Barber  Company,  a  cor- 
'  poration  engaged  at  Minneapolis  and  Chicago  in  jobbing  rosin  and 
turpentine  and  the  successor  in  interest  of  the  W.  H.  Barber  Agency 
Company,  was  substituted  as  complainant.  It  alleges  that  the  rates 
on  rosin  and  turpentine,  in  carloads,  from  Perry,  Athena,  Carbur, 
and  Salem,  Fla.,  to  Chicago,  HI.,  St.  Paul  and  Minneapolis,  Minn'., 
and  other  points  in  the  states  of  Illinois,  Wisconsin,  Minnesota,  Iowa, 
and  states  west  thereof,  were  and  are  unreasonable,  in  violation  of 
section  1  of  the  act  to  regulate  commerce  and  section  10  of  the 
federal  control  act,  and  unduly  prejudicial  to  Perry,  Athena,  Carbur, 
and  Salem  and  preferential  of  New  Orleans,  La.,  Pensacola  and 
Jacksonville,  Fla.,  and  Savannah,  Ga.  We  are  asked  to  award 
reparation  on  all  shipments  that  moved  during  the  statutory  period 
and  to  establish  maximum  rates  for  the  future.  Kates  herein  will  be 
stated  in  cent£^  per  100  poimds,  and  do  not  include  the  increases 
authorized  in  Increased  Bates^  19t0^  58  I.  C.  C,  220, 
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Peny,  Athena,  Carbur,  and  Salem  are  on  a  branch  line  of  the  At- 
lantic Coast  Line  Bailroad,  an  average  distance  of  about  160  miles 
west  of  Jacksonville  and  near  the  Gulf  coast.  Perry  is  the  terminus 
of  the  branch  line.  Complainant's  shipments  moved  over  the  Atlan- 
tic Coast  Line  easterly  through  Newberry,  Fla.,  northerly  through 
Dupont,  Ga.,  and  westerly  through  Quitman,  Ga.,  to  Montgomery, 
Ala.,  Louisville  &  Nashville  Bailroad  and  other  connecting  lines  to 
St.  Louis,  Mo.,  Chicago,  III.,  Milwaukee,  Appleton,  Menasha,  Fox 
Kiver,  and  La  Crosse,  Wis.,  Waterloo  and  Sioux  City,  Iowa,  Omaha, 
Nebr.,  Grand  Bapids  and  Kalamazoo,  Mich.  All  of  the  participating 
carriers  are  named  as  defendants  except  the  Michigan  Central  Rail- 
road. At  the  hearing  complainant  sought  to  amend  the  complaint 
to  include  destinations  in  Michigan,  and  to  include  the  Michigan 
Central  as  a  defendant.    The  amendment  is  refused. 

The  shipments  did  not  move  through  Jacksonville,  although  a 
longer  route  of  the  Atlantic  Coast  Line  through  Newberry,  Jackson- 
ville, and  Dupont  was  available.  The  route  of  movement  is  slightly 
longer  than  the  distances  from  Jacksonville  to  all  of  these  destina- 
tions, but  the  short-line  route  from  Athena,  Carbur,  and  Salem  is 
less  than  the  distance  from  Jacksonville,  and  is  through  Perry,  where 
the  South  Georgia  Bailroad  connects  with  the  Atlantic  Coast  Line, 
and  over  the  former  line  through  Quitman,  Ga.,  where  it  connects 
with  the  main  line  of  the  Atlantic  Coast  Line  between  Jacksonville, 
Dupont,  and  Montgomery. 

Through  rates  from  Athena,  Carbur,  and  Salem  and  other  interior 
points  in  Florida  south  of  the  line  of  the  Seaboard  Air  Line  Bailroad 
from  Jacksonville  through  Lake  City  are  generally  based  on  the  dis* 
tance  rates  to  Jacksonville  plus  the  joint  or  combination  rates 
from  Jacksonville  to  interstate  points  beyond.  The  factors  from 
Carbur  and  Salem  to  Jacksonville  are  13  cents  on  rosin  and  27.6 
cents  on  turpentine,  and  from  Athena  to  Jacksonville  13.5  cents  on 
rosin  and  29  cents  on  turpentine,  and  include  the  25  per  cent  increases 
established  pursuant  to  general  order  No.  28  of  the  Director  General 
of  Bailroads.  The  rates  on  which  these  factors  were  built  were  fixed 
by  the  Bailroad  Comjnission  of  Florida,  and  had  been  in  effect  for  a 
number  of  years.  From  Jacksonville  there  are  joint  through  com- 
modity rates  to  Chicago  on  rosin,  and  like  rates  on  rosin  and  turpen- 
tine to  the  Ohio  Biver  crossings  and  the  Mississippi  Biver  crossings, 
St.  Louis  and  East  St.  Louis.  These  rates  are  added  to  the  local 
rates  from  Athena,  Carbur,  and  Salem  to  Jacksonville  in  constructing 
through  rates  to  the  points  described,  although  the  traffic  does  not 
move  through  Jacksonville.  Class  rates  from  the  river  crossings  to 
points  north  and  west  constitute  additional  factors  of  through  rates 
from  these  Florida  points. 
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Florida  contributes  more  than  half  of  the  rosin  and  turpentine 
produced  in  the  United  States,  and  naval  stores  are  also  produced 
in  large  quantities  in  Georgia,  North  and  South  Carolina,  Alabama, 
Mississippi,  Louisiana,  and  Texas.  Dealers  competing  with  com- 
plainant at  Minneapolis,  St.  Paul,  and  Chicago  buy  their  rosin  and 
turpentine  at  New  Orleans,  Pensacola,  Jacksonville,  and  Savannah, 
in  addition  to  Louisiana  and  Texas  producing  points.  From  some 
of  these  sources  complainant  obtains  about  half  of  its  supply,  the 
remainder  being  obtained  at  the  points  of  origin  here  considered. 
Purchase  of  these  commodities  is  usually  made  on  basis  of  the 
Savannah  market  price,  freight  rates  being  taken  into  consider- 
ation at  other  markets.  Kepresentative  prices  on  June  14,  1919, 
ranged  from  $15  to  $16.60,  dependent  upon  grade,  for  a  250-pound 
"stand"  of  rosin,  and  $1.08  per  gallon  of  turpentine.  Complain- 
ant's shipments  of  turpentine  moved  in  tank  cars  and  averaged 
58,000  pounds.  The  shipments  of  rosin  moved  in  barrels  in  ordi- 
nary box  cars  and  averaged  62,400  pounds. 

Originally  turpentine  was  transported  only  in  barrels.  At  present 
most  of  the  turpentine  from  points  in  Florida  to  Jacksonville  is 
shipped  in  barrels,  but  the  all-rail  movement  beyond  Jacksonville 
is  now  in  tank  cars.  Complainant  contends  that  the  rates  from 
Carbur  and  the  other  points  to  Jacksonville  were  made  to  apply 
to  turpentine  in  barrels,  and  that  the  increased  revenue  derived 
from  the  heavier  loading  of  this  commodity  when  transported  in 
tank  cars  warrants  a  lower  rate.  Admitting  that  the  initial  rev- 
enue from  shipments  in  tank  cars  would  exceed  that  for  movement 
in  box  cars,  defendants  directed  attention  to  the  fact  that  while 
there  would  be  return  loads  for  a  certain  number  at  least  of  the 
box  cars,  tank  cars  are  usually  returned  empty  to  the  points  of 
origin,  and  in  addition  an  allowance  of  1  cent  a  mile  is  made  by 
defendants  to  the  owners  oi:  lessees  of  the  tank  cars.  For  com- 
plainant it  was  testified  that  the  monthly  rental  which  it  in  turn 
pays  to  the  owners  of  tank  cars  greatly  exceeds  the  amount  of  the 
mileage  allowance  it  receives  from  the  carriers. 

The  bulk  of  the  turpentine  and  rosin  traffic  from  interior  Florida 
points  to  Jacksonville  heretofore  has  moved  in  less-than-carload 
quantities;  and  for  this  reason  also  complainant  contends  that  the 
rates  to  Jacksonville,  which  are  used  as  factors  in  making  the  through 
carload  rates,  were  not  established  with  regard  to  the  actuiEiI  move- 
ment of  the  commodities  in  carloads. 

Using  Carbur  as  a  representative  point  of  origin,  the  present 
rates  therefrom  and  from  a  number  of  other  points  to  Chicago, 
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Cairo,  St.  Louis,  Minneapolis,  and  St.  Paul  are  compared  in  the 
following  table,  compiled  largely  from  complainant's  exhibits: 


Carlmr  to— 

Chicago 

Cairo 

St.  Louis 

MinneapoUs-St .  Paul . . . 
Pensacola  to— 

Chicago * 

Cairo 

St.lKniis 

Minnwpolis-St.  Paul 

Jacksonville  to— 

Chicago 

Cairo 

St.  Louis 

MlnneapoUa-St.  Paul. . . . 
Newton,  Tex.,  to— 

Chicago 

Ifinneapolis-St.  Paul... 


Dis- 
tances. 


Boein. 


Rates. 


Prior  to 
June  25, 
1918. 


On  and 
after 

June  25, 
1918. 


Uttet. 

1,198 

875 

1,027 

1,594 

948 

588 

743 

1,319 

1,110 
769 
912 

1,488 

1,125 
1,332 


Cmti, 
37 

20.5 
34.5 
51.5 

20 
15 
17 
32 

25.5 
19 
24 
41 

32 
34.5 


Otntt. 
46 
87 
43 
04.6 

25 

19 
2U5 

40 

33 
24 
30 
51.5 

40 
43 


Ton-mile 
ings. 


Prior  to  On«id 
«*»•       1918. 


MiUa. 
5.3 
0.6 
6.7 
6.3 

4.3 

5.1 
4.5 
4.8 

4.5 
5 

5.2 
5.6 

5.7 
5.1 


am. 

7.6 
&4 
&3 
8 

6.3 
6.4 
5.8 
6 

5.7 
6.3 
6.5 
6.0 

7.1 
6.4 


Turpentine. 


Bates. 


PHATfJOnand 
^'J^'.JuneM. 


OerOi, 
62.5 
40 
57 
72.5 

81 
22 
28 
40 

4a5 

27 

36 


40 
46 


1918. 


78 
6L6 
7L6 
9a6 


27.5 

35 

60 

5a5 

34 
44 

66.6 

60 

67.6 


TosHnUe 
fbgs. 


Prior  to 

June  25, 

1918. 


On 

after 

jQne3S^ 

1018. 


JflQl. 

ia4 

11.2 

11. 1 

0.1 

6.6 
7.4 
7.6 
6 

7.2 
7.1 
7.6 
7.1 

7.1 
6.9 


jimt. 

13 
14 

13.0 
11.4 

8.3 

0.S 
0.4 
7.6 

0 

&0 

9.6 

&« 
8.6 


Complainant  contends  that  tiie  earnings  under  both  the  rosin  and 
turpentine  rates  from  Carbur,  when  compared  with  the  earnings 
under  rates  from  Pensacola,  Jacksonville,  and  other  points,  prove 
that  the  rates  attacked  are  excessive. 

Complainant  calls  attention  to  the  spread  between  the  rates  on 
rosin  from  Carbur  to  Chicago  and  to  Minneapolis  and  St.  Paul.  It 
contends  that  the  earnings  on  rosin  rates  to  Minneapolis  and  St. 
Paul,  being  higher  than  those  to  Chicago,  show  that  the  rate  struc- 
ture is  at  variance  with  the  generally  accepted  rule  that  the  earnings 
per  ton-mile  should  decrease  with  increasing  distances.  To  this  de- 
fendants answer  that  in  making  rates  on  rosin  to  Chicago  they  en- 
countered at  that  point  competition  from  ocean-and-rail  carriers, 
whereas  on  turpentine  to  Chicago  and  rosin  and  turpentine  to  Minne- 
apolis and  St.  Paul  competition  from  the  same  source  was  felt  only 
at  the  Ohio  Biver  crossings,  on  which  turpentine  rates  to  Chicago  and 
rosin  and  turpentine  rates  to  Minneapolis  and  St  Paul  are  based. 

Rates  on  rosin  and  turpentine  from  Jacksonville  to  Ohio  River 
crossings,  Mississippi  River  crossings,  and  Chicago  are  explained 
by  defendants  as  having  been  depressed  through  competition  be- 
tween the  all-rail  and  ocean-and-rail  carriers.  The  ocean-and-rail 
rates  from  Jacksonville  were  canceled  several  months  prior  to  the 
date  this  case  was  heard  and  up  to  the  latter  date  had  not  been  re- 
established ;  but  the  corresponding  all-rail  rates  have  been  continued 

ei  I.  c.  c. 


BABBBB  CO.  V.  mKEGTOK  GEI7&RAU  27- 

in  force  unchanged  esoept  as  they  have  b^en  ii^crefised  as  the  result 
o£  general  order  No.  28  of  the  Director  General  of  Bailroads,  and  our 
decision  in  Incretaed  R^es^  19S0^  supra. 

The  same  competitive  conditions,  defendants  state,  operated  in  the 
past  to  depress  rates  froan  Savannah,  Ga.  Ttey  assert  that  the  rates 
from  Pemsao^  and  New  Orleans,  in  addition  to  having  originally 
been  influenced  by  the  rates  established  to  the  west  Ij  water  carrier? 
via  the  Mississippi  River,  were  made  wit^  regard  to  the  rates  from, 
south  Atlantic  points,  such  as  Jacksonville  and  Siavannah.  They. 
contend. that  because  of  the  materially  different  conditions  surround- 
ing the  transpc^ation  of  traffic  in  Florida  the  maintenance  of  the 
present  factors  of  the  rates  up  to  Jacksonville  on  turpentine  and 
rosin  is  justified.  It  was  pointed  out  that  because  of  its  geographical 
location  Florida  is  a  ^  terminal  ^  state,  and  carriers  operating  therein, 
with  the  exception  of  the  Florida  East  Coast  Bailway,  must  depend 
for  their  revenues  almost  ezclusivejiy  on  iiibound  and  outbound  traffic, 
while  in  other  states,  in  addition  to  such  traffic,  csf riers  have 
the  benefit  of  revenues  derived  from  tii^ffic  <  passing  through.  Th% 
section  of  the  coimtry  in  which  the  points  of  origin  are^  located  was 
further  shown  to  be  sparsely  populated.  On  this  account  there  is, 
very  little  inbound  traffic ;  and  the  outbound  traffic  consists  almost: 
exclusively  of  naval  stores  and  lumber.  The  nature  of  traffic  condi-; 
tions  in  the  state  of  Florida  has  heretofore  been  the  subject  of  co|n- 
ment  in  our  reports.  See  FUk  Fruit  dk  Veg,  S'^ippera*  ^Protective 
Asso.  V.  A.  C.  L.  R.  R.  Co^  14 1.  C.  C.,476;  Same  v.  Sama^  Yl  I.  C.  d 
552. 

Defendants  dK)wed  that  the  local  rates  on  rosin  and  turpentine, 
from  Athena,  Carbur,  and  Salem  to  Jacksonville  compare  favorably 
with  distance  rates  prescribed  by  the  several  state  railroad  commis- 
siops  on  those  eonmiodities  in  other  south  Atlantic  states,  also  in 
Mississippi,  Alabama,  and  Tjoliifliana,  for  distances  ranging  from 
140  to  170  miles;  but  naval  stxires  from  these  points  do  not  move 
through  Jacksonville,  the  local  rates  are^ not  separately  assailed,. and 
the  shipments  did  not  move  through  Jacksonville, 

Complainant  suggests  that  the  n^es  assailed  be  readjusted  upon 
a  basis  similar  to  the  adjustment  of  lumber  rates  from  the  same  terri- 
tory. The  rates  on  lumber  from  points  in  the  vicinity  of  Perry, 
Athena,  Carbur,  and  Salem  are  made  1  cent  over  rates  from  Quitman, 
Oa.,  an  intermediate  point  by  the  route  of  movement,  and  by  the 
route  through  Perry  and  the  South  Georgia  Railroad.  The  lumber 
rate  adjustment,  defendants  explained,  has  resulted  from  competi- 
tion between  the  Atlantic  Coast  Line,  Seaboard  Air  Line,  and  inde- 
pendent short  lines,  such  as  the  South  Georgia  Railroad  and  the 
Live  Oak,  Perry  &  Gulf  Railroad.    It  marks  a  departure  from  the 
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rate  structure  peculiar  to  Florida,  and  is  confined  generally  to  thai 
part  of  the  state  which  lies  north  of  the  line  of  the  Seaboard  Air 
Line  from  Jacksonville  through  Lake  City,  Fla.  Although  located 
south  of  the  line  indicated,  Perry,  Athena,  Carbur,  and  Salem  are 
in  territory  which  on  lumber  traffic  is  affected  by  the  competition 
with  the  short-line  carriers.  Perry,  for  example,  is  reached  by  the 
Atlantic  Coast  Line,  the  South  Georgia,  and  the  Live  Oak,  Perry  & 
Gulf.  Athena  and  Salem  are  approximately  10  and  18  miles,  respec- 
tiyely,  south  of  Perry,  and  Carbur  is  between  them.  The  rates  on 
rosin  and  turpentine  maintained  by  the  South  G^rgia  Kailroad 
from  Perry  and  stations  north  thereof  to  Quitman  are  lower  than  the 
rates  maintained  by  the  Atlantic  Coast  Line  Railroad  from  Perry, 
Athena,  Carbur,  and  Salem.  The  rates  on  naval  stores*  to  certain  of 
the  destinations  here  considered  are  higher  from  Quitman  than  from 
Jacksonville,  but  the  lumber  rates  from  Jacksonville  to  a  number  of 
the  destinations  are  on  the  Quitman  basis,  or  1  cent  less  than  the  rates 
on  liunber  from  Perry,  Athena,  Carbur,  and  Salem.  Defendants, 
while  disclaiming  that  the  rates  assailed  are  unreasonable,  offered, 
prior  to  the  filing  of  this  complaint,  to  establish  specific  joint  through 
rates  on  rosin  and  turpentine  from  the  four  points  3  cents  higher 
than  the  rates  from  Quitman  on  rosin  and  6  cents  higher  on  turpen- 
tine. 

We  find  that  the  rates  assailed  were  not  and  are  not  unreasonable, 
but  that  the  rates  from  Perry,  Athena,  Carbur,  and  Salem  are  and 
for  the  future  will  be  unduly  prejudicial  to  those  points  and  unduly 
preferential  of  Jacksonville  to  the  extent  that  they  exceed  or  may 
exceed  the  rates  on  rosin  and  turpentine  from  Jacksonville  to  the 
same  destinations  by  more  than  8  cents  and  6  cents  per  100  pounds, 
respectively. 

Complainant  purchased  these  shipments  f .  o.  b.  points  of  origin 
and  during  the  same  period  was  purchasing  like  commodities  f .  o.  b. 
Jacksonville  and  other  mark^B.  There  is  no  specific  proof  that 
complainant  was  damaged  by  reason  of  the  undue  prejudice  found  to 
exist  and  reparation  is  denied. 

An  appn^riate  order  will  be  entered. 
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No.  10820  (Sub-No.  1).» 
S.  SCHWAETZ 

V. 

TEXAS  A  NEW  ORLEANS  RAILROAD   COMPANY, 

DIRECTOR  GENERAL,  ET  AL. 


Submitted  August  6,  1920.    Decided  March  S,  1921. 


1.  Rate  applicable  on  secondhand  boiler  flues  and  tubes,  in  carloads,  from  Port 

Arthur,  Tex.,  to  St  Louis,  Mo.,  found  unreasonable.    Waiver  of  certain 
undercharges  directed  and  complaint  dismissed. 

2.  Rate  and  demurrage  charges  applicable  on  a  carload  of  old  boilers  from 

Carson,  La.,  to  St  Louis,  Mo.,  not  shown  to  have  been  unreasonable 
or  otherwise  unlawful.    Complaint  dismissed. 

Edward  A.  Haidy  Arthur  E.  Haidj  and  Louis  Mayer  for  com- 
plainants. 
C.  S.  Burg  for  def endani& 

Report  of  the  Commission. 

Division  8,  Commissionebs  Hall,  Eastman,  and  Ford. 

By  Division  3 : 

Exceptions  to  the  report  proposed  by  the  examiner  were  filed  by 
complainant  in  Sub-No.  2. 

Complainants,  S.  Schwartz  and  Jos.  Greenspons'  Sons  Iron  & 
Steel  Company,  the  latter  a  corporation,  are  engaged  in  the  scrap- 
iron  business  at  St.  Louis,  Mo.  By  complaints  seasonably  filed  they 
attack  as  illegal  and  unreasonable  the  freight  and  demurrage  charges 
assessed  by  defendants  in  Sub-No.  1  on  two  carloads  of  ^^  scrap  iron  ^ 
shipped  from  Port  Arthur,  Tex.,  to  St.  Louis,  Mo.,  on  October  30 
and  November  24, 1916,  and  in  Sub-No.  2  on  one  carload  of  ^^  scrap 
iron''  shipped  from  Carson,  La.,  to  St.  Louis,  on  August  7,  1917. 
In  Sub-No.  1  we  are  asked  to  grant  relief  from  liability  for  certain 
unpaid  freight  charges  demanded  by  defendants,  and  in  Sub-No.  2 
we  are  asked  to  award  reparation.  Rates  will  be  stated  in  cents  per 
100  pounds. 

Of  the  shipments  embraced  in  Sub-No.  1,  the  first,  weighing 
94,200  pounds,  consisted  of  old  boiler  flues  and  tubes,  and  the  second, 
weighing  71,800  pounds,  of  similar  flues  and  tubes  and  miscellaneous 
pieces  of  iron.    Both  shipments  were  billed  as  scrap  iron.    Upon 

>Tbi«  report  also  embraces  No.  10820  (Sob-No.  2),  Jos.  Greenspons*  Sods  Iron  k  Steel 
Compeiiy  «.  Kauna  Ctiy  Soatbtm  SaUwar  Company,  Direetor  General,  et  aL 
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arrival  at  St.  Louis  they  were  inspected  by  a  representative  of  the 
Western  Weighing  &  Inspection  Bureau,  and  the  billing  was  changed. 
That  covering  the  first  shipment  was  made  to  read  ^^  secondhand 
boiler  flues  and  tubes,''  and  the  second  "  35,800  pounds  of  scrap  iron 
and  36,000  pounds  of  secondhand  boiler  flues  and  tubes."  A  com- 
modity rate  of  24  cents,  minimum  40,000  poxmds,  was  applicable  on 
scrap  iron,  in  carloads,  while  the  fifth-class  rate  of  75  cents,  minimum 
36,000  pounds,  applied  on  boiler  flues  and  tubes,  whether  new  or  sec- 
ondhand. Charges  were  assessed  upon  the  basis  of  the  changed  bill- 
ing, but  after  some  controversy  the  shipments  were  delivered  to  com- 
plainant upon  payment  of  the  24-cent  rate  and  his  furnishing  bond 
for  the  payment  of  any  additional  charges  which  we  might  find  to 
be  due.  In  Schwartz  v.  St.  L.-S.  F.  Ry,  Co.^  51 1.  C.  C,  145,  we  found 
that  these  flues  and  tubes  were  not  shown  to  be  scrap  iron  and  that 
the  charges  assessed  were  applicable.  The  reasonableness  of  the  ap- 
plicable rate  is  now  brought  in  issue. 

There  was  contemporaneously  in  effect  from  Texas  common  points, 
including  Port  Arthur,  to  St.  Louis  a  commodity  rate  of  40  cents, 
minimum  46,000  poimds,  on  wrought  or  cast  iron  or  steel  pipe,  second- 
hand, and  complainant  now  contends  that  this  rate  was  applicable 
on  the  flues  and  tubes,  which  were  of  wrought  iron.  There  is  a  clear 
distinction  in  the  tariffs  between  pipe  and  boiler  flues  or  tubes,  and 
as  the  fifth-class  rate  applied  specifically  on  boiler  flues  or  tubes,  it 
and  not  the  40-cent  rate  was  applicable. 

Complainant  further  contends  that  the  75-cent  rate  was  unreason- 
able to  the  extent  that  it  exceeded  approximately  one-half  of  the  class 
rate  applicable  on  new  flues  and  tubes,  and  refers  to  the  40-cent  com- 
modity rate  on  secondhand  pipe.  Contemporaneously  there  was  in 
effect  from  St,  Louis  to  Port  Arthur  a  commodity  rate  of  40  cents, 
minimum  46,000  pounds,  applicable  on  new  pipe  and  boiler  flues  or 
tubes.  The  present  rate  northbound  applies  on  secondhand  boiler 
flues  and  tubes  as  well  as  on  pipe.  Complainant  also  mentions  con- 
temporaneous commodity  rates  from  Texas  common  points  to  St. 
Louis  of  83  cents,  minimum  30,000  pounds,  on  scrap  lead  and  zinc ; 
43  cents,  minimum  30,000  pounds,  on  scrap  brass;  and  33  cents, 
minimum  40,000  pounds,  on  old  rails. 

The^  walls  of  a  flue  or  tube  are  slightly  thinner  than  those  of 
wrought  or  cast  iron  pipe  and  the  pipe  will  load  somewhat  heavier, 
but  otherwise  there  appears  to  be  no  substantial  difference  from  a 
transportation  standpoint.  Defendants  concede  that  40  cents,  mini- 
mum 46,000  pounds,  would  have  been  a  reasonable  rate  on  the  second- 
hand boiler  flues  and  tubes  contained  in  these  shipments. 

The  shipment  embraced  in  Sub-No.  2  weighed  57,100  pounds  and 
consisted  of  three  old  boilers  with  sted  shells.    It  wu  billed  as  scrap 
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iron,  but  upon  arrival  at  St.  Louis  was  inspected  and  the  billing 
changed  to  read  secondhand  boilers.  Freight  charges  of  $399.70  at 
a  rate  of  70  cents,  for  which  no  tariff  authority  appears,  were  col- 
lected, also  $25  demurrage  which  accrued  during  a  dispute  con- 
cerning the  applicable  rate.  A  commodity  rate  of  24  eents,  minimum 
40|000  pounds,  applied  on  scrap  iron.  The  class-A  rate  of  79  cents 
applied  on  steel  boilers,  new  or  secondhand. 

Complainant  paid  $16  per  ton,  said  to  have  been  the  prevailing 
price  on  scrap  iron,  for  the  boilers,  f .  o.  b.  Carson.  It  appears  that 
they  were  in  such  condition  that  they  could  not  again  be  used  as 
boilers.  Complainant  cut  out  the  heads  and  domes  and  removed  the 
flues  at  St.  Louis,  and  sold  the  shells,  weighing  about  19,000  pounds, 
at  a  price  "  between  $40  and  $46  per  ton,"  said  to  be  slightly  higher 
than  the  current  price  of  scrap  steel,  to  a  boiler  maker  who  cut  them 
up  and  used  the  pieces  in  repair  work.  The  flues  were  mixed  with 
other  flues  and  complainant  could  not  state  what  became  of  them, 
escept  that  they  were  not  again  used  as  boiler  flues.  It  is  not  shown 
that  they  were  incapable  of  being  reconditioned  for  use  as  second- 
hand pipe  or  fence  posts. 

While  the  tariff  naming  the  commodity  rate  did  not  define  scrap 
iron,  rates  on  scrap  iron  are  understood  generally  to  apply  on  scraps 
or  pieces  of  iron  or  steel  having  value  for  remelting  purposes  only, 
and  the  western  classification,  which  governed  the  tariff  naming  the 
24-cent  rate  on  scrap  iron,  carried  a  note  to  that  effect.  Iron  or  steel 
articles  which  have  a  recognised  commercial  value  other  than  that  of 
the  metal  from  which  they  are  manufactured  are  not  properly  de- 
scribed as  scrap  iron.  Schwartz  v.  St.  L.-S.  F.  Ry,  Oo.^  supra.  The 
class-A  rate  of  79  cents  was  applicable  on  this  shipment  which  was 
undercharged  $51.39. 

Complainant  further  contends  that  the  applicable  class-A  rate 
of  79  cents  was  unreasonable  ns  applied  to  secondhand  boilers.  The 
reasonableness  of  the  classification  rating  on  boilers  is  not  attacked, 
nor  is  it  contended  that  the  class-A  rate,  as  such,  was  unreasonable; 
but  complainant  asks  for  a  commodity  rate  on  secondhand  boilers 
approximating  one-half  of  the  class  rate.  It  is  stated  that  in  mak- 
ing commodity  rates  from  Carson  to  St.  Louis  the  corresponding  rates 
from  Texas  common  points  are  generally  regarded  as  maxima,  but^ 
that  the  rates  from  Texas  compion  points  are  not  all  published  from 
Carson. 

Complainant  refers  to  the  40-cent  rate  on  wrought  and  cast  iron 
pipe,  secondhand,  and  the  other  commodity  rates  from  Texas  com- 
mon points  to  St.  Louis  above  mentioned  in  connection  with  Sub-No. 
1,  but  does  not  show  that  the  transportation  characteristics  of  boilers 
and  the  other  commodities  are  similar.    It  appears  that  the  rate  on 
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secondhand  pipe  was  made  to  take  care  of  the  movement  of  old  pipe 
from  the  oil  fields.  Complainant  also  refers  to  commodity  rates  con- 
temporaneously applicable  from  Texas  common  points  to  St.  Louis, 
on  numerous  other  articles,  such  as  brick,  glassware,  nuts,  canned 
goods,  and  iron  or  steel  angle  bars  and  columns,  ranging  from  20 
cents,  minimum  50,000  pounds,  on  the  first,  to  60  cents,  minimum 
86,000  pounds,  on  the  last.  It  is  claimed,  not  that  these  are  analogous 
articles,  but  that  in  most  cases  their  transportation  is  more  hazard- 
ous and  their  value  greater  than  that  of  scrap  iron.  The  volume  of 
movement  of  these  articles  is  not  shown. 

It  does  not  appear  that  there  has  been  or  probably  will  be  any 
other  movement  of  boilers  from  Carson  to  St.  Louis.  The  record 
does  not  indicate  what  would  be  a  reasonable  basis  for  a  commodity 
rate  on  secondhand  boilers  from  and  to  these  points,  nor  are  we  con- 
vinced that  defendants  should  be  required  to  establish  such  a  rate. 

We  find  that  the  rate  applicable  on  the  boiler  flues  and  tubes  con- 
tained in  the  shipments  covered  by  Sub-No.  1  was  unreasonable  to 
the  extent  that  it  exceeded  40  cents  per  100  poimds,  minimum 
46,000  pounds.  Undercharges  to  the  basis  of  that  rate  and  minimum 
should  be  waived.  That  rate  as  increased  under  i!;eneral  order  No.  28 
of  the  Director  General  of  Railroads  and  under  Increased  RcteSy 
19£0^  58  I.  C.  C,  220,  is  now  in  force,  and  no  order  for  the  future  is 
necessary.  Freight  charges  on  the  scrap  iron  should  be  adjusted  to 
the  basis  of  the  applicable  rate  and  minimum. 

We  further  find  that  the  rate  applicable  and  the  demurrage 
charges  collects  on  the  shipment  covered  by  Sub-No.  2  have  not 
been  shown  to  have  been  unreasonable  or  otherwise  unlawful. 

An  order  dismissing  the  complaints  will  be  entered. 
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No.  10771.* 
UNITED  IRON  WORKS  COMPANY 

DIRECTOR  GENERAL,  AS  AGENT,  ATCHISON,  TOPEKA 
&  SANTA  FE  RAILWAY  COMPANY,  ET  AL. 


Submitted  AprU  26,  1920,    Decided  March  i,  1921. 


!•  Rates  on  iron  pipe  fittings,  in  carloads,  from  Olonulgee,  Okla.,  to  points  In 
Missouri,  Illinois,  Kansas,  and  Texas,  found  linreasonable  and  unduly 
prejudicial  Reparation  awarded  and  reasonable  maximum  and  non- 
prejudicial rates  prescribed  for  the  future. 

2.  Rates  on  wrought-iron  pipe,  in  carloads,  from  points  in  Oklahoma  to  points 
in  Texas  found  unreasonable.  Reparation  awarded  and  reasonable 
maximum  rates  prescribed  fOr  the  future. 

8.  Fourth  section  relief  denied. 

S.  0.  Bates  for  United  Iron  Works  Company;  Thomas  D.  Lyons 
and  Hal  F.  Ramho  for  Roxana  Petroleum  Company  of  Oklahoma ; 
and  Ahy  A  Tucker  and  Rice  <&  Lyons  for  complainants  in  Nos.  10497, 
10452,  and  subnnmbers. 

Hale  Houts^  Fred  C.  Dumbeck^  F.  E.  Tyler^  J.  R.  Tumey^  C.  S. 
Burg^  and  E.  T.  MiHer  for  defendants  in  No.  10771;  A.  P.  Stewart 
for  defendants  in  No.  10669;  and  T.  J,  Norton^  S.  W.  Hayes^  and 
F.  E.  Andrews  for  defendants  in  Nos.  10497, 10452,  and  subnmnbers. 

Report  or  the  Commission. 

Division  3,  Commissionebs  Haul,  Eastman,  and  Fobd. 
By  Division  8: 

These  cases  are  related  and  will  be  disposed  of  in  one  report. 

« 1 __^ 

>Thlt  report  also  embraces  No.  10659,  Same  v.  Director  General,  aa  Agent,  Atchison, 
TOpeka  k  Santa  Fe  Railway  Company,  et  al. ;  No.  10497,  Boxana  Petrolenm  Company  of 
Oklahoma  v.  Director  General,  as  Agent,  Missouri,  Kansas  k  Texas  Railway  Company, 
et  al. ;  No.  10452  and  No.  10452  (Snb-No.  1),  Frick-Reld  Supply  Company  v.  Director 
General,  as  Agent,  Atchison,  Topeka  k  Santa  Fe  Railway  Company,  et  al. ;  No.  10462 
(Snh-No.  2),  McMann  Oil  k  Gas  Company  v.  Director  General,  as  Agent,  Missouri, 
Kansas  k  Texas  Railway  Company,  et  al. ;  No.  10462  (Sub-No.  8),  Frick-Reid  Supply 
Company  v.  Director  General,  as  Agent,  Atchison,  Topeka  k  Santa  Fe  Railway  Company, 
tt  aL;  No.  10462  (8ub-No.  4),  Siaclair-Giitf  Pipe  Line  Company  v.  Director  General,  as 
Agent,  Atchison,  Topeka  k  Santa  Fe  Railway  Company,  et  al. ;  No.  10452  (Sab-No.  5). 
BInclalr-Gulf  Pipe  line  Company  v.  Director  (Seneral,  as  Agent,  Sapulpa  k  Oil  Fields 
Railroad,  et  aL;  No*  10462  (Sub-Nos.  6  and  7),  Sinclair-Gulf  Oil  Company  v.  Director 
General,  as  Agent,  Chicago,  Rock  Island  k  Pacific  Railway  Company,  et  al. ;  No.  10452 
(Sub-No.  8),  Frick-Reld  Supply  Company  v.  Director  General,  as  Agent,  Missouri,  Kansas 
k  TVLMM  Railway  Company,  tt  aL ;  and  Portions  of  Fourth  Section  AppUcatlMis  Noa.  631 
and  701. 
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NOS.   10650  AND  10771. 

The  complaint  in  No.  10771,  seasonably  filed  by  a  corporation 
manufacturing  iron  and  steel  articles  at  Okmulgee,  Okla.,  attacks 
the  carload  rates  on  iron  pipe  .fittings  from  Okmulgee  to  points  in 
Illinois,  Missouri,  Kansas,  and  Texas,  as  unreasonable,  unjustly 
discriminatory,  unduly  prejudicial,  and  in  some  instances  in  viola- 
tion of  the  long-and-short-haul  provision  of  the  fourth  section  of 
the  act  to  regulate  commerce.  Reasonable  and  nonprejudicial  rates 
for  the  future  are  sought.  In  No.  10659  reparation  is  sought  on  two 
shipments  from  Okmulgee,  one  to  CarroUton,  Mo.,  May  26, 1917,  and 
the  other  to  East  Fort  Madison,  111.,  June  8,  1917.  Rates  will  be 
stated  in  cents  per  100  pounds  and  do  not  include  the  increases  au- 
thorized under  Increased  Rates^  1920^  68  I.  C,  C,  220. 

Complainant  in  th^se  cases  established  its  plant  at  Okmulgee  in 
1916  for  the  manufacture  of  iron  pipe  fittings  used  principally  in 
the  oil  industry.  It  is  interested  chiefly  in  the  rates  to  St.  Louis  and 
Kansas  City,  Mo.,  Dallas  and  Fort  Worth,  Tex.,  and  Texas  common 
points,  where  it  competes  with  manufacturers  and  jobbers  located 
at  Cleveland,  Ohio,  Pittsburgh,  Pa.,  Chicago,  111.,  and  at  St.  Louis 
and  Kansas  City.  The  rates  to  Texas  points  will  be  considered  in 
connection  with  the  other  complaints  consolidated  herein. 

Fifth-class  rates,  governed  by  the  western  classification,  applied 
and  apply  on  this  traffic  from  Okmulgee  to  the  several  destinations, 
except  those  in  Texas.  Commodity  rates  substantially  lower  than 
fifth  class  apply  in  the  opposite  direction.  Thus  rates  of  54  and  66iS 
cents  apply  from  Okmulgee  to  Kansas  City  and  St.  Louis,  respec- 
tively, while  the  rates  in  the  opposite  direction  are  40  and  46.5  cents. 
The  minimum  weights  are  40,000  pounds  eastbound  and  46,000  pounds 
westboimd.  Complainant  is  willing  to  have  the  same  commodity 
minimum  if  accorded  the  same  commodity  rates.  It  offered  other 
comparisons  to  show  that  the  rates  from  Okmulgee  are  unduly  high, 
measured  by  the  rates  into  the  same  territory  from  eastern  compet- 
ing points,  and  that  on  various  articles,  such  as  agricultural  imple- 
ments, lime,  and  cement,  defendants  maintain  the  same  rates  in  both 
directions  between  Okmulgee  and  St.  Louis,  as  well  as  on  these  and 
other  conmiodities,  such  as  junk,  scrap  brass  and  copper,  and  sewer 
pipe,  between  Okmulgee  and  Kansas  City.  Reference  is  also  made 
to  the  rate  of  50  cents  maintained  on  iron  pipe  fittings  from  Fort 
Worth  to  St.  Louis  by  way  of  Okmulgee,  which  is  the  same  as  the 
rate  in  the  opposite  direction  and  lower  than  the  rate  from  Okmul- 
gee to  St.  Louis.  This  adjustment  is  violative  of  the  fourth  section 
and,  as  it  is  unprotected,  is  unlawful  and  should  be  corrected. 

In  support  of  its  contention  that  wherever  a  regular  movement 
could  be  developed  from  Oklahoma  points  eastbound  the  carriers 
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haTe  ordinarily  established  commodity  rates  under  whidi  the  traffic 
could  move,  complainant  shows  that  commodity  rates  are  in  effect 
on  castings,  in  carloads,  from  Okmulgee  to  Springfield,  Mo.;  on 
iron  or  steel  tank  material,  in  carloads,  from  Tulsa,  Okla.,  to 
Kansas  City,  and.  on  bolts,  nuts,  etc.,  from  Sand  Springs,  Okla.,  to 
various  points  in  Kansas  and  Missouri ;  and  that  a  special  rate  of 
46.5  cents  was  established  on  pipe  fittings,  in  carloads,  from  Gush- 
ing, Okla.,  to  Boxana,  111.,  within  St.  Lpuis  rate  territory,  to  take 
care  of  a  particular  movement  incident  to  the  dismantling  of  a  plant 
at  Gushing. 

Gomplainant's  witness  stated  that  since  the  establishment  of  the 
Okmulgee  plant  it  has  shipped .  from  that  point  only  15  or  20  car* 
loads  of  pipe  fittings  into  Missouri,  Kansas,  and  as  far  east  as  Illi- 
nois, owing  to  the  rate  disadvantage  under  which  it  labors,  and  that 
if  the  rates  were  properly  adjusted  the  movement  eastbound  into 
those  territories  would  be  regular  and  would  approximate  six  or  seven 
carloads  a  month.  Gomplainant  also  stresses  ita  disadvantage  in 
comparison  with  its  competitors  resulting  from  higher  inbound  rates 
on  its  raw  materials.  We  have  repeatedly  held  that  we  may  not  re- 
quire carriers  to  Equalize  natural  advantages,  such  as  location  and 
cost  of  production. 

The  shipments  in  Na  10659  weighed  44,287  and  88,900  pounds, 
respectively.  Gharges  of  $221.19  were  collected  on  the  shipment  to 
Garrollton  and  $221.78  on  the  shipment  to  East  Fort  A&dison.  The 
rate  applicable  to  both  shipments  was  the  fifth-class  rate  of  58  cents. 
The  Garrollton  shipment  was  undercharged  $18.27,  and  the  East 
Fort  Madison  shipment  overcharged  $15.56.  A  commodity  rate  of 
38  cents  on  iron  pipe  fittings,  in  carloads,  minimum  46,000  pounds, 
subsequently  increased  to  46.5  cents  under  general  order  No.  28  of 
the  Director  General  of  Railroads,  was  contemporaneously  in  effect 
from  St.  Louis  t^ritory,  which  includes  Garrollton  and  East  Fort 
Madison,  to  Okmulgee.  Gomplainant  understood  that  the  westbound 
rate  was  applicable  eastboimd  until  after  it  had  made  the  diipmenta. 
Thereafter  it  refrained  from  making  shipments  to  eastern  points 
from  Okmulgee  but  shipped  from  other  less  distant  plants. 

Defendants  cont^id  that  when  these  shipments  moved  the  volume 
of  traffic  did  not  justify  a  commodity  rate  eastbound ;  that  the  appli- 
cable fifth-class  rate  was  not  unreasonable;  and  that  the  volume  of 
movement  from  St.  Louis  territory  to  Okmulgee  warranted  the  main- 
tenance of  a  commodity  rate  lower  than  fifth-class.  They  are  will- 
ing, however,  to  establish  for  the  future  the  same  rates  from  Okmul- 
gee to  Kansas  Gity  and  St.  Louis,  and  points  taking  the  same  rates, 
as  apply  in  the  opposite  direction.  This,  complainant  stated,  would 
satisfy  its  complaint  in  No.  10771  so  far  as  the  eastbound  rates  are 
c<mcemed* 
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We  find  that  the  rates  applicable  on  the  shipments  to  CarroUton 
and  East  Fort  Madison  were  unreasonable  and  unduly  prejudicial 
to  the  extent  that  they  exceeded  88  cents  per  100  pounds,  minimum 
46,000  pounds,  and  that  the  present  rates  from  Okmulgee  to  St. 
Louis  and  Kansas  City,  and  points  taking  the  same  rates,  are,  and 
for  the  future  will  be,  unreasonable  and  unduly  prejudicial  to  the 
extent  that  they  exceed  or  may  exceed  46.6  and  40  cents  per  100 
pounds,  respectively,  minimum  46,000  pounds,  plus  the  increases  au- 
thorized imder  Increased  Bates^  19£0. 

We  further  find  that  complainant  in  No.  10659  made  the  ship- 
ments as  described  and  paid  and  bore  the  charges  thereon,  that  it 
has  been  damaged  and  is  entitled  to  reparation,  with  interest,  in  an 
amount  equal  to  the  difference  between  the  charges  paid  and  those 
that  would  have  accrued  on  basis  of  the  rate  herein  found  to  have 
been  reasonable. 

KOS.  10407,  10452,  AND  8T7B-K08.  1  TO  8. 

The  complainants  in  these  cases  are  corporations  doing  business  in 
Oklahoma.  One,  the  Frick-Beid  Company,  is  a  jobber  of  pipe  with 
supply  houses  in  the  oil  territory;  another,  the  Sindair-Ghilf  Pipe 
Line  Company,  is  engaged  in  transporting  crude  petroleum  by  pipe 
line;  and  the  others  are  producers  of  oil.  They  allege  that  un- 
reasonable rates  were  charged  by  defendants  on  various  carloads  of 
wrought-iron  pipe  shipped  between  January  2,  1918,  and  February 
18, 1919,  from  the  six  Oklahoma  points  to  the  six  Texas  points  here- 
inafter named.  In  No.  10497,  it  is  also  alleged  that  the  rateis  w»*e 
and  are  unjustly  discriminatory  and  unduly  prejudicial.  Repara- 
tion and  reasonable  rates  for  the  future  are  asked. 

The  pipe  used  in  the  Oklahoma  and  Texas  oil  fields  is  manufac- 
tured in  the  east  and  complainants  had  accumulated  a  large  supply 
in  Oklahoma,  including  a  considerable  portion  which  had  been  re- 
moved from  abandoned  wells  and  cleaned.  Certain  of  the  complain- 
ants extended  their  operations  to  Texas  because  of  the  greater 
demand  in  that  field  for  pipe,  which  could  be  received  more  quiddy 
from  Oklahoma  than  from  the  east.  Prior  to  the  date  of  these  ship- 
ments there  had  been  no  movement  from  Oklahoma  to  Texas,  but 
in  May,  1918,  complainants,  anticipating  a  substantial  movement, 
requested  the  establishment  of  commodity  rates. 

On  all  but  one  shipment  the  rates  applicable  were  the  fifth-class 
short-line  distance  rates  on  the  basis  prescribed  in  Corporation  Comr 
mission  of  Oklahoma  y.A.dkS.  By.  Co.^  23  I.  C.  C,  688;  26  I.  C.  C, 
620,  as  later  modified  in  the  Southwestern  Class  Case^  48  I.  C.  C,  879, 
and  increased  by  25  per  cent  on  June  25, 1918,  imder  general  order 
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No.  28  of  the  Director  General  of  Railroads.  Tlie  rate  applicable 
on  the  excepted  shipment,  which  moved  prior  to  June  25,  1918,  wa^ 
on  the  same  basis  without  the  increase  which  became  effective  on 
that  day.  The  following  table  shows  the  names  of  complainant 
shippers,  number  of  shipments  made  bj  each,  points  of  origin  in 
Oklahoma  and  of  destination  in  Texas,  short-line  distances,  itites 
charged,  and  rates  applicable.  The  minimum  weight  prescribed  in 
connection  with  these  class  rates  is  36,000  pounds.  The  average 
weight  was  66,950  pounds.  Certain  of  the  shipments  were  over- 
(diarged. 


Shippers. 


Roxans  Petroleum  Company 

of  Oklahoma. 
Frlck-Keid  Supply  Company . 

Do 

Do 

Do 

McMann  Oil  A  Gas  Company. 
8inclair>Gul/  Pipe  Line  Com- 
pany. 

Do J 

Sinclair-Guir  Oil  Company 

Do 


Number 
o(  ship- 
ments. 


I 
1 
1 
1 
I 

1 
I 
1 


Origins  in 
Oklahoma. 


Destinations 
in  Texas. 


Cushing. 


Quay 

'.V/.'AoV.'V.'.'.'.'. 

Cleveland 

do 

Tribby 


Shamrock  *. 
Hennessey . 
do 


OnSord. 


Burkbumett., 

do , 

Wichita  Falls. 

do , 

Mag 

Ranger 


.....do. 

do. 

Olden. 


Dis- 

Rates 

tances. 

1 

1 

charged. 

Mile: 

Cent: 

32a2 

53 

253 

70 

253 

76.5 

239 

60 

258 

69 

271 

61.5 

274 

59 

431.3 

67.5 

345.8 

63 

8S2.2 

66 

Rates 
appli- 
cai" 


inli- 
iDle. 


Cent: 
151 


50 
SO 
56.5 

50 
'<50 

63 
65 


>  Shipment  made  prior  to  Jane  25,  lOlS.     Other  sbipmeots  subsequent  to  that  date. 

'  Located  on  a  branch  line  of  the  St.  Louis-San  Frandsco  RaIiroa4  connection  with' 
the  main  line  at  Dcpew,  Okla.  The  rate  is  made  by  the  addition  ot  an  arbitrary  to  the 
Junction  point  rate. 

Prior  to  February  14,  1912,  the  fifth-class  distance  rates  applied 
generally  on  this  traffic  from  Oklahoma  to  Texas  points  unless  lower 
group  rates  were  available.  On  that  date  a  commodity  rate  of  35 
cents,  then  applicable  from  Kansas  City  territory  to  Dallas-Fort 
Worth  group  points,  was  established  from  Tulsa  and  Muskogee, 
Okla.,  to  those  destinations.  It  was  subsequently  made  effective  to 
the  same  destinations  from  certain  other  Oklahoma  points  not  in- 
cluding those  here  before  us.  On  June  25,  1918,  this  rate  was  in- 
creased to  44  cents.  On  March  28,  1919,  the  44-cent  rate  was  made 
applicable,  in  both  directions,  between  points  in  Oklahoma  groups 
A  to  I,  inclusive,  and  in  Texas  groups  1  to  5,  inclusive,  which  re- 
spectively include  the  origin  and  destination  points  of  complainants' 
shipments.  These  Texas  groups  collectively  embrace  substantially 
the  same  points  as  the  Dallas-Fort  Worth  group  on  traffic  from 
Kansas  City. 

This  group  rate,  minimum  46,000  pounds,  now  applies  from  a 
territory  which  comprises,  generally  speaking,  all  points  in  Kansas 
east  of  a  line  drawn  from  Salina  to  Anthony,  including  Kansas  City, 
Mo.,  and  near-by  points  on  the  Missouri  River,  and  all  points  in 
Oklahoma  except  those  in  the  ^uthem  portion  where  the  fifth-class 
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rates  are  lower,  and  those  on  certain  short  lines  and  brancb 
lines  from  which  arbitraries  are  added  to  the  group  rates.  Sham- 
rode  takes  a  rate  7.6  cents  over  the  group  rate,  but  no  serious  ob- 
jection is  made  here  as  to  the  propriety  or  amount  of  that  arbitrary. 
While  no  reason  appears  for  blanketing  the  44-cent  rate  over  so  large 
a  territory,  complainants  attack  the  rates  from  and  to  specific  points 
and  the  group  adjustment  as  a  whole  is  not  in  issue. 

Cushing  and  certain  other  Oklahoma  points  are  intermediate  by 
some  routes  between  points  in  the  Kansas  City  territory  and  Gra- 
ford,  and  portions  of  defendants'  Fourth  Section  AppUcation  No. 
681  protecting  the  adjustment  were  assigned  for  hearing  with  the 
complaints.  These  departures  were  removed  by  the  establishment 
of  the  Kansas  City  basis  of  rates  from  such  intermediate  points, 
and  no  testimony  in  support  of  the  application  was  offered.  It 
will  therefore  be  denied  to  the  extent  that  it  is  involved. 

The  record  is  devoted  in  the  main  to  the  level  of  the   rates 
assailed,  and  the  allegations  of  unjust  discrimination  and  undue 
prejudice  are  not  sustained.    Some  of  the  complaints  were  filed  prior 
to  the  publication  of  the  present  rates  and  others  subsequent  thereto, 
but  in  each  a  rate  of  44  cents  for  the  future  and  reparation  upon 
that  basis  was  sought.    By  amendments  filed  at  the  hearing  com- 
plainants ask  for  a  rate  of  30  cents  for  the  future  from  all  points 
in  Oklahoma  to  the  Dallas-Fort  Worth  group,  based  upon  the  com- 
modity rate  of  24  cents  (increased  by  25  per  cent)  to  or  from  points 
in  Texas  conmion-point  territory  for  hauls  in  excess  of  90  miles, 
prescribed  in  RaUroad  Commission  of  Louisiana  v.  A.  H.  T,  By. 
Co.y  48  I.  C.  C,  312,  358,  known  as  the  Shreveport  Case^  and  con- 
tend that,  as  the  class  rates  from  Oklahoma  to  Texas  are  based  on 
the  "  Shreveport "  scale  of  class  rates,  the  commodity  rates  on  iron 
pipe  should  be  no  higher  than  the  "  Shreveport "  commodity  rates 
on  iron  pipe.    Separation  is  still  asked  to  the  basis  of  the  44-cent 
rate. 

Complainants  also  state  that  from  Pittsburgh,  Pa.,  to  represent- 
ative points  in  Oklahoma  and  Texas  the  rates  are  70  cents  and  74 
cents,  respectively,  and  contend  that,  as  the  defendant  carriers  par- 
ticipate in  the  haul  to  Oklahoma,  their  rates  from  Oklahoma  to 
Texas  should  be  on  a  low  basis  to  permit  movement  in  competition 
with  shipments  from  eastern  mills  to  Texas.  This  contention  is 
without  merit. 

Complainants  direct  attention  to  the  percentage  relation  of  com- 
modity rates  to  class  rates,  which  is  materially  higher  from  Okla- 
homa to  Texas  than  from  Kansas  City,  St.  Louis,  and  Shreveport, 
La.,  to  Texas.  They  introduced  exhibits  to  show  that  the  average 
rate  on  this  traffic  from  Oklahoma  to  the  Dallas- Fort  Worth  group 
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18  relatively  higher  than  the  ayerage  rate  from  Kansas  City  or  St. 
Louis  to  the  same  destination  and  higher  than  the  average  rate  which 
would  result  from  application  of  the  commodity  scale  prescribed  on 
pipe  in  the  Skreveport  Case^  increased  by  25  per  cent.  They  show 
that  from  Healdton,  Ardmore,  Cushingy  Tulsa,  and  Muskogee,  Okla., 
to  Oraford,  Fort  Worth,  Banger,  and  Wichita  Falls  the  average  dis- 
tance is  247.06  miles,  the  average  rate  43.16  cents,  and  the  average  ton- 
mile  yield  38.76  miUs ;  that  the  rate  basis  prescribed  in  the  SKre^e- 
fort  Casey  su^prOy  increased  by  25  per  cent,  would  result  in  a  rate  of 
80  cents  from  and  to  each  of  these  points,  yielding  average  ton-mile 
earnings  of  27.49  mills ;  that  from  Kansas  City  to  15  points  in  Okla- 
homa the  average  rate  is  34.7  cents,  the  average  distance  307.9  miles, 
and  the  average  ton-mile  earnings  23.81  mills ;  that  from  St.  Louis  to 
the  same  15  points  in  Oklahoma  the  average  distance  is  499.2  miles, 
the  average  rate  42  cents,  and  the  average  earnings  17i^  mills  per 
ton-mile. 

Complainants  further  compare  the  rates  assailed  with  rates  on  this 
traffic  from  Kansas  City  to  points  in  Oklahoma  on  the  Midland 
Valley  ranging  from  32.5  to  36.5  cents  for  distances  from  235  to 
258  miles;  and  from  Kansas  City  to  points  in  Oklahoma  on  the 
MissQuri,  Oklahoma  &  Gulf,  ranging  from  36.5  to  40  cents  for  dis- 
tances from  258  to  424  miles. 

For  defendants  it  was  testified  that  the  rates  from  Kansas  City 
and  eastern  defined  territories  to  Texas  are  made  with  relation  to 
those  from  St.  Louis ;  that  except  for  the  increase  under  general  order 
No.  28  these  St.  Louis-Texas  rates. have  been  in  effect  for  several 
years;  that  they  are  depressed  below  a  normal  basis  because  of  the 
competition  which  formerly  existed  between  the  all-rail  and  rail- 
water-and-rail  rates  from  Atlantic  seaboard  territory  to  Texas 
coupled  with  the  low  Texas  intrastate  rates;  that  in  the  past  the 
larger  portion  of  the  tonnage  of  iron  and  steel  articles  from  Atlantic 
seaboard  territory  to  Texas  moved  by  rail  to  Atlantic  ports,  by  water 
to  Galveston  and  Houston,  and  by  rail  to  interior  points;  that  re- 
ductions were  made  in  the  all-rail  rates  from  the  east  to  Texas  to 
meet  this  competition  and  similar  reductions  were  made  from  St. 
Louis;  and  that  the  rates  to  northern  Texas  were  made  on  the  basis 
of  the  rail-water-and-rail  rates  to  Galveston  and  Houston  and  the 
intrastate  rate  thence  to  northern  Texas.  Defendants  point  out  that 
the  rates  on  pipe  from  Pittsburgh  to  Fort  Worth  and  Houston  are 
76  cents  and  59.5  cents,  respectively,  and  from  St.  Louis  50  cents  to 
Fort  Worth  and  34.5  cents  to  Houston,  the  spread  between  Fort 
Worth  and  Houston  in  each  instance  being  15.5  cents,  which,  it  is 
said,  is  substantially  the  amount  of  the  rate  fixed  by  the  state  com- 
mission on  intrastate  traffic  from  Houston  to  Fort  Worth. 
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The  commodity  rate  of  24  cents,  since  increased  to  30  cents  under 
general  order  No.  28,  was  fixed  in  the  Shreveport  Case^  supra^  as  a 
maximum  rate  for  single-line  hauls  ranging  from  90  to  more  than  4O0 
miles  between  Shreveport  and  Texas  interstate  common  points.    For 
joint-line  application  the  maximum  prescribed  was  28  cents,  which 
with  25  per  cent  added  would  be  35  cents.    Defendants  say  that  these 
rates  are  reached,  under  the  scale  applicable,  at  90  miles  on  single- 
line  hauls  and  at  75  miles  on  two-line  hauls  from  Shreveport.    They 
contend  that  the  percentage  relationship  is  without  significance,  be- 
cause the  class  rates  increase  with  distance  and  the  commodity  rate 
on  pipe  beyond  90  miles  remains  the  same.    They  also  contend  that 
the  rates  from  St.  Louis  and  Kansas  City  to  Oklahoma,  which  are 
relatively  higher  than  to  Texas,  afford  a  fairer  basis  for  comparison 
than  the  rates  from  St.  Louis,  Kansas  City,  or  Shreveport  to  Texas. 
The  average  distance  from  and  to  the  points  of  origin  and  destina- 
tion here  considered  is  about  300  miles.    The  rates  from  Kansas  City 
to  points  in  Oklahoma  for  this  distance  are  approximately  40  cents. 
Complainants  do  not  ask  that  rates  from  and  to  the  points  in  question 
be  replaced  by  rates  varying  with  distance. 

Complainant  in*  10771  shows  that  the  rate  on  iron  pipe  fittings, 
which  take  the  same  rates  as  wrought-iron  pipe  in  this  territory,  from 
Okmulgee  to  Denison,  Tex.,  and  certain  other  points  near  the  Okmul- 
gee-Texas border  is  42.5  cents,  or  7.5  cents  under  St.  Louis ;  to  points 
in  the  Dallas-Fort  Worth  group  44  cents,  or  6  cents  under  St.  Louis; 
to  Texas  common  points,  50  cents,  the  same  as  from  St.  Louis ;  and 
to  Houston  and  Galveston,  Tex.,  .50  cents,  or  15.5  cents  over  St.  Louis. 
In  some  instances  the  rates  from  Kansas  City  are  the  same  as  from 
St.  Louis,  in  others  less.  From  points  in  the  Little  Bock-Fort  Smith 
group  in  Arkansas  to  Texas  points  the  rates  on  this  traffic  are  12.5 
cents  under  St.  Louis.  Little  Kock  and  Fort  Smith  are  348  and  416 
miles,  respectively,  southwest  of  St.  Louis.  This  complainant  urges 
that  as  Okmulgee  is  470  miles  southwest  of  St.  Louis  it  should  be 
given  rates  to  Texas  points  12.5  cents  under  St.  Louis,  the  same  as 
Little  Rock  and  Fort  Smith.  It  does  not  appear  that  complainant 
meets  with  any  competition  from  Little  Rock  or  Fort  Smith. 

Comparison  is  made  with  what  are  said  to  be  the  average  rates, 
distances,  and  ton-mile  earnings  on  this  traffic  to  12  Texas  points: 


To  Texas  points  from-^ 


Pittsburg.  Pa.. 

Chicago,in 

St.  Louis,  Mo.... 
Kansas  City,  Mo 
Okmulgee,  Okla. 


1  Average 

Aveiage 

distancos. 

rates. 

MiUs. 

Cent*, 

1,333 

71 

1,124 

53.5 

1,00>< 

47.5 

703 

45.5 

410 

49.5 

Ton-mile 
earnings. 


MfUs. 

ia7 

ft5 

a4 

1X9 
2\.2 
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At  the  hearing  defendants  in  No.  10771  submitted  no  evidence  in 
support  of  the  present  adjustment;  on  the  contrary  they  suggested 
the  following  rates  from  Okmulgee,  which  courwsel  for  complainant 
indicated  would  be  satisfactory :  To  points  in  Dallas-Fort  Worth  and 
Texas  common-point  territories,  except  Galveston  and  Houston,  9 
cents,  under  the  St.  Louis  rates  to  the  same  points;  and  to  Galveston 
and  Houston  the  same  rate  that  applies  from  St  Louis  and  Kansas 
City  to  those  points. 

Attention  is  called  to  the  fact  that  as  the  rates  to  Houston  and 
Galveston  from  Kansas  City,  St.  Louis,  and  Peoria  and  Chicago, 
lU.^  which  apply  through  Okmulgee  by  way  of  the  St.  Louis-San 
Francisco  are  lower  than  those  applicable  from  Okmulgee  to  the 
same  destinations  the  adjustment  contravenes  the  long-and-short- 
haul  provision  of  the  fourth  section.    There  was  assigned  for  hear- 
ing in  connection  with  No.  10771  such  portions  of  fourth  section 
application  No.  701  of  F.  A.  Leland,  agent,  for  and  on  behalf  of 
interested  carriers,  which  sought  authority  to  continue  to  charge  for 
the  transportation  of  iron  pipe  fittings  from  Kansas  City,  St.  Louis, 
Peoria,  and  Chicago,  to  Houston,  Galveston,  and  other  points  in 
Texas,  rates  which  are  lower  than  the  rates  contemporaneously  main- 
tained on  like  traffic  from  and  to  Okmulgee  and  other  intermediate 
points.    The  testimony  adduced  in  justification  of  the  fourth  section 
departures  is  that  iron  pipe  fittings  are  not  manufactured  at  St. 
Louis ;  that  the  rates  from  that  point  to  Houston  and  Galveston  are 
as  a  matter  of  fact  merely  basing  rates  upon  which  the  rates  from 
eastern  manufacturing  points  to  Galveston  and  Houston  are  predi- 
cated ;  that  pipe  fittings  move  from  the  east  by  rail  to  Atlantic  ports 
and  thence  by  water  to  Houston  and  Galveston ;  and  that  the  rates 
from  St.  Louis  are  made  low  to  equalize  the  all-rail  and  the  rail-and- 
water  rates  from  the  east  to  Houston  and  Galveston  and  are  affected 
by  the  combuiation  on  New  Orleans.    The  volume  of  movement  via 
the  Atlantic  ports  is  not  shown.    The  fourth-section  relief  asked  will 
be  denied. 

The  class  rates  from  St.  Louis  to  New  Orleans  have  been  revised 
to  conform  to  the  fourth  section.  Commodity  rates  revised  in  ac- 
cordance with  our  report  and  orders  in  Memphis-Southwestern  In- 
vestigation^ 66  I.  C.  C,  616,  have  also  been  filed  and  are  under  sus- 
pension in  Investigation  and  Suspension  Docket  No.  1303,  Rates  to^ 
froui^  and  between  Points  South  of  the  Ohio  River  Including  the 
Mississippi  Valley.  The  class  rates  from  St.  Louis  to  Galveston  are 
already  in  conformity  with  these  provisions. 

We  find  that  the  rates  applicable  on  the  shipments  in  Nos.  10497, 
10452,  and  Sub-Nos.  1  to  8,  inclusive,  except  from  Shamrock  to 
Ranger  and  from  Cushing  to  Graford,  were  imreasonable  to  the 
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extent  that  they  exceeded  40  cents  per  100  pounds ;  that  the  rate  from 
Shamrock  to  Ranger  was  unreasonable  to  the  extent  that  it  exceeded 
47.5  cents  per  100  pounds;  that  the  rate  applicable  from  Gushing 
to  Graford  prior  to  June  26,  1918,  was  unreasonable  to  the  extent 
that  it  exceeded  32  cents  per  100  pounds;  and  Ihat  the  present  rates 
from  and  to  the  same  points  are,  and  for  the  future  will  be,  un- 
reasonable to  the  extent  that  they  exceed  or  may  exceed  40  cents 
per  100  pounds,  except  from  Shamrock  to  Ranger,  which  rate  is, 
and  for  the  future  will  be,  unreasonable  to  the  extent  that  it  exceeds 
or  may  exceed  47.5  cents  per  100  pounds.  The  rates  found  reason- 
able for  the  future  are  subject  to  a  minimum  of  46,000  pounds  and 
to  the  increases  authorized  in  Increased  Ratea^  1920^  supra. 

We  further  find  that  the  rates  in  issue  in  No.  10771  on  iron  pipe 
fittings,  in  carloads,  from  Okmulgee  to  points  in  Texas  in  the  Dallas- 
Fort  Worth  group,  are,  and  for  the  future  will  be,  unreasonable  to 
the  extent  that  they  exceed  or  may  exceed  40  cents  per  100  pounds, 
subject  to  a  minimum  weight  of  46,000  pounds  and  to  the  increases 
authorized  in  Increased  Rates^  1920^  supra.  The  record  affords  no 
basis  for  a  finding  as  to  the  reasonableness  of  the  rates  to  the  Texas 
common  points  or  to  Houston  and  Galveston.  We  further  find  that 
the  rates  from  Okmulgee  to  points  in  the  Dallas-Fort  Worth  group, 
to  Texas  common  points,  and  to  Houston  and  Galveston  are,  and 
for  the  future  will  be,  unduly  prejudicial  to  the  extent  that  they 
exceed  or  may  exceed  rates  not  less  than  9  cents  per  100  pounds 
lower  than  the  rates  contemporaneously  in  effect  on  like  traffic  from 
St.  Louis  to  the  same  destinations. 

We  further  find  that  the  Roxana  Petroleum  Company,  Frick-Reid 
Supply  Company,  McMann  Oil  &  Gas  Company,  Sinclair-Gulf  Pipe 
Line  Company,  and  Sinclair-Gulf  Oil  Company  made  shipments 
of  wrought-iron  pipe  as  above  described;  that  tJiey  paid  and  bore 
the  charges  thereon;  that  they  have  been  damaged  to  the  extent 
that  the  rates  from  and  to  the  points  in  question,  except  from  Sham- 
rock to  Ranger,  exceeded  44  cents  per  100  pounds,  and  that  on  the 
shipment  from  Shamrock  to  Ranger  the  Sinclair-Ghilf  Pipe  Line 
Company  has  been  damaged  to  the  extent  that  the  charges  paid 
exceeded  those  which  would  have  accrued  at  a  rate  of  51.5  cents 
per  100  pounds;  and  that  these  complainants  are  entitled  to  repa- 
ration accordingly,  with  interest.  Complainants  should  comply 
with  rule  V  of  the  Rules  of  Practice. 

Appropriate  orders  will  be  entered. 
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No.  10176.* 
QT7INT0N  SPELTER  COMPANY 

V. 

FORT     SMITH     &     WESTERN     RAILROAD     COMPANY, 

DIRECTOR    GENERAL,    ET   AL. 


aubnUtied  September  M,  1920.    Decided  March  8,  mi. 


Rates  on  fire  brids,  fire  clay,  and  dobies,  in  carloads,  from  St  Louis  and 
Mexico,  Mo.,  to  Qointon^  Okla.,  found  on  rebearlng  to  have  been  unreason- 
able to  the  extent  that  they  exceeded  the  aggregates  of  intermediate  rates. 
Reparation  awarded.  Prior  finding  that  complainant  is  not  shown  to  have 
been  damaged  by  the  alleged  undue  prejudice  affirmed  on  rehearing. 
Original  report  58  I.  O.  a,  529. 

R.  McCray^  ChaHes  H,  Apt^  and  John  F.  GosJiom  for  oomplainant. 

O.  L.  Oliver  for  Fort  Smith  &  Western  Railroad  Company. 

a.  D.  WilUams  for  Missouri,  Kansas  &  Texas  Railway  Company. 

Report  of  the  Commission  ok  Rehearing. 

By  the  Commission  : 

The  issues  here  presented  were  made  the  subject  of  a  proposed 
report,  to  which  exceptions  were  filed  by  complainant. 

In  our  original  report,  53  L  C.  C,  529,  we  found  that  rates  of  25 
cents  per  100  pounds  charged  on  certain  carloads  of  fire  brick,  fire 
clay,  and  dobies,  the  last  named  being  large  bricks  composed  of 
calcined  fire  clay,  shipped  from  St.  Louis-  and  Mexico,  Mo.,  to 
Quinton,  Okla.,  in  May,  1916,  were  not  shown  to  have  been  unreason- 
able, and  that  the  evidence  of  damage  was  not  sufficient  to  support 
an  award  of  reparation  under  a  finding  of  undue  prejudice.  The 
complaints,  seeking  reparation  only,  were  dismissed.  On  April  5, 
1920,  on  motion  of  the  complainant,  the  proceeding  was  reopened  for 
further  hearing. 

Complainant  erected  a  smelter  at  Quinton  in  1916.  Effective  June 
2, 1916,  the  assailed  rates  of  25  cents  were  reduced  to  15  cents.  We 
are  asked  to  award  reparation  on  this  basis.  Rates  will  be  stated 
herein  in  cents  per  100  pounds. 

Of  the  34  cars  shipped,  25  were  used  in  the  construction  of  the 
plant.  Almost  immediately  upon  the  completion  of  the  plant  the 
15-oent  rate  became  effective. 


>TliU  report  alto  exnbrftces  No.  10170  (Sub-No.  1),  Same  v.  Fort  Smith  A  Weatarn 
Railroad  Companj,  Director  General,  et  al.,  and  No.  10170  (Sab-No.  2).  Same  «.  Wirt 
Smith  k  Weatem  Railroad  Company,  Director  General,  et  al. 

61 1.  C.  0. 


44  INTERSTATE  COMMERCE  COMMISSION  REPORTS. 

For  the  distance  over  which  all  but  one  of  the  shipments  moved, 
572  miles,  the  25-cent  and  15-cent  rates  yielded  respectively  8.74:  and 
5.24  mills  per  ton-mile,  which  were  compared  with  ton-mile  earnings 
ranging  from  9  to  10.2  mills  under  rates  of  from  13  to  20  cents,  for 
distances  of  from  254  to  445  miles  from  St.  Louis  to  points  in  Mis- 
sissippi and  Tennessee  where  rates  are  said  to  be  held  down  by  -water 
CQn>petition. 

Complainant  now  shows  that  the  average  carload  weight  of  the 
34  cars  was  61,612  pounds  and  that  the  average  freight  charges  of 
$154.03  exceeded  the  invoice  value  of  representative  cars  of  fire  clay 
and  fire  brick. 

The  short-line  distance  from  St.  Louis  to  Quinton,  via  the   St. 
Louis-San  Francisco  Railway,  Fort  Smith,  Ark.,  and  the  Fort  Smith 
&  Western  Railroad,  is  479  miles.    The  rates  assailed  for  that  dis- 
tance yielded  10.5  mills  per  ton-mile  and  32  cents  per  car -mile. 
These  earnings  are  compared  with  those  derived  from  rates  on  fire 
brick  from  St.  Louis  to  15  points  in  Oklahoma,  at  9  of  which  smelters 
or  glass  plants  using  fire  brick  and  fire  clay  are  located,  average  dis- 
tance, 497  miles;  average  rate,  12.2  cents;  average  earnings  per  ton- 
mile,  4.9  mills,  and  average  earnings  per  car-mile,  15  cents.    These 
data  tend  to  support  defendants'  contention  that  the  compared  rates 
are  unduly  low. 

The  commodities  shipped  are  rated  class  E  in  western  classifica- 
tion ;  the  rate  for  that  class  at  the  time  they  moved  was  28  cents ;  and 
the  rate  attacked  was  89  per  cent  of  that  class  rate.    The  average 
commodity  rate  to  the  other  Oklahoma  points  averaged  52  per  cent 
of  their  average  class  rates.    However,  it  can  not  be  said  that  a  com- 
modity rate  must  bear  a  fixed  relation  to  the  corresponding  class 
rate,  even  as  between  competing  points.    The  per  car  earnings  on   . 
fire  brick,  rate  25  cents,  minimum  50,000  pounds,  were  $125 ;  and  at 
the  16-cent  rate,  $75.    These  are  compared  with  the  per  car  earnings 
for  the  transportation  of  numerous  commodities,  all  rated  higher 
than  fire  brick,  etc.,  ranging  from  $66  on  scrap  iron,  minimum  30,000 
pounds,  to  $133.90  on   packing-house   products,  minimum   26,000 
pounds.    The  bare  rates  are  stated  without  exposition  of  the  sur- 
rounding circumstances  and  conditions. 

From  April  12  to  May  26,  1916,  the  lowest  combination  rate  on 
fire  brick  and  fire  clay  from  St.  Louis  to  Quinton  was  23  cents  com- 
posed of  12  cents  from  St.  Louis  to  Checotah,  Okla.,  4.5  cents  Che- 
cotah  to  Crowder,  Okla.,  and.  6.5  cents  Crowder  to  Quinton.  Effec- 
tive May  27,  1916,  the  lowest  combination  became  22.5  cents  com- 
posed of  12  cents,  St.  Louis  to  Eufaula,  Okla.;  4  cents  thence  to 
Crowder  and  6.5  cents  beyond.  At  the  same  time  the  rate  from  the 
St.  Louis  territory  to  Fort  Smith,  via  the  Missouri,  Kansas  &  Texas, 
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Crowder,  and  the  Fort  Smith  &  Western,  was  22  cents.  Quinton  is 
intermediate  via  this  route.  From  the  same  territory  to  Oklahoma 
City,  Okla.,  the  rate  on  fire  brick  was  18.6  cents,  and  Quinton  is  in- 
termediate via  the  Missouri  Pacific  Railroad,  Fort  Smith,  and  the 
Fort  Smith  &  Western*  Via  tfiifi  route  the  distance  to  Oklahoma 
City  is  734  miles;  to  Quinton,  568  miles.  Defendants  had  been 
granted  authority  in  a  general  ^rder  to  depart  from  the  longhand- 
short-haul  rule  in  these  instances. 

In  Evens  cfc  Howard  Fire  Brick  Co.  v.  St.  i.,  /.  M.  cfe  S.  Ry.  Co.^ 
25  I.  C.  C,  141,  decided  November  11,  1912,  we  held  that  a  rate  of 
27  cents  on  fire  brick  from  St.  Louis  to  Texas  common  points  was 
not  shown  to  be  unreasonable. 

Reference  is  made  by  complainant  to  the  fact  that  the  Missouri, 
Kansas  &  Texas  and  the  Missouri  Pacific  railroads  have  been  per- 
mitted upon  our  special  docket  to  make  refunds  in  the  difference 
between  the  25-cent  rate  and  the  rates  subsequently  established  to 
Checotah  and  to  South  Fort  Smith,  Ark.,  but  admissions  of  the 
defendants  in  those  applications  are  not  binding  on  them  as  to  the 
rates  from  St.  Louis  to  Quinton,  located  on  the  Fort  Smith  &  Western. 
Three  of  the  shipments  moved  during  the  period  when  and  over 
the  route  via  wliich  the  aggregates  of  the  intermediate  rates  were  2.5 
cents  lower  than  the  joint  rates  charged  and  31  of  the  shipments 
moved  when  the  aggregates  of  the  intermediates  were  2  cents  lower. 
Defendants  have  not  rebutted  the  prima  facie  presumption  that  the 
joint  rates  were  to  that  extent  unreasonable. 

Upon  this  record  we  find  that  the  rates  of  25  cents  per  100  pounds, 
which  exceeded  the  lowest  aggregate  of  intermediate  rates  subject  to 
the  act  contemporaneously  in  effect  from  and  to  the  same  points  over 
the  same  routes,  were  unreasonable  to  the  extent  of  that  excess.  We 
further  find  that  the  complainant  made  the  shipments  as  described 
and  paid  and  bore  the  charges  thereon ;  that  it  was  damaged  thereby 
to  the  amount  of  the  difference  between  the  charges  paid  and  those 
that  would  have  accrued  on  the  bases  herein  found  reasonable;  and 
that  it  is  entitled  to  reparation  in  the  sum  of  $382.83  from  the  Mis- 
souri, Kansas  &  Texas  Railway  Company  and  Fort  Smith  &  Western 
Saitroad  Company  and  their  receivers;  $15.30  from  the  St.  Louis, 
Iron  Mountain  &  Southern  Railway  Company  and  Fort  Smith  & 
Western  Railroad  Company  and  their  receivers,  and  Missouri  Pacific 
Railroad  Company;  $30.04  from  the  Wabash  Railway  Company, 
the  Missouri,  Kansas  &  Texas  Railway  Company  and  Fort  Smith 
&  Western  Railroad  Company  and  their  receivers;  with  interest. 

Our  original  finding  that  the  evidence  of  damage  is  insufficient  to 
support  an  award  of  reparation  under  a  finding  of  undue  prejudice 
is  affirmed. 
An  appropriate  order  will  be  entered. 
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No.  1112L 

BIRDSBORO  STONE  COMPANY 

9). 

PENNSYLVANIA  RAILROAD  COMPANY,  DIRECTOR 

GENERAL,  AS  AGENT,  ET  AL. 


Submitted  October  25,  1920.    Decided  March  5,  1921. 


Rates  charged  on  shipments  of  crushed  rock  in  carioads  from  Monocacy,  Pa^ 
to  destinations  in  the  states  of  Pennsylvania,  Maryland,  Delaware,  and 
New  Jersey  found  to  have  been  unreasonable.    Reparation  awarded. 

M.  Walton  Hendry  and  Ralph  J,  Baker  for  complainant. 
Henry  Wolf  BikU  for  defendants. 

Report  of  the  Commission. 

Division  1,  Commissioners  McChord,  Meter,  and  Aitchison. 

By  Division  1 : 

Exceptions  were  filed  to  the  report  proposed  by  the  examiner  and 
the  case  was  orally  argued  before  ns. 

Complainant  is  a  corporation  engaged  in  quarrying,  crushing, 
and  selling  stone,  with  its  quarry  and  plant  on  the  line  of  the  Penn- 
sylvania between  Monocacy  and  Birdsboro,  Pa.,  somewhat  nearer 
the  former.  By  complaint  seasonably  filed  it  alleges  that  the  rates 
charged  on  numerous  carload  shipments  of  crushed  rock  from  Mo- 
nocacy to  points  in  the  states  of  Pennsylvania,  Maryland,  Delaware, 
and  New  Jersey  during  the  period  from  July  16,  1918,  to  December 
31,  1918,  were  unjust  and  unreasonable  to  the  extent  that  they  ex- 
ceeded the  rates  contemporaneously  applicable  from  Birdsboro.  The 
prayer  is  for  reparation. 

The  shipments  moved  over  the  defendant  carriers'  lines,  and  in 
each  instance  the  rates  charged  exceeded  those  contemporaneously 
applicable  from  Birdsboro.  In  State  of  Maryland  v.  5.,  C.&  A.  Ry. 
Co.y  49  I.  C.  C,  681,  hereinafter  called  the  Birdsboro  Caae^  we  pre- 
scribed certain  distance  rates  as  reasonable  maximum  rates  for  the 
interstate  transportation  of  crushed  stone  in  carloads  from  Birds- 
boro and  Devault,  Pa.,  and  Port  Deposit,  Md.,  to  points  on  the 
eastern  shore  of  Maryland,  and  from  Birdsboro  to  points  on  the 
defendant  carriers'  lines  in  the  states  of  New  York,  New  Jersey, 
Delaware,  Maryland,  Virginia,  and  the  District  of  Columbia.  These 
rates  were  on  10-mile  blocks  and  were  for  distances  from  61  to  220 
miles,  inclusive. 
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Complainant's  diipments  are,  and  for  many  years  have  been,  made 
from  Monocacy,  a  nonagen^  station.  Billing  was  and  is  made  out 
by  the  agent  at  Birdsboro,  which  is  about  2  miles  from  Monocacy. 
Prior  to  July  15,  1918,  the  effective  date  of  the  order  in  the  Birds- 
baro  Casej  the  bills  of  lading  showed  Birdsboro  as  the  point  of  origin. 
After  that  time  ^^  Birdsboro-Monocacy '^  was  used  at  defendants' 
request  Until  July  15, 1918,  Monocacy  took  the  same  rate  as  Birds- 
boro and  complainant  had  considered  the  latter  its  shipping  point. 
Evidence  in  the  Birdsboro  Case  was  predicated  upon  this  assumption, 
as  no  diipments  of  crushed  rock  originate  at  Birdsboro.  During 
federal  control  no  changes  could  be  made  in  rates  by  the  various 
railroad  officials  without  securing  a  freight-rate  authority  from  the 
Sailroad  Administration.  Accordingly,  the  maximum  rates  pre- 
scribed by  us  in  the  Birdsboro  Casey  plus  1  cent  per  100  pounds  as 
provided  by  general  order  No.  28  of  the  Director  General  of  Rail- 
roads, were  made  effective  July  15,  1918,  from  Birdsboro  but  not 
from  Monocacy,  the  latter  not  being  specifically  covered  by  the  order 
in  that  case.  The  matter  was  taken  up  by  complainant  with  the 
defendants  and,  effective  February  26,  1919,  rates  were  published 
from  Monocacy  on  the  basis  of  the  distance  scale,  plus  15  per  cent 
and  the  increase  of  1  cent  per  100  pounds  authorized  by  general  order 
No.  28. 

The  examiner's  proposed  report  in  the  Birdsboro  Case  was  served 
in  September,  1917.  Between  that  time  and  the  date  of  our  report, 
April  20,  1918,  we  approved  the  15  per  cent  increase  in  commodity 
rates  in  this  territory,  but  this  increase  was  not  reflected  in  the  dis- 
tance rates  prescribed  in  our  report  for  application  from  Birdsboro, 
Devault,  and  Port  Deposit,  the  scale  recommended  by  the  examiner 
being  adopted.  Rates  on  crushed  stone  from  other  producing  points 
included  the  15  per  cent  increase  and  effective  March  1,  1919,  the 
rates  from  the  three  points  named  were  increased  so  as  to  include  an 
increase  of  15  per  cent  over  the  distance  rates  prescribed  in  our 
order. 

In  proceedings  filed  October  31,  1917,  with  the  Public  Service 
Commission  of  Pennsylvania  complainant  attacked  the  rates  from 
Monocacy  to  destinations  within  that  state,  and  that  commission, 
by  order  dated  April  15,  1919,  found  reasonable  for  application  to 
intrastate  hauls  the  scale  prescribed  in  the  Birdsboro  Case  for  the 
distances  covered  therein,  and  scaled  it  back  to  cover  rates  for 
shorter  distances.  The  order  of  the  Pennsylvania  commission  fur- 
thermore authorized  defendants  to  adjust  the  new  scale  of  state 
rates  to  any  changes  lawfully  made  since  the  filing  of  the  com- 
plaint. Such  changes  included  in  addition  to  the  increase  of  15 
per  cent  authorized  in  commodity  rates  under  our  order  of  March 
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f  ,5.  and  that  it  has  been  damaged  in  the  amount  of  the  difference  between 
^  ^^  the  charges  collected  and  those  which  would  have  accrued  at  the  rates 
.^  herein  found  reasonable.  The  exact  amount  of  reparation  due  can 
not  be  determined  upon  this  record,  and  complainant  should  comply 
, .  ^  with  mle  V  of  the  Rules  of  Practice,  whereupon  we  will  consider  the 
^  ~    entry  of  an  order  as  to  reparation. 
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No.  11583. 
HEWITTLEA-FUNCK  COMPANY 

V, 

DIRECTOR  GE:JTERAL,  AS  AGENT,  OREGON-WASHING- 
TON RAILROAD  &  NAVIGATION  COMPANY,  ET  AL. 


SubmUted  December  S,  1920,    Decided  March  S,  1921. 


DeoMurrag^  charges  applicable  tor  detssntion  of  a  carload  of  lumber,  etc.,  at 
Eagle,  Colo.,  fonnd  pot  nnreasooable  or  otherwise. unlawful.  Complaint 
dismissed. 

E,  2>«  H^dge  for  ccmplainant 

JoJm  F.  Fineripy  H.  A.  Btxmdtett^  A.  C.  Spencer^  and  W,  A.  Roh-^ 
bins  for  decfondante. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

By  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  engaged  in  the  Imnber  business  at 
Sumner,  Wash.,  alleges  by  complaint  filed  June  16,  1920,  that  the 
demurrage  charges  collected  on  a  carload  of  lumber,  shingles,  etc., 
shipped  on  September  21,  1918,  from  Sumner  to  Eagle,  Colo.,  were 
unreasonable.    Reparation  is  sought. 

The  shipment,  consigned  to  complainant,  order  notify  Frank 
Fox,  arrived  at  Eagle  October  9,  1918.  The  agent  of  the  delivering 
carrier,  the  Denver  &  Rio  Grande,  notified  Fox  by  telephone  and  in 
person  on  October  10  of  the  arrival  of  the  shipment,  and  was  in  daily 
communication  with  him  concerning  its  delivery,  until  November  11, 
1918,  when  the  Denver  &  Rio  Grande  notified  complainant  by  letter, 
which  complainant  received  November  14,  1918,  that  the  shipment 
was  undelivered  and  requested  disposition. 
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The  shipment  was  sold  f .  o.  b.  Eagle  to  the  First  National 
of  Eagle  County  and  delivered  November  23,  1918.  Demurrage 
charges  of  $210  were  collected.  There  appears  to  be  an  uncollected 
demurrage  charge  of  $110. 

Complainant  alleges  that  the  demurrage  charges  were  unlawful  in 
that  they  exceeded  $18,  computed  from  November  14,  the  date  on 
which  complainant  received  request  for  disposition  order,  to  the 
date  of  delivery.  The  measure  of  the  demurrage  charges  is  not 
attacked,  complainant's  contention  being  that  they  were  unlawfully 
assessed  because  defendants  did  not  give  the  consignee  written  notice 
of  arrival  and  failed  to  notify  complainant  within  a  reasonable 
time  after  arrival  that  the  consignee  had  not  accepted  the  shipment. 

The  governing  tariff*  provided :  ^^  Notice  shall  be  sent  or  given  con- 
signee by  carrier's  agent  in  writing,  or  as  otherwise  agreed  to  by 
carrier  and  consignee,  within  24  hours  after  arrival  of  cars  and 
billing  at  destination."  The  consignee  was  notified  in  person  within 
24  hours  after  arrival  of  the  shipment.  The  tariff  did  not  provide 
^when  carload  freight  is  refused  at  destination,  notice  of  such 
refusal  shall  within  24  hours  thereafter  be  sent  by  wire  to  consignor," 
as  does  the  tariff  now  in  effect.  Defendants  contend  that  if  it  had 
so  provided  complainant  would  not  be  entitled  to  reparation  because 
the  consignee  did  not  refuse  the  shipment,  but  on  the  contrary  stated 
from  day  to  day  that  he  expected  to  be  able  to  accept  it.  Defendants 
assert  that  as  soon  as  it  became  apparent  that  the  consignee  was  not 
going  to  accept  the  shipment  complainant  was  notified. 

We  find  that  the  demurrage  charges  applicable  were  not  unreason- 
able or  otherwise  unlawful.   The  complaint  will  be  dismissed. 
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No.  11802. 

STONE  PRODUCTS  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  ATCfflSON,  TOPEKA  & 
SANTA  FE  RAILWAY  COMPANY,  ET  AL. 


Submitted  November  1t9, 1920.    Decided  March  S,  1921. 


Rate  on  ground  limestone,  In  carloads,  from  Bedford,  Ind.,  to  Streator,  IlL, 
found  not  unreasonable  or  unduly  preJudldaL    Complaint  dismissed. 

R.  B.  Coapstiok  for  complainant 

Sila8  H,  Strawfij  0.  C.  Hine^  Frank  H,  Towner j  and  A.  C.  Hvltgren 
for  defendant& 

Repobt  of  the  Commission. 
DiviaioK  3,  Commissioners  Haix,  Eastman,  and  Fobd. 

BtDivisiok  8: 

Exceptions  were  filed  by  onnplainant  to  the  report  proposed  by 
tlie  examiner. 

Complainant,  a  corporation  manufacturing  ground  and  agricul- 
tural limestone  at  Bedford,  EUettsville,  and  Oolitic,  Ind.,  alleges  that 
the  rate  of  9  cents  per  100  pounds  applicable  on  ground  limestone,  in 
carloads,  from  Bedford  to  Streator,  IlL,  is  unreasonable  and  unduly 
prejudicial  in  comparison  with  the  rate  of  $1.20  per  net  ton  on  the 
same  commodity  from  Alton,  111.,  to  Streator.  We  are  asked  to 
prescribe  just  and  reascmable  rates  for  the  future.  Rates  will  be 
stated  in  amounts  per  net  ton  and  do  not  include  the  increases  author- 
ized in  Increased  Rates,  1960, 68  I.  C.  C,  220. 

This  ground  limestone  is  used  in  the  manufacture  of  glass  and 
glass  articles  and  is  practically  identical  with  the  limestone  used  for 
agricultural  purposes.  Its  value  at  complainant's  plants  at  the  time 
of  hearing  was  said  to  be  about  $2  per  ton.  It  moves  in  ordinary 
box  cars,  and  usually  loads  above  the  marked  capacity  of  the  cars. 
Claims  for  loss  and  damage  are  negligible. 

Bedford  is  approximately  the  center  of  the  Bedford  stone  district, 
which  extends  for  about  76  miles  north  and  south.  Points  within 
this  district  are  blanketed  as  points  of  origin  on  stone  traffic. 
Streator  is  about  90  miles  southwest  of  Chicago.  The  short-line 
routes  from  Bedford  to  Streator  are  over  the  Chicago,  Indianapolis 
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&  Louisville,  hereinafter  called  the  Monon,  to  Shelby,  Ind.,  or  over 
the  Chicago,  Terre  Haute  &  Southeastern,  hereinafter  called  the 
Terre  Haute,  to  Delmar,  111.,  and  the  New  York  Central  beyond, 
approximately  272  and  275  miles,  respectively.  The  Chicago  & 
Alton  has  two  intrastate  routes  from  Alton  to  Streator,  the  distances 
being  195  and  206  miles.  Another  route  between  these  points  is  over 
the  Chicago,  Peoria  &  St.  Louis  to  Pekin,  111.,  and  the  Atchison, 
Topeka  &  Santa  Fe  beyond,  229  miles. 

Prior  to  October  26,  1914,  the  rate  on  ground  limestone,  in  car- 
loads, from  Bedford  to  Streator  was  $1.30.  On  that  date  it  was 
increased  to  $1.40  following  our  order  in  The  Five  Per  Cent  Case, 
31  I.  C.  C,  351;  to  $1.60  on  April  20,  1918,  following  our  orders  of 
March  12,  1918,  in  The  Fifteen  Per  Cent  Case,  45  I.  C.  C,  303,  and 
to  $1.80  on  June  25,  1918,  under  general  order  No.  28  of  the  Director 
General  of  Eailroads.  The  intrastate  rate  from  Alton  to  Streator 
was  97.5  cents  prior  to  June  25,  1918,  when  it  was  increased  to  $1.20 
under  general  order  No.  28.  Prior  to  the  increase  under  The  Fifteen 
Per  Cent  Case,  supra,  complainant  had  sold  its  limestone  in  large 
quantities  to  the  glass  and  bottle  factories  at  Streator  in  competition 
with  Alton  manufacturers,  but  states  that  following  that  increase, 
to  which  the  Alton-Streator  rate  was  not  subjected,  it  lost  its  con- 
tracts and  has  been  unable  to  renew  them.  Complainant  is  chiefly 
concerned  with  the  relationship  of  the  Bedford  rate  to  the  rate  from 
Alton,  and  contends  that  the  existing  spread  of  60  cents  should  be 
decreased  to  20  or  30  cents,  preferably  by  increasing  the  Alton  rate 
and  decreasing  the  Bedford  rate. 

Complainant  introduced  various  distance  scales  showing  rates  ap- 
plicable on  intrastate  shipments  of  agricultural  limestone  within  the 
states  of  Indiana  and  Illinois  over  various  lines,  both  joint  and  single 
line  hauls.  Under  the  Indiana  scales  the  rates  applicable  for  the 
Bedford-Streator  distances  are  from  $1.50  to  $1.80  and  for  the  Alton- 
Streator  distance  of  195  miles  from  $1.30  to  $1.50.  Under  the  Illi- 
nois scales  the  rate  applicable  for  195  miles  is  $1.20  and  for  272 
miles,  $1.70.  The  Illinois  scales  were  introduced  for  the  purpose  of 
showing  the  relatively  higher  basis  of  rates  in  Indiana. 

The  ton-mile  earnings  under  the  $1.80  rate  from  Bedford  and 
$1.20  rate  from  Alton  are  6.6  and  6.15  mills,  respectively,  for  the 
short-line  distances.  The  car-mile  earnings  based  on  the  average 
weight  of  the  shipments,  82,500  pounds,  as  shown  in  an  exhibit  intro- 
duced by  complainant,  are  27.3  and  25.4  cents,  respectively. 

The  principal  rate  witness  for  the  Terre  Haute  testified  that  com- 
modity rates  on  ground  limestone  from  Bedford  to  destinations  in 
Indiana,  Illinois,  and  other  states  were  originally  established  on  the 
basis  of  approximately  60  per  cent  of  the  sixtii-class  rates.    FoUow- 

61 1.  C.  C. 


8T0NB  PB0DU0T8  00.  V.  IXBBOTOR  QENBBAL. 


68 


ing  The  Five  Per  Cent  Case  and  The  Fifteen  Per  Cent  Oaee^  suproy 
and  the  general  increase  of  June  25,  1918,that  percentage  relatiim- 
flihip  to  the  sixth-class  rate  was  disturbed  and  the  rates  from  Bedford 
are  now  less  than  60  per  cent  of  the  present  sixth-class  rate. 

Defendants  introduced  exhibits  showing  rates  and  earnings  on 
shipments  which  moved  from  Bedford  to  various  points  during  the 
period  from  September  1, 1919,  to  March  25, 1920,  of  which  the  fol- 
lo^wing  are  illustrative: 
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Defendants'  evidence  indicates  that  the  rate  from  Bedford  to 
Streator  is  properly  aligned  with  rates  from  Bedford  to  other  points, 
and  supports  their  contention  that  to  reduce  the  Bedford-Streator 
rate  would  disturb  the  relationship  which  that  rate  bears  to  the 
other  rates  from  Bedford. 

The  Alton-Streator  rate  is  said  by  defendants  to  be  the  outgrowth 
of  an  order  issued  by  the  IlUnois  Bailroad  and  Warehouse  Commis- 
sion several  years  ago.  The  $1.20  rate  applies  to  Streator  not  only 
from  Alton  but  from  other  Illinois  points  and  from  points  in  Mis- 
souri, over  one-line  hauls  ranging  from  175  to  281  miles,  and  it  is 
contended  that  if  the  Alton-Streator  rate  alone  is  increased,  the 
traffic  would  move  from  other  points.  The  rate  of  $1.20  is  also  ap- 
plicable between  other  Illinois  points  for  a  distance  of  approxi- 
mately 200  miles.  Defendants  point  out  that  the  operating  condi- 
tions from  Bedford  are  somewhat  more  difficult  than  from  Alton, 
and  for  this  reason  and  because  the  haul  from  Alton  is  over  a  single 
line  they  insist  that  the  Bedford-Streator  rate  is  reasonable  in  com- 
parison with  the  Alton-Streator  rate. 

The  undue  prejudice  here  alleged  is  predicated  on  a  disparity  of 
rates  to  a  common  destination  from  two  competing  originating 
points  served  by  different  railroads.  The  Alton-Streator  rate  was 
not  increased  following  Th^  Fifteen  Per  Cent  Case^  and  is  on  a 
slightly  lower  basis,  distance  considered,  than  the  rate  from  Bed- 
ford. The  carriers  participating  in  the  line-haul  movement  from 
Alton  to  Streator,  however,  do  not  participate  in  the  line-haul  move- 
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ment  from  Bedford  to  the  same  destination  over  the  rate-making 
routes.  In  Iron  Ore  Rate  Cases^  41  I.  C.  C,  181,  190,  we  said :  "  It 
is  a  well-established  principle  that  undue  prejudice  or  preference 
may  not  be  said  to  exist  as  between  diippers  or  communities  unless 
the  same  carrier  serves  them  or  participates  in  their  traffic,  and  the 
transportation  conditions  are  shown  to  be  substantially  similar." 

We  find  that  the  rate  assailed  is  not  unreasonable  or  unduly  preju- 
dicial.   The  complaint  will  be  dismissed. 


No.  11694. 
NATIONAL  ASBESTOS  MANUFACTURING  COMPANY 

DIRECTOR  GENERAL,  AS  AGENT,  AND  CENTRAL  RAIL- 
ROAD COMPANY  OF  NEW  JERSEY. 


Submitted  November  29,  1920,    Decided  March  S,  1921. 


Rate  during  federal  control  on  asphaltnm,  in  carloads,  from  Bayonne,  Con- 
stable Hook,  and  Warners,  N.  J.,  to  Jersey  Avenue  Station,  Jersey  City, 
N.  J.,  found  to  have  been  unreasonable.    Reparation  awarded. 

Oeorge  L.  Horn  for  complainant. 

John  F.  Finerttfj  Royal  McKenna,  A.  H.  Elder^  and  H.  B.  Thomas 
for  defendants. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner. 

Complainant  is  a  corporation  manufacturing  asphalt  roofing  at 
Jersey  City,  N.  J.  By  complaint  filed  July  6,  1920,  it  alleged  that 
the  rate  of  7  cents  per  100  pounds  charged  by  defendants  on  90  car- 
loads of  asphaltum  shipped  from  Bayonne,  Constable  Hook,  and 
Warners,  N.  J.,  to  Jersey  Avenue  Station,  Jersey  City,  during  the 
period  between  October  12,  1918,  and  November  25,  1919,  inclusive, 
was  unjust  and  unreasonable  to  the  extent  that  it  exceeded  5  cents. 
The  prayer  is  for  reparation  only.  Rates  will  be  stated  in  cents  per 
100  pounds. 

The  shipments  aggregated  5,174,029  pounds  and  moved  in  tank 
cars  and  drums  over  the  Central  of  New  Jersey  from  Bayonne,  Con- 
stable Hook,  and  Warners  to  destination,  for  distances  of  5.1,  7.1, 
and  14  miles,  respectively.    Charges  were  collected  at  the  applicable 

61 1,  c.  a 


NATL.  ASBESTOS  MFG.  CO.  V.  DIKECTOR  GENERAL.  56 

sixth-class  rate  of  7  cents.  On  February  16,  1920,  defendants  estab- 
lished a  commodity  rate  of  5  cents  from  Bayonne  and  Constable  Hook 
to  Jersey  Avenue  Station. 

Clomplainant  compares  the  rate  charged  with  the  following  rates 
on  asphaltum  contemporaneously  maintained  by  defendants  between 
near-by  points: 

From  Bayonne,  N.  J.,  to —  Rate. 

Aldene,  N.  J.,  8  miles 45  cents 

Cranford,  N.  J.,  8  miles 4.5  cents 

Roselle,  N.  J.,  8  miles 4.5  cents 

Manville,  N.  J.,  26  miles 6.5  cents 

Complainant  also  cites  a  commodity  rate  of  5  cents  established  by 
defendants  December  23,  1918,  from  Warners,  and  March  31,  1919, 
from  Constable  Hook  and  Bayonne,  to  West  Side  Avenue  Station, 
Jersey  City,  a  point  about  1  mile  more  distant  from  the  points  of 
origin  than  Jersey  Avenue  Station. 

Defendants  urge  that  the  movement  to  Jersey  Avenue  Station  is 
more  difficult  than  to  West  Side  Avenue  Station,  as  it  necessitates 
crossing  the  Lehigh  Valley  yard  tracks,  which  results  in  delay  and 
inconvenience.  They  further  say  that  the  rates  to  the  points  specified 
in  the  foregoing  table  were  lower  because  delivery  to  such  points  is 
less  expensive  than  it  is  to  points  in  the  congested  district  of  Jersey 
City. 

The  rate  of  7  cents  on  a  car  of  58,000  pounds,  approximately  the 
average  weight  of  complainant's  shipments,  yielded  $40.60  per  car; 
$7.96,  $5.72  and  $2.90  per  car-mile ;  27.5,  19.7,  and  10  cents  per  ton- 
mile  from  Bayonne,  Constable  Hook,  and  Warners,  respectively.  A 
5-cent  rate  would  have  yielded  $29  per  car;  $5.69,  $4.08,  and  $2.07 
per  car-mile ;  and  19.6, 14.1,  and  7.1  cents  per  ton-mile. 

We  find  that  the  rate  assailed  was  unreasonable  to  the  extent  that 
it  exceeded  5  cents  per  100  pounds ;  that  complainant  made  the  ship- 
ments as  described  and  paid  and  bore  the  charges  thereon;  that  it 
was  damaged  thereby  in  the  amount  of  the  difference  between  the 
charges  paid  and  those  which  would  have  accrued  at  the  rate  herein 
found  reasonable ;  and  that  it  is  entitled  to  reparation  in  the  sum  of 
$1,083.96,  with  interest. 

An  appropriate  order  will  be  entered. 
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No.  11539. 
PITTSBUEGH  CRUCIBLE  STEEL  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  PENNSYLVANLA. 

RAILROAD  COMPANY,  ET  AL. 


Sulmitted  December  8,  1920.    Decided  March  S,  1921. 


Rate  on  limestone,  in  carloads,  from  Williamson,  Pa.,  to  Midland,  Pa.,  during 
federal  control,  found  not  nnreasonable.    Complaint  dismissed. 

AUen  H.  Kerr  for  complainant. 
Guernsey  Orcutt  for  defendants. 

John  F.  Fmerty  and  Royal  McKerma  for  Director  General,  as 
Agent. 

Report  op  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner.  Upon  consideration  of  the  record  we  have  reached  con- 
clusions differing  from  those  recommended  by  him. 

Complainant,  a  corporation  manufacturing  steel  at  Midland,  Pa^ 
by  complaint  filed  June  11,  1920,  alleges  that  the  rate  of  $2.20  per 
long  ton  charged  on  20  carloads  of  limestone,  shipped  from  William- 
son, Pa.,  to  Midland,  during  the  period  from  June  13  to  15,  1918, 
inclusive,  was  unjust  and  unreasonable.  We  are  asked  to  award  repa- 
ration.  Bates  will  be  stated  in  amounts  per  long  ton. 

Midland  is  36.5  miles  west  of  Pittsburgh,  Pa.,  on  the  Pennsylvania. 
Williamson  is  on  a  branch  line  of  the  Cumberland  Valley,  7  miles 
from  its  junction  with  the  main  line  just  south  of  Marion,  Pa.  The 
shipments  moved  intrastate  over  the  Cumberland  Valley  to  Harris- 
burg,  Pa.,  and  the  Pennsylvania  beyond,  345  miles.  Charges  were 
collected  at  the  applicable  commodity  rate  of  $2.20. 

Prior  to  1918  complainant  obtained  limestone  from  Martinsburg 
and  Bunker  Hill,  W.  Va.  These  points  are  on  the  main  line  of  £he 
Cumberland  Valley  about  35  and  45  miles,  respectively,  south  of 
Marion.  Martinsburg  is  also  served  by  the  Baltimore  &  Ohio,  and 
the  short  line  from  the  three  points  to  Midland  is  over  that  road 
from  Martinsburg  to  Allegheny,  Pa.,  and  the  Pennsylvania  beyond, 
the  difitances  being:  from  Martiiid>urg  266  miles,  from  Bunker  Hill 
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276  miles,  and  from  Williamson  307  miles.  Early  in  1918,  com- 
plainant found  it  necessary  to  obtain  an  additional  supply  of  lime- 
stone from  Williamson,  and  requested  defendants  to  establish  from 
that  point  a  rate  of  $1.20,  this  being  the  rate  then  in  effect  from 
Martinsburg  over  the  short  line.  Effective  August  5, 1918,  defend- 
ants published  a  rate  of  $1.40,  which  is  equivalent  to  a  rate  of  $1.20 
as  increased  under  general  order  No.  28  of  the  Director  General  of 
Railroads. 

When  the  shipments  moved  there  were  in  effect  from  Bimker  Hill 

to  Midland  commodity  rates  of  $1.30  via  Harrisburg  and  $1.25  via 

the  short  line.    Complainant  contends  that  a  reasonable  rate  on  the 

shipments  would  not  have  exceeded  the  rates  from  Martinsburg  and 

Bunker  Hill,  more  distant  points  over  the  route  of  movement.    As 

Williamson  is  on  a  branch  line  it  is  not  intermediate  to  Bunker  Hill. 

The  rate  of  $1.20  from  Martinsburg  applied  only  over  the  short  line. 

It  was  stated  on  behalf  of  complainant  that  the  rate  of  $2.20  was 

a  paper  rate  under  which  there  was  no  record  of  any  other  shipments 

ever  having  moved.    The  limestone  comprising  these  shipments  was 

used  for  furnace  flux,  is  a  low-grade  commodity,  loads  heavily,  and 

at  the  time  of  shipment  was  worth  less  than  $2  a  ton.    The  present 

rate  is  satisfactory  to  complainant. 

Defendants  urge  that  this  traffic  was  part  of  an  emergency  move- 
ment which  has  entirely  ceased,  and  that  the  voluntary  reduction  of 
the  rate  at  the  request  of  complainant  should  not  be  construed  as  an 
admission  of  the  unreasonableness  of  the  former  rate.  An  exhibit 
was  introduced  by  defendants  showing  contemporaneous  rates  to 
other  destinatioias  for  comparable  distances  which  were  as  high  as, 
or  higher  than,  those  charged.  These  other  destinations  lie  in  a 
different  direction  in  trunk  line  territory,  where  the  rate  construc- 
tion and  conditions  are  entirely  different,  and  it  was  not  shown  that 
any  shipments  ever  moved  imder  those  rates. 

The  rate  assailed  yielded  net  ton-mile  earnings  of  6.7  mills.  The 
rates  of  $1.20  and  $1.30  via  the  route  of  movement  would  yield  8.1 
mills  and  3.4  mills,  respectively. 

We  have  repeatedly  held  that  the  voluntary  reduction  of  a  rate 
by  carriers  is  not  sufficient  groimd  upon  which  to  base  a  finding  that 
the  former  rate  was  unreasonable  or  that  reparation  should  be 
awarded.    We  find  that  the  rate  assailed  was  not  unreasonable.    The 

complaint  will  be  dismissed. 
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Investigation  and  Suspension  Docket  No.  1239. 
SALT  FEOM  UTAH  TO  SAN  FRANCISCO,  CALIF, 


Submitted  March  S,  1921.    Decided  March  17,  1921. 


Proposed  changes  in  rates  on  salt,  carloads,  from  Barmester  and  Saldaro,  Utah, 
and  Reno,  Nev.,  to  San  Francisco,  Calif.,  and  points  Intermediate  thereto, 
found  Justified.    Order  of  suspension  vacated  and  proceeding  discontinued. 

Lester  J.  Hinsdale  and  Janves  S.  Moore^  jr.^  for  respondents. 
John  S.  WiUis  for  protestants. 
B.  K.  Cobb  for  intervener. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Atichison,  and  Eastman. 
By  Division  3 : 

• 

By  schedules  filed  to  become  effective  November  19, 1920,  the  West- 
ern Pacific  Railroad,  hereinafter  termed  respondent,  proposes  to 
reduce  rates  on  salt  in  carloads  from  Burmester  and  Salduro,  Utah, 
and  Reno,  Nev.,  to  San  Francisco,  Calif.,  and  to  cancel  certain  rates 
on  the  same  commodity  from  Salduro  and  Reno  to  points  inter- 
mediate to  San  Francisco  which  carry  minimum  weights  lower  than 
those  provided  in  connection  with  the  proposed  reduced  rates.  Upon 
protest  of  salt  producers  at  San  Francisco  Bay  points,  hereinafter 
referred  to  as  the  bay  producers,  and  manufacturing  and  commercial 
organizations  at  San  Francisco  and  Oakland,  Calif.,  the  proposed 
schedules  were  suspended  until  April  18,  1921.  If  the  suspended 
schedules  are  permitted  to  become  effective  the  reduced  rates  to  San 
Francisco  will  apply  to  all  intermediate  points,  resulting  in  reduc- 
tions in  the  rates  and  increases  in  the  carload  minima  to  the  inter- 
mediate points.  Rates  will  be  stated  in  cents  per  100  pounds.  The 
Capell  Salt  Company,  which  operates  a  plant  at  Salduro,  intervened 
in  support  of  the  proposed  rates. 

Respondent  states  that  west  of  Salt  Lake  City  its  line  traverses 
a  section  where  comparatively  little  tonnage  originates,  and  that 
to  build  up  the  salt  industry  in  this  section  and  to  create  a  move- 
ment of  salt  to  California,  with  the  attendant  long  single-line  haul 
over  its  rails  in  the  direction  of  its  normal  empty-car  movement, 
it  established  during  1915  and  1916  rates  of  15  cents  from  Salduro 
and  17.5  cents  from  Burmester  to  San  Francisco;  that  these  rates 
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were  applied  to  intermediate  points  and,  although  generally  higher 
than  rates  contemporaneously  in  effect  from  bay  points,  a  limited 
tonnage  developed  thereunder;  that  on  June  26,  1918,  rates  from 
Salduro  and  Burmester  were  increased  under  general  order  No.  28  of 
the  Dir^tor  General  of  Bailroads  to  19  cents  and  22  cents,  respec- 
tively, and  on  August  26,  1920,  under  Increased  Bates,  1960^  58  I. 
C.  C,  220,  were  further  increased  to  24  cents  and  27.5  cents;  that 
these  increases,  while  no  greater  from  a  percentage  standpoint  than 
the  increases  made  in  the  intrastate  rates  from  bay  points  to  the 
same  destinations,  so  widened  the  differentials  between  rates  from 
Salduro  and  Burmester  on  the  one  hand  and  bay  points  on  the  other 
that  the  Utah  producers  could  no  longer  compete  in  the  California 
trade  and  the  movement  from  Utah  practically  ceased,  such  few 
shipments  as  moved  subsequent  to  August  26  being  in  fulfillment  of 
sales  made  prior  to  that  date.    The  intention  of  the  proposed  changes, 
generally  speaking,  is  to  restore  the  rates  to  the  basis  which  pre- 
vailed prior  to  our  order  in  Increased  Rates,  1920,  supra,  and  repre- 
sents an  effort  on  the  part  of  respondent  to  bring  them  down  to  a 
level  where  the  traffic  will  again  move.       Salduro  and  Burmester 
appear  to  be  the  chief  points  of  production.    It  is  proposed  to  give 
Reno  the  same  rates  as  Salduro.    Respondent  does  not  contend  that 
the  proposed  rates  are  fully  coippenoatory  but  states  that  they  will 
pay  something  over  the  cost  of  transportation  and  afford  a  contri- 
bution to  its  fixed  expenses. 

Protestants  take  the  position  that  central  California  is  the  natural 
distributing  territory  for  the  bay  producers  and  that  considering  the 
greater  distance  from  the  Utah  points  rates  which  will  permit  the 
Utah  producers  to  ship  into  this  territory  in  competition  with  the 
bay  producers  must  be  unduly  prejudicial  to  the  bay  producers  and 
preferential  of  the  Utah  producers.  Some  of  the  bay  producers  are 
not  situated  on  railroads  and  must  bring  their  products  to  the  rail- 
roads by  dray  or  boat  at  estimated  costs  ranging  from  $li25  to  $1.70 
per  ton.  Protestants  contend  that  these  extra  costs  should  be  con- 
sidered as  a  part  of  the  transportation  charges  which  these  producers 
are  compelled  to  pay.  Such  expenses  are  a  part  of  the  costs  of  pro- 
duction which  we  may  not  properly  make  a  basis  for  readjusting 
rates.  Milling  Logs  in  Transit  on  Tap  Lines,  40  I.  C.  C,  597,  Sloss- 
Sheifield  Steel  <&  Iron  Co.  v.  L.  <&  N.  R.  R.  Co.,  30  L  C.  C,  597. 
Furthermore,  other  bay  producers  have  direct  rail  service  and  have 
the  same  rates  over  the  lines  serving  their  plants  as  apply  from  San 
Francisco  proper. 

To  practically  every  important  consuming  point  on  respondent's 
line  in  California  the  rates  from  San  Francisco  are  lower  than  the 
proposed  rates.    At  Oroville  and  certain  comparatively  unimportant 
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points  east  thereof  the  proposed  rates  from  Salduro  are  less  thaj:i  the 
San  Francisco  rates.  The  difference  at  Oroville  is  30  cents  per  tan. 
To  these  points  respondent  has  signified  its  willingness  to  eetaWiflh 
rates  from  San  Francisco  that  will  not  exceed  the  proposed  rates 
from  Salduro.  From  Burmester  the  proposed  rates  are  in  all  in- 
stances higher  than  from  San  Francisco. 
In  Increased  Ratea^  1920^  sv^pra^  we  said : 

Most  of  the  factors  with  which  we  are  dealing  are  constantly  changing^     It  la 
impossible  to  forecast  with  any  degree  of  certainty  what  the  volume  of  traffic 
will  be.    The  general  price  level  is  changing  from  month  to  month  and  from 
day  to  day.    It  is  impracticable  at  this  time  to  adjust  all  of  the  rates  on  indi- 
vidual commodities.     The  rates  to  be  established  on  the  basis  hereinbefore 
approved  must  necessarily  be  subject  to  such  readjustments  as  the  facts  may 
warrant    It  is  conceded  by  the  carriers  that  readjustments  will  be  necessary. 
It  is  expected  that  shippers  will  take  these  matters  up  In  the  first  instance  wltii 
the  carriers,  and  the  latter  will  be  expected  to  deal  promptly  and  effectively 
therewith,  to  the  end  that  necessary  readjustments  may  be  made  in  as  many 
instances  as  practicable  without  appeal  to  us. 

The  instant  case  presents  such  a  situation.  The  uncontroverted  testi- 
mony is  that  except  to  perhaps  a  few  comparatively  imimportant 
points  there  can  be  no  movement  from  these  points  of  origin  under 
the  present  rates,  and  that  unless  the  proposed  rates  are  allowed  to 
go  into  eflfect  respondent  will  be  deprived  of  needed  revenue. 

We  are  of  opinion  and  find  that  respondents  have  justified  the 
proposed  changes  and  an  order  vacating  the  suspension  and  discon- 
tinuing the  proceeding  will  be  entered. 

Eastman,  Commimaner^  dissents. 
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No.  11420. 

MARSHALL- YOUNG  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  MIDLAND  VALLEY 

RAILROAD  COMPANY,  ET  AL. 


BulnnUted  September  28, 1920.    Decided  March  1, 1921. 


Rate  OD  returned  eini>ty  beer-substitute  carriers,  in  carloads,  from  Tulsa,  Okla., 
to  Denver,  Ck>lo.,  found  unreasonable.  Reasonable  maximum  rate  pre- 
scribed for  the  future  and  reparation  awarded. 

E.  N.  Adams  for  complainaiit. 
James  M.  Chaney  for  defendants. 

Bxpoar  or  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Fobd. 

By  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant  is  a  corporation  engaged  in  buying  and  selling  near- 
beer  at  Tulsa,  Okla.  By  onnplaint,  filed  April  22,  1920,  it  alleges 
that  the  rate  charged  on  a  carload  of  returned  empty  beer  carriers 
shipped  July  25, 1918,  from  Tulsa  to  Denver,  Colo.,  was  unreasonabla 
We  are  asked  to  prescribe  a  reascmable  rate  for  the  future  and  to 
award  reparaticm.  Rates  herein  will  be  stated  in  cents  per  100 
pounds  and  do  not  include  the  increases  authorized  in  Increased 
Bates,  19»0,  58  I.  C.  C,  220. 

The  shipment,  wei^bing  22,600  pounds,  consisted  of  cases,  or  crates, 
ccmtaining  returned  empty  near-beer  or  beer-substitute  bottles,  here- 
inafter termed  beer  carriers.  It  moved  from  Tulsa  over  the  lines  of 
the  Midland  Valley  to^  Wichita,  E4tns.,  Missouri  Pacific  to  Pueblo, 
Colo.,  and  Denver  &  Rio  Grande  beycmd,  743  miles. 

Freight  charges  in  the  sum  of  $113.57  were  collected  at  the  appli- 
cable rate  of  50ii6  cents,  one-half  tiie  fourth-class  rate,  governed  by 
the  western  classification.  The  empty  carriers  usually  were  returned 
by  tiie  same  route  over  which  the  filled  carriers  originally  moved. 

Effective  December  30,  1919,  the  rating  for  returned  empty  beer 
carriers  was  increased  to  class  D.  The  dass-D  rate  is  62.5  cents  over 
the  route  of  movement. 

Complainant's  witness  testified  that  a  commodity  rate  of  30.5  cents, 
minimum  20^000  pounds,  was  and  is  in  effect  over  three  other  routes 

eiLaa 


62  IKXEBSTATB  OOMHBROE  OOMB^SSION  BEPOBIS. 

from  Tulsa  to  Denver,  ranging  from  33  to  106  miles  longer  than  the 
route  of  movement;  that  over  all  four  routes  a  commodity  rate  of 
66.5  cents  is  maintained  on  shipments  of  beer  substitute  and  near 
beer  from  Denver  and  other  Colorado  points  to  points  in  Oklahoma ; 
that  usually  the  same  class  and  commodity  rates  prevail  over  all 
routes  on  traffic  in  this  territory ;  and  that  both  the  Missouri  Pacific 
and  Denver  &  Bio  Grande  are  parties  to  the  30.5-cent  rate  published 
by  other  lines. 

Complainant  contends  that  a  return  shipment  really  constitutes  a 
part  of  the  whole  movement,  as  a  carload  of  empty  beer  carriers  is 
generally  ready  to  be  sent  back  when  a  car  of  filled  carriers   is 
delivered.    We  have  repeatedly  found  that  the  "  returned  "  element 
should  be  disregarded.    Reduced  Rates  on  Returned  Shipments,  19 
I.  C.  C,  409,  418;  Rates  on  Tin  Cans  and  Other  Commodities,  37 
I.  C.  C,  360.    It  urges  that  since  defendants  have  the  short-line  route 
they  should  establish  the  rate  of  30.5  cents  for  the  return  haul  of  the 
empty  carriers. 

Defendants  insist  that  a  rate  of  30.5  cents  from  Tulsa  would  be 
out  of  line  with  other  rates  in  that  general  territory.  There  is  a  rate 
of  37.5  cents  to  Denver  from  Coffey ville,  Kans.,  739  miles,  and  from 
Kansas  City  640  miles  where  the  hauls  are  4  and  103  miles  shorter, 
respectively.  The  same  rate  also  applied  from  all  points  taking 
Missouri  River  rates  to  Denver,  including  many  points  in  Kansas  and 
Missouri.  Defendants  express  a  willingness  to  pay  reparation  to  the 
basis  of  a  rate  of  45  cents.  Their  witness  said  that  this  is  the  rate 
from  Fort  Smith,  Ark.,  to  Denver,  and  that  the  basis  of  rates  gen- 
erally between  Colorado  common  points  and  Oklahoma  is  the  com- 
bination on  the  Kansas  border  with  the  Fort  Smith  rate  as  a  maxi- 
mum.   Fort  Smith  is  149.8  miles  east  and  south  of  Tolsa. 

Based  upon  the  weight  of  this  shipment  the  rate  charged  yiielded 
car-mile  revenues  of  15.29  cents.  The  class-D  rate  would  yield  15.97 
cents  and  the  rate  sought  9.28  cents.  The  ton-mile  earnings  under 
the  rate  charged  were  13.5  mills ;  under  a  rate  of  37.5  cents  they  would 
have  been  10.1  mills. 

We  find  that  the  rate  assailed  was  unreasonable  to  the  extent  that 
it  exceeded  37.5  cents  per  100  pounds,  and  that  the  present  rate  is, 
and  for  the  future  will  be,  imreasonable  to  the  same  extent,  subject 
to  the  increases  authorized  in  Increased  Rates,  19i0,  supra;  that  com- 
plainant made  the  shipment  as  described  and  paid  and  bore  the 
charges  thereon ;  that  it  has  been  damaged  to  the  extent  of  the  dif- 
ference between  the  charges  paid  and  those  which  would  have  ac- 
crued at  the  rate  herein  found  to  have  been  reasonable;  and  that 
it  is  entitled  to  reparation  in  the  sum  of  $28.82,  with  interest,  from 
John  Barton  Payne,  Director  General  of  Railroads,  as  Agent. 

An  order  will  be  entered  accordingly. 
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HAiiL,  Commissioner^  dissenting : 

Complainant  had  and  still  has  three  other  available  routes  over 
which  the  rate  sought  applies,  and  routed  the  shipment  as  it  did 
under  the  misapprehension  that  the  same  rate  also  applied  over  the 
fourth  route  used.  This  fourth  route  has  not  been  used  by  it  before 
or  since,  and  is  plainly  not  needed.  Despite  defendants'  admission 
I  remain  unconvinced  that  on  a  movement  from  Tulsa  to  Denver, 
made  subsequent  to  the  increases  under  general  order  No.  28  of  the 
Ehrector  General,  a  rate  which  yielded  15.29  cents  per  car-mile  was 
unreasonable,  and  a  rate  yielding  11.4  cents  would  have  been  reason- 
able.   The  complaint  should  be  dismissed. 
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No.  11806.* 
A.  O.  ANDERSON  &  COMPANY 

V. 

DIEECTOR  GENERAL,  AS  AGENT,  CfflCAGO  &  NORTH 
WESTERN  RAILWAY  COMPANY,  ET  AL. 


Suhmitied  September  15, 1920,    Decided  March  S,  1921, 


Cbarges  on  iron  and  steel  articles,  in  carloads,  shipped  during  1918  from  points 
in  Illinois  and  Pennsylvania  to  San  Francisco,  Calif.,  and  Seattle,  Waah., 
for  export,  found  unreasonable.    Reparation  awarded. 

M.  H.  Peterson  for  complainants. 

E.  W.  Oampy  0.  W.  Durhrow^  and  EVmer  Westlake  for  defendants. 

Report  of  the  Commissiok. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 : 

To  the  report  proposed  by  the  examiner  defendants  excepted. 

These  cases  were  heard  together  and  will  be  disposed  of  in  one^ 
report.  (Complainants  are  corporations  engaged  in  the  importing 
and  exporting  business  at  San  Francisco,  Calif.  By  complaints 
seasonably  filed  they  allege  that  the  charges  collected  by  defendants 
on  17  carloads  of  iron  and  steel  articles,  including  rails,  bars,  band 
iron,  and  nails,  shipped  during  the  year  1918  from  Grand  Crossing 
and  Chicago,  HI.,  and  EUwood  City,  Leechburg,  and  Pittsburgh,  Pa., 
to  San  Francisco  or  Seattle,  Wash.,  for  export,  and  which  were  ex- 
ported to  the  orient,  were  unreasonable  and  unduly  prejudicial.  We 
are  asked  to  award  reparation.  Rates  will  be  stated  in  amounts  per 
100  pounds. 

The  shipments  all  moved  on  domestic  bills  of  lading  bearing  the 
notation  "  for  export,"  or  designating  the  ultimate  destination. 

At  the  time  of  movement  the  initial  lines  would  accept  traffic  for 
export  only  upon  presentation  of  permits  issued  by  the  terminal  lines, 

^  This  report  also  embraces  No.  11807,  W.  B.  Grace  ft  Company  v.  Director  Qeoeral,  as 
Agent,  Chicago,  Burlington  ft  Qoincy  Railroad  Company  et  al. ;  No.  11307  (Sub-No.  1), 
Same  v.  Director  G^ieral,  as  Agent,  niinols  Central  Railroad  Company,  et  al. ;  No. 
11307  (Sub-No.  2),  China  Agency  ft  Trading  Company  v.  Director  General,  as  A^ent, 
Atchison,  Topeka  ft  Santa  Fe  Railway  Company,  et  al. ;  and  No.  11308,  Oriental  Products 
Company,  Inc.,  v.  Director  Gtoneral,  as  Agent,  Chicago,  Milwaukee  ft  St.  Paul  Railway 
Company,  et  al. 
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a  prerequisite  to  the  issuanoeof  sudi  permits  being  tiiie  reservatian  of 
vessel  space  for  the  movement  from  the  ports.  These  shipments  were 
covered  by  the  necessary  permits.  After  they  reached  the  ports  ocean 
bills  of  lading  were  executed  by  complainants  in  accordance  with  the 
reservations  previously  made,  and  the  articles  were  exported  without 
unusual  delay. 

Defendants  had  in  effect  schedules  of  transcontinental  export  rates 
on  iron  and  steel  articles  to  Pacific  coast  ports,  those  applicable  to 
the  articles  here  under  consideration  from  the  points  of  origin  to  San 
Francisco  and  Seattle  ranging  from  40  cents  to  85  cents.  It  was 
provided,  in  substance,  that  export  rates  to  San  Francisco  would 
apply  only  on  freight  originally  consigned  through  with  rail,  port, 
and  ocean  charges  fully  prepaid  or  guaranteed  from  point  of  origin 
to  a  specific  destination  beyond  the  port  of  exit,  such  destination 
being  shown  in  the  bill  of  lading  issued  at  the  time  of  shipment  and 
for  which  through  export  bill  of  lading  was  issued  prior  to  arrival 
of  the  freight  at  the  port  of  exit  To  Seattle  it  was  provided,  effec- 
tive December  26,  1918,  that  the  export  rates  would  apply  only  on 
freight  for  which  a  through  export  bill  of  lading  had  been  issued  in 
exchange  for  the  original  shipping  receipt  or  domestic  bill  of  lading 
within  15  days  from  the  date  thereof.  The  terms  of  these  rules  were 
not  complied  with  by  complainants  on  account  of  negligence  or  igno- 
rance of  their  employees,  or  by  reason  of  delays  attending  the  com- 
mercial features  of  die  transactions,  with  the  result  that  the  carriers 
assessed  domestic  rates  ranging  from  65  cents  to  $1.25  on  these  ship- 
ments, plus  certain  terminal  charges. 

Since  the  movement  defendants'  rules  have  been  modified  so  as  to 
permit  the  application  of  export  rates  plus  certain  terminal  charges 
to  shipments  handled  in  the  same  manner  as  those  here  under  con- 
sideration. 

Complainants  do  not  attack  the  measure  of  the  domestic  rates  as 
such.  Their  sole  contention  is  that  these  shipments  were  in  fact 
exported  in  the  same  manner  as  they  would  have  been  if  the  rules 
described  had  been  complied  with;  that  assessment  of  the  domestic 
rates  was  in  the  nature  of  a  penalty  for  failure  to  comply  with  those 
rules ;  and  that  the  charges  collected  were  unreasonable  to  the  extent 
that  they  exceeded  those  that  would  have  accrued  at  the  export 
rates,  plus  terminal  charges,  in  accordance  with  the  provisions  of  the 
tariffs  subsequently  established. 

In  justification  of  the  rules  defendants'  witness  testified  that  prior 
to  and  during  1918  their  facilities  at  the  Pacific  coast  ports  were 
greatly  congested,  due  in  large  measure  to  the  consignment  of  traffic 
to  the  ports  for  export  without  previous  reservation  of  ocean  space ; 
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the  inability  of  owners  to  secure  vessel  space  for  shipments  after  they 
reached  the  ports;  and  the  inability  of  carriers,  in  some  cases,   to 
ascertain  the  identity  of  the  owners  for  tlw  purpose  of  obtaining  dis- 
position orders;  and  that  the  rules  were  established  as  an  emergency 
measure  in  order  to  relieve  the  congestion  and  insure  the  passage  of 
export  shipments  through  the  ports  without  unnecessary  delay. 
They  contend  that  complainants  had  ample  time  and  oppoHunity 
to  comply  with  the  rules  and  assert  that  the  domestic  rates  charged 
were  notoriously  low. 

Conceding  generally  the  necessity  for  and  the  propriety  of  tariff 
rules  such  as  these  in  order  to  relieve  congestion  at  the  ports,  it  would 
appear  that  their  application  to  these  shipments  which  did  not  con- 
tribute to  congestion  at  the  ports  any  more  than  they  would  have  done 
if  handled  in  strict  conformity  with  the  rules,  resulted  in  charges  that 
under  the  attending  circumstances  were  unreasonable  in  compari- 
son with  those  contemporaneously  applicable  to  other  export  ship- 
ments handled  in  substantially  the  same  manner,  but  in  connection 
with  which  the  formalities  prescribed  by  the  rules  were  complied 
with. 

We  find  that  the  application  of  the  tariff  provisions  to  these  ship- 
ments resulted  in  charges  which  were  unreasonable  to  the  extent 
that  they  exceeded  those  that  would  have  accrued  at  the  export  rates 
plus  terminal  charges  which  would  apply  to  similar  shipments 
under  tariff  provisions  subsequently  established;  that  complainants 
made  the  shipments  as  described  and  paid  and  bore  the  charges 
thereon;  that  they  have  been  damaged  to  the  extent  of  the  dif- 
ference between  the  charges  paid  and  those  that  would  have  ac- 
crued under  the  findings  herein ;  and  that  they  are  entitled  to  repara- 
tion with  interest.  Complainants  should  comply  with  rule  V  of  the 
Rules  of  Practice. 

Hall,  Commissioner^  dissenting: 

I  doubt  the  soimdness  of  the  conclusions  stated  in  the  majority 
report.  The  domestic  rate  and  rules  are  not  found  unreasonable,  but 
it  is  found  that  their  application  to  these  shipments  resulted  in  un- 
reasonable charges.  Conditions  in  1918  compelled  the  carriers  to 
adopt  the  rules  tmder  which  these  shipments  moved.  The  statute 
required  that  the  tariff  should  be  strictly  applied.  In  my  opinion 
the  complaints  should  be  dismissed. 
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No.  10614. 

SOUTH  BEND  CHAMBEK  OF  COMMERCE  ET  AL. 

V. 

DIRECTOR  GENERAL,  BALTIMORE  &  OHIO  RAILROAD 

COMPANY,  ET  AL. 


SubmUted  January  7,  1921.    Decided  March  i^,  1921, 


Upon  fartheor  hearing,  finding  in  57  I.  C.  C,  ^15,  as  to  rates  betwera  Soath 
Bend,  Misbawaka,  Elkhart,  Qoahen,  Nappanee,  and  Michigan  City,  Ind., 
and  points  in  eastern  trunk  line  and  New  England  territories  affirmed. 
Finding  modified  as  to  grouping  of  Holland,  Mich. 

C.  R.  SiUyer,  Frank  A.  Larishj  and  James  F.  Dougherty  for  com- 
plainants; and  Nuel  D.  Belnapj  John  S.  Burchmore^  and  Luther  M. 
Walter  for  Chamber  of  Commerce  of  Michigan  City,  Ind. 

C.  H.  Rodehaver  for  Niles,  Mich.,  Chamber  of  Commerce ;  Ernest 
L.  Swing  for  Grand  Rapids  Traffic  Club  and  others;  Thomas  B, 
Moore  and  BeoMnont^  Smith  dk  Harris  for  Michigan  Manufacturers 
Association;  WiUiam  A.  Slater  for  Grand  Rapids  Association  of 
Commerce  and  Michigan  Traffic  League ;  C.  P.  Thomson  for  Grand 
Rapids  Furniture  Manufacturers  Association;  R.  L.  Tuttle  for 
American  Box  Board  Company;  Frank  E.  Coomhs  for  Benton 
Harbor  Chamber  of  Commerce,  St.  Joseph  Chamber  of  Commerce, 
and  Michigan  State  Farm  Bureau;  Oeorge  J.  Bolander  for  Kala- 
mazoo Chamber  of  Commerce;  Harris  E.  Galpin  for  Muskegon 
Employers  Association  and  Muskegon  Chamber  of  Commerce;  and 
Frank  O.  Pick  for  Flint  Board  of  Commerce  and  Michigan  Traffic 
League. 

Joh/n  C,  BiUs^  D.  P.  ConneU,  E,  M.  Dams^  and  L.  H.  Strasser  for 
defendants. 

Report  op  the  Commission  on  Further  Hearing. 

Meyer,  Commissioner: 

In  the  original  report  in  57  I.  C.  C,  215,  decided  March  2,  1920, 
we  found  that  class  and  commodity  rates  between  Michigan  City, 
South  Bend,  Mishawaka,  Elkhart,  Goshen,  and  Nappanee,  Ind.,  and 
points  in  eastern  trunk  line  and  New  England  territories,  were 
relatively  unreasonable  and  unduly  prejudicial  to  such  cities  and 
unduly  preferential  of  cities  in  central  and  northern  Ohio,  and  in 
Michigan  west  of  the  line  of  the  New  York  C^tral  Railroad  from 
Elkhart  to  Grand  Rapids,  Mich.,  and  south  of  the  line  of  the  Grand 
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Trunk  Western  from  Orand  Rapids  to  Ghrand  Haven,  Mich;  that  the 
undue  prejudice  with  respect  to  Ohio  points  should  be  removed  by 
reducing  the  percentage  of  South  Bend  and  associated  cities  to  94 
per  cent  of  the  New  York-Chicago  rates  and  of  Michigan  City  to  96 
per  cent,  and  with  respect  to  the  southwestern  Michigan  points  could 
be  removed  by  increasing  the  percentage  of  Niles,  Buchanan,  Hart- 
ford, Holland,  and  points  east  thereof  to  the  line  of  the  New  York 
Central  above  described  to  94  per  cent  and  points  west  thereof  to 
96  per  cent. 

Under  date  of  January  28,  1918,  fourth  section  order  No  7149 
was  issued  authorizing  carriers  operating  through  Ohio  and  Indiana 
to  establish  class  and  commodity  rates  prescribed  by  us  in  the 
Michigan  Percentage  CaseSj  47  I.  C.  C,  409,  between  points  in  Mich- 
igan, on  the  one  hand,  and  all  points  east  of  the  western  termini 
of  the  eastern  trunk  lines,  on  the  other,  without  observing  the  long- 
and-short-haul  provision  of  the  fourth  section  of  the  act  to  regulate 
commerce.  In  the  present  case  as  the  short-line  routes  to  Kalamazoo 
and  Orand  Bapids  and  points  on  and  east  of  the  line  of  the  New 
York  Central  from  Elkhart  to  Orand  Kapids  are  not  through  the 
complaining  cities,  and  for  other  reasons  stated  in  the  original  report, 
we  permitted  the  temporary  relief  granted  by  this  fourth  section 
order  to  stand,  but  as  the  routes  and  distances  to  points  west  and 
south  of  the  New  York  Central  and  Ghrand  Trunk  Western  from 
Elkhart  to  Orand  Haven  were  not  such  as  to  justify  lower  rates  than 
at  the  complaining  cities,  that  portion  of  the  fourth  section  order 
permitting  the  maintenance  of  lower  rates  to  such  points  than  to 
intermediate  points  was  rescinded. 

Upon  petitions  of  the  defendants  and  of  the  Michigan  Manu- 
facturers Association,  intervener,  this  proceeding  was  reopened 
^  for  further  hearing  as  to  the  effect  upon  the  adjustment  of  rates  of 
the  fourth  section  of  the  act  as  amended  by  the  Transportation  Act, 
1920,"  the  effective  dates  of  the  order  in  the  original  case  and  of 
amended  fourth  section  order  No.  7149  being  postponed  until  our 
further  order. 

The  fourth  section  of  the  act  to  regulate  commerce  was  amended 
by  the  transportation  act,  1920,  by  adding : 

And  if  a  circuitous  raU  line  or  route  is,  because  of  such  drcoity,  granted 
anthority  to  meet  the  charges  of  a  more  direct  line  or  roote  to  or  from  com- 
petitive points  and  to  maintain  higher  charges  to  or  from  intermediate  points 
on  its  line,  the  authority  shaU  not  include  intermediate  points  as  to  which  the 
haul  of  the  petitioning  line  or  route  is  not  longer  than  tliat  of  the  direct  Une 
or  route  between  the  competitive  points ;  •  •  •  And  provided  further.  That 
rates,  fares,  or  charges  existing  at  the  time  of  the  passage  of  this  amendatory 
Act  by  virtue  of  orders  of  the  Commission  or  as  to  which  application  has  there- 
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^fore  been  filed  with  the  Commission  and  not  yet  acted  upon,  shall  not  be 
Kiulred  to  be  changed  by  reason  of  the  provision  of  this  section  until  the 
irther  order  of  or  a  determination  by  the  Commission. 

.  We  are  urged,  on  this  new  angle  of  the  adjustment,  as  we  were  in 
^le  original  cases,  not  only  to  consider  the  distances  from  New  York 
ID  the  complaining  cities,  but  to  take  into  consideration  those  from 
:•  Philadelphia,  Pa.,  Baltimore,  Md.,  and  from  Virginia  cities,  the  rates 
c-etween  which  and  central  freight  association  territory  are  made,  in 
espect  of  Philadelphia  and  Baltimore,  on  the  basis  of  port  diflfer- 
r-ntials  under  New  York,  and,  in  respect  of  the  Virginia  cities,  in  re- 
-  ation  to  the  rates  from  and  to  Baltimore.  Much  of  the  evidence  was 
^Urected  to  the  effect  of  the  adjustment  on  the  rates  to  other  groups 
.nd  other  territories  rather  than  to  the  effect  of  the  amendment  of 
^he  fourth  section  by  the  transportation  act,  1920,  on  the  adjustment 
prdered  to  be  maintained.  Briefly  the  defendants  assert  that  com- 
Dliance  with  the  order  will  have  a  tendency  to  disorganize  the  entire 
.Dercentage  adjustment  in  the  portion  of  central  freight  association 
territory  affected;  that  unless  the  Chicago,  Indianapolis  &  Louisville 
Railway  Company,  not  a  party  to  this  proceeding,  abandons  com- 
petition for  traffic  from  Michigan  City  to  Kichmond,  Va.,  and  other 
eastern  points,  the  adjustment  would  extend  to  Louisville,  Ky.,  and 
by  relation  to  Lexington,  Ky. ;  that  Louisville  has  always  been  main- 
tained on  a  parity  with  Chicago,  and  that  Chicago  might  be  affected. 
It  is  also  contended  that  a  compliance  with  the  order  will  seriously 
impair  the  revenues  of  the  carriers  to  which  they  have  recently  been 
held  entitled  in  Increased  Rates,  1920,  58  I.  C.  C,  220. 

Compliance  with  our  order  requires  that  southwestern  Michigan, 
now  in  the  92  per  cent  group,  be  divided  into  three  groups,  92,  94, 
and  96  per  cent.    The  highest  percentage  group  would  be  west  and 
south  of  a  line  drawn  through  Niles,  Buchanan,  Hartford,  Grand 
Junction,  and  Holland ;  the  new  94  per  cent  group  would  lie  inmiedi- 
ately  east  of  that  line,  and  the  new  western  boundary  of  the  92  per 
cent  group  would  be  the  line  of  the  New  York  Central  from  Elkhart 
to  Grand  Rapids  and  that  of  the  Grand  Trunk  Western  Railway 
from  Grand  Rapids  to  Grand  Haven.    Traffic  of  the  Pere  Marquette 
between  Muskegon,  Grand  Haven,  and  eastern  trimk  line  territory 
is  via  Holland.    The  distances  from  Baltimore,  Philadelphia,  and 
Richmond  to  Holland  are  "  no  longer  "  than  the  short-line  distances 
via  the  direct  lines  to  Muskegon  or  Grand  Haven,  and  the  same  situa- 
tion applies  to  local  points  between  Muskegon  and  Grand  Haven. 
Therefore,  since  the  decision  herein  was  rendered  shortly  after  the 
passage  of  the  transportation  act,  1920,  coimsel  for  the  Michigan  lines 
contends  that  we  were  without  power  to  grant  relief  from  the  opera- 
tion of  the  fourth  section  between  eastern  trunk  line  territory  and  Hol- 
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land,  and  recommends  that  this  fourth  section  departure  be  elimi- 
nated by  increasing  the  percentage  of  Muskegon  and  Orand  Haven 
to  94  per  cent.  It  would  also  be  eliminated  by  continuing  Holland 
as  a  point  in  the  92  per  cent  group.  Based  on  their  short-line  dis- 
tances, Orand  Haven,  Muskegon,  and  Holland  would  be  entitled 
respectively  to  89,  90,  and  92  per  cent.  The  Michigan  interveners 
refer  to  the  fact  that  Grand  Rapids,  Muskegon,  and  Grand  Haven 
for  many  years  have  been  in  the  same  percentage  group  and  refer 
to  our  finding  in  the  Michigan  Percentage  Gases^  supra,  that  that 
relation  should  not  be  disturbed. 

The  line  of  the  Pere  Marquette  runs  through  Hartford  and  Benton 
Harbor  to  Buchanan.  Via  the  direct  lines  Benton  Harbor  is  farther 
distant  from  eastern  points  than  is  Buchanan,  but  Watervliet  the 
next  station  west  of  Hartford,  is  less  distant  from  New  York  than 
Buchanan.  It  is  necessary  therefore  to  include  Watervliet  in  the 
94  per  cent  group.  Fourth  section  relief  will  be  granted  to  the  Pere 
Marquette  route  to  maintain  rates  to  and  from  Buchanan  lower  than 
to  and  from  intermediate  points,  provided  that  the  authority  granted 
shall  not  extend  to  intermediate  points  as  to  which  the  haul  of  the 
indirect  lines  is  not  longer  than  that  of  the  direct  lines  or  routes  be- 
tween the  competitive  points. 

The  Chicago,  Indianapolis  &  Louisville  Railroad  operates  directly 
south  from  Michigan  City,  through  various  points  in  Indiana,  at 
which  it  has  connections  with  lines  extending  eastwardly,  through 
New  Albany  and  JeffersonviUe,  Ind.,  to  Louisville,  Ky.  It  extends 
from  the  easternmost  edge  of  the  100  per  cent  group  at  Michigan 
City  almost  to  the  western  edge  of  that  group  at  Mitchell,  Ind.  Its 
line  also  runs  to  Indianapolis,  over  which  it  operates  routes  in  con- 
nection with  eastern  trunk  lines.  We  granted  no  relief  from  the 
provisions  of  the  fourth  section  in  respect  of  the  new  percentage  to 
Michigan  City.  That  situation  does  not  appear  to  have  been  changed 
by  the  amendment  of  the  fourth  section  by  the  transportation  act, 
1920,  except  to  limit  our  authority  to  grant  relief  for  which  no  ap- 
plication has  been  made.  Between  New  York  and  Michigan  City 
its  route  via  Louisville  is  very  circuitous,  but  from  Richmond  the  dis- 
tance via  the  direct  route  through  Cincinnati,  Ohio,  to  Michigan 
City,  827  miles,  is  greater  than  to  practically  every  point  through 
which  it  operates  via  Louisville,  and  unless  it  reduced  the  percentage 
basis  to  intermediate  stations  either  via  Louisville  or  Indianapolis 
it  might  be  compelled  to  forego  Michigan  City  traffic. 

Louisville  is  the  gateway  of  reasonably  direct  lines  from  the  Vir- 
ginia cities  only  via  lines  operating  south  of  the  Potomac  and  Ohio 
rivers  and  the  rates  via  these  lines  from  Virginia  cities  to  Louisville 
are  lower  than  the  rates  to  Michigan  City.    The  record  shows  that  a 
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oomparatiyely  small  amount  of  traffic  moved  between  Michigan  City 
mnd  eastern  territory  via  these  routes  during  the  period  for  which 
information  is  £^own. 

The  short  route  between  South  Bend  and  New  York  is  via  the 
liichigan  Central  Railroad,  Black  Rock,  N.  Y.,  and  the  Delaware, 
Lackawanna  &  Western  Railroad,  820  miles.  Via  the  lines  of  the 
Pennsylvania  system  the  distance  is  886  miles.  However,  the  last- 
named  carrier  is  the  short  route  from  South  Bend  to  Philadelphia, 
Baltimore,  or  Richmond.  The  distances  to  New  York  from  stations 
on  the  Pennsylvania  Railroad  south  of  South  Bend  to  but  not  in- 
cluding Plymouth  are  greater  than  the  distances  from  South  Bend 
via  the  direct  line.  From  stations  Plymouth  and  east  thereof  the 
distances  are  less  than  from  South  Bend.  But  defendants  assert  relief 
from  the  operation  of  the  fourth  section  in  respect  of  the  stations 
north  of  Plymouth  would  be  of  no  value  because  of  the  relationship 
of  interior  New  York  points  to  New  York,  the  port  differentials,  and 
the  relationship  of  Virginia  cities  to  Baltimore.  It  is  therefore  con- 
tended that  the  Pennsylvania  would  be  compelled,  if  the  postponed 
order  in  this  case  is  made  effective,  to  publish  rates  applicable  from 
and  to  South  Bend  to  include  all  stations  to  but  not  including  Fort 
Wayne,  Ind. 

The  Cleveland,  Cincinnati,  Chicago  &  St.*  Louis  Railway  is  the 
short  line  from  Elkhart  and  Ooshen  to  the  Virginia  cities,  but,  other- 
wise, the  conditions  are  essentially  the  same  as  those  shown  in  respect 
of  South  Bend. 

Three  situations  confront  us,  first,  Michigan  City  being  served  by 
the  Chicago,  Indianapolis  &  Louisville,  not  a  party  defendant  here- 
in; second,  a  reduction  of  the  percentages  applying  between  South 
Bend  and  its  associated  cities  from  96  to  94  per  cent  considered  in 
relation  to  the  amended  fourth  section;  and,  third,  whether  in  the 
issuanciie  of  the  fourth  section  order,  particularly  in  respect  of  a  very 
few  Michigan  points,  we  exceeded  the  authority  conferred  on  us 
by  the  statute. 

Manifestly,  we  prescribed  rates  to  Michigan  City  via  the  lines  of 
the  carriers  parties  defendant,  and  therefore  the  Chicago,  Indianapo- 
lis &  Louisville  is  not  required  to  meet  at  Michigan  City  the  rates 
of  the  defendants.  In  the  Michigan  Percentage  Cases  the  alleged 
effects  of  according  Michigan  points  lower  percentages  than  then 
obtained  were  most  insistently  called  to  our  attention,  especially 
with  reference  to  South  Bend  and  other  points  in  its  vicinity.  It  is 
for  the  Chicago,  Indianapolis  &  Louisville  to  determine  whether  or 
not  it  will  meet  the  competition  of  the  other  lines  and  whether  or 
not  it  will  file  application  under  the  provisions  of  the  fourth  section 
to  be  relieved  from  its  operation. 
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No  violation  of  the  fourth  section  at  Michigan  City  was  created^ 
and  no  fourth  section  order  was  issued  in  respect  thereto.  If  the 
Chicago,  Indianapolis  &  Louisville  should  elect  to  meet  the  rates  of 
the  direct  lines  and  apply  to  us  for  relief  from  the  operation  of  the 
fourth  section,  we  will  consider  giving  it  like  treataient  to  tiiat 
accorded  other  lines  operating  in  central  freight  association  territory 
under  similar  circumstances. 

In  respect  of  South  Bend,  its  associated  cities,  and  the  Michigan 
points  specifically  dealt  with,  fourth  section  applications  seeking 
relief  were  on  file ;  temporary  relief  had  been  granted  following  the 
Michigan  Percentage  Gase8  prior  to  the  recent  amendment  of  tiie 
fourth  section.  The  proviso  of  that  section,  if  it  were  necessary,  fully 
covered  the  situation.  However,  we  merely  rescinded  a  portion  of 
the  temporary  relief  permitted  in  the  Michigan  Percentage  CaacB. 
Becision  of  a  portion  of  an  existing  permission  restricting  the  relief 
theretofore  granted  to  the  carriers  can  not  be  held  to  have  violated 
the  amended  fourth  section.  The  temporary  relief  granted  was  in 
aU  respects  similar  to  that  protected  by  applications  on  file  with  us 
covering  situations  prevalent  over  the  entire  central  freight  associa- 
tion territory. 

We  are  of  the  opinion  and  find  that  the  findings  and  order  in  this 
proceeding  should  be  nfodified  by  eliminating  Holland,  Mich.,  from 
the  94  per  cent  group,  and  including  Watervliet  in  said  group,  but 
in  other  respects  the  decision  is  aflSrmed. 

Carriers  having  indirect  routes  will  be  authorized  to  maintain 
rates  on  classes  and  commodities  between  points  in  Michigan  and 
Indiana  and  points  in  eastern  trunk  line  and  New  England  territories 
the  same  as  rates  via  the  direct  lines  and  to  maintain  higher  rates  at 
intermediate  points,  provided  the  rates  at  said  intermediate  points 
do  not  exceed  rates  for  equal  distances  to  or  from  competitive  points 
via  the  direct  lines. 

Appropriate  orders  will  be  entered. 

Hatj*,  CommiasioneTj  dissents. 
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Ikvestigation  and  Suspension  Docket  No.  1288. 

ABSORPTION  OF  SWITCHING  CHARGES  AT  FORT 

WORTH,  TEX. 


Bubmitted  Pehruary  2S,  1921.    Decided  March  U,  1921. 


Proposed  increased  through  charges  on  shipments  to  and  from  industries  on  the 
Fort  Worth  Belt  Railway,  under  tariff  rules  limiting  the  amount  of  switch- 
ing charges  ahrorfoed,  found  not  justified.  Suq;>ended  schedules  ordered 
canceled. 

A.  B.  Enoch  for  respondents. 

Robert  Thompson  for  Texas  &  Pacific  Railway  Company  and  its 
receivers;  J.  F.  Garvin  for  Missouri,  Kansas  &  Texas  Railway  Com- 
pany of  Texas,  and  its  receiver;  William  M.  Short  and  Capp$^ 
Coffdey^  Hwnger  <6  Short  for  Fort  Worth  Belt  Railway  Company; 
and  Ed.  P.  Byars  for  Fort  Worth  Freight  Bureau  and  Fort  Worth 
Chamber  of  Commerce,  interveners. 

R.  D.  Rynder  for  Swift  &  Company;  Paul  E.  BVmohard  for  Ar- 
mour &  Company ;  and  S.  C.  Rowe  for  Cattle  Raisers'  Association  of 
Texas,  protestants. 

Report  of  the  Commission. 

Division  2,  Commissionebs  Clabk,  MoChobd,  and  Daniels. 

Bt  Division  2 : 

By  schedules  filed  to  become  effective  on  various  dates  between 
November  15  and  December  1,  1920,  respondents  propose  to  restrict 
their  absorptions  of  switching  charges  of  the  Fort  Worth  Belt  Rail- 
way on  all  interstate  traffic  from  or  to  industries  and  public  stock- 
yards on  its  line  at  Fort  Worth,  Tex.,  to  specific  amounts  whidi 
are  less  than  the  present  switching  charges  of  the  Fort  Worth  Belt. 
The  proposed  restricted  absorptions  would  result  in  increases  in  the 
through  charges.  Upon  protest  of  Swift  &  Company,  Armour  & 
Company,  Cattle  Raisers'  Association  of  Texas,  Texas  Live  Stock 
Shippers  Protective  League,  and  American  National  Live  Stock 
Association,  the  schedules  were  suspended  until  April  14, 1921.  The 
Fort  Worth  Belt  Railway  Company,  hereinafter  called  the  Belt,  and 
certain  other  carriers  intervened. 

The  Belt  owns  and  operates  18.9  miles  of  switch  track  and  7 
switch  engines,  but  owns  no  other  equipment.  It  switches  carload 
freight  between  industries  and  public  stockyards  on  its  lines  and  its 
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junctions  with  the  road-haul  carriers  only  upon  orders  from  the 
latter  and  does  not  deal  directly  with  shippers.  The  Belt's  tracks 
connect  with  those  of  three  road-haul  carriers  at  Belt  Junction,  and 
with  those  of  seven  others  at  North  Fort  Worth.  The  average  hauls 
apparently  range  between  1  and  3  miles.  The  public  stockyards,  the 
only  terminal  facility  for  shipments  of  live  stock,  and  the  packing 
houses  of  Swift  &  Company  and  Armour  &  Company  are  reached 
only  over  the  tracks  of  the  Belt.  Of  numerous  other  industries  in 
and  near  Fort  Worth,  some  are  served  by  the  Belt  and  some  by  road- 
haul  carriers. 

The  Belt  increased  its  switching  charges  under  authority  of  In- 
creased Rates^  1920^  58  I.  C.  C,  220,  and  subsequently  increased  them 
again  by  its  tariff  I.  C.  C.  No.  26,  effective  October  16, 1920.  The  in- 
creased charges  on  interstate  traffic  thus  established  were  not  pro- 
tested and  are  the  same  as  those  made  effective  on  intrastate  traffic 
in  September,  1920,  under  authority  of  the  Railroad  Commission  of 
Texas,  as  follows :  From  North  Fort  Worth,  live  stock  $3.85  per  car, 
other  commodities  $4.35 ;  from  Belt  Jimction,  live  stock  $4.35,  other 
commodities  $4.85.  The  new  charges  were  85  cents  per  car  higher 
than  those  in  effect  prior  to  October  16, 1920,  except  that  on  live  stock 
from  North  Fort  Worth  they  were  increased  by  $1.35  per  car. 

For  several  years  respondent  road-haul  carriers  reaching  Fort 
Worth  have  fuUy  absorbed  the  Belt's  switching  charges,  but,  by  the 
schedules  under  suspension,  they  propose  to  absorb  only  amounts 
equaling  the  Belt's  charges  in  effect  prior  to  October  16.  By  thus 
limiting  their  absorptions  increases  would  result  in  the  through 
rates  on  interstate  traffic  switched  by  the  Belt  of  $1.35  per  car  on 
live  stock  from  North  Fort  Worth  and  85  cents  per  car  on  all  other 
traffic. 

The  Missouri,  Kansas  &  Texas  Railway  Company  of  Texas,  which 
intervened,  filed  a  schedule,  which  became  effective  November  19, 
1920,  limiting  its  absorptions,  just  as  was  done  by  the  respondents. 
That  schedule  was  not  subject  to  suspension  because  the  intervener 
in  earlier  schedules  had  restricted  its  absorptions  to  the  specific 
amounts  of  the  switching  charges  of  the  Belt  in  effect  prior  to 
October  16.  After  the  suspension  of  respondents'  schedules  herein 
the  Missouri,  Kansas  &,  Texas,  in  order  to  be  on  the  same  footing 
as  the  other  carriers,  secured  authority  to  make  effective  on  short 
notice  a  schedule  effective  January  25,  1921,  absorbing  the  entire 
amount  of  the  Belt's  interchange  switching  charges. 

The  Texas  &  Pacific  Railway  Company,  which  intervened,  filed 
a  schedule  effective  November  18,  1920,  similar  to  those  of  respond- 
ents, but  there  was  no  protest  and  the  schedule  was  not  suspended. 
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After  the  suspension  of  respondents'  schedules,  the  Texas  &  Pacific 
secured  our  authority  to  make  effective  on  short  notice  a  schedule, 
effective  January  12, 1921,  absorbing  the  entire  amount  of  the  switch- 
ing charges. 

The  St.  Louis,  San  Francisco  &  Texas  Railway  Company  has  con- 
tinued to  absorb  all  of  the  Belt's  switching  charges,  and  it  is  not  a 
party  to  this  proceeding. 

Respondents  rely  principally  upon  the  fact  that  the  increases  in 
switching  charges,  effective  October  16,  were  in  addition  to  those 
authorized  in  Increased  Rates^  1920^  supra^  which  in  turn  were  in 
addition  to  prior  increases.  The  Belt's  switching  charge  on  Uve  stock 
between  Belt  Junction  and  all  its  industries  was  $2  on  February  10, 
1918,  $2.50  on  January  29, 1919,  $3.50  on  August  26,  1920,  and  $4.35 
on  October  16, 1920. 

It  is  not  denied  that  for  many  years  and  until  October  15,  1920, 
the  rates  on  interstate  traffic  generally  to  and  from  Fort  Worth 
included  delivery  at  the  stockyards  and  at  the  industries  served  not 
only  by  the  Belt  but  by  all  other  lines,  and  that  the  switching  charges 
of  all  the  carriers  at  Fort  Worth  were  absorbed  by  the  connecting 
lines. 

The  position  of  the  trunk  line  carriers  is  that  the  rates  and  charges 
in  effect  August  25,  1920,  as  increased  under  Increased  Rates^  1920^ 
supraj  are  reasonable  and  that  they  should  not  be  required  to  absorb 
switching  charges  of  the  Belt  exceeding  those  in  effect  October  15, 
1920.  They  have  offered  no  evidence  to  justify  the  increased  through 
rates  which  would  result  from  the  application  of  the  schedules  under 
suspension.  Absorption  of  Terminal  Charges  at  Galveston^  59  I. 
C.  C,  490.  At  the  oral  argument  they  requested  that  this  case  be 
consolidated  with  Swift  <&  Co.  v.  F.  W.  <&  D.  C.  Ry.  Co.,  61 1.  C.  C, 
77,  and  also  asked  for  a  finding  with  respect  to  the  reasonableness 
of  the  present  switching  charges  of  the  Belt. 

The  evidence  for  the  Belt  tends  to  show  that  prior  to  October  16, 
1920,  its  revenues  did  not  meet  operating  costs  and  that  the  increased 
switching  charges  have  not  since  yielded  a  return  on  its  investment. 

The  local  switching  charges  of  the  Belt  are  not  in  issue,  and  we 
are  only  concerned  in  this  proceeding  with  the  propriety  of  the 
proposed  switching  absorptions  in  relation  to  the  through  rates  be- 
tween interstate  points  and  industries  reached  by  the  Belt.  The 
divisions  accorded  the  Belt  in  the  form  of  absorptions  can  not  be 
predicated  solely  upon  the  amount  of  revenue  necessary  to  insure 
its  successful  operation.  The  question  of  what  amount  the  line- 
haul  carriers  should  allow  the  Belt  out  of  the  through  or  joint  rates 
pertains  to  the  matter  of  divisions  and  is  not  in  issue.  It  is  im- 
proper to  attempt  forcible  adjustment  of  such  an  issue  between  car- 
riers by  increasing  the  through  rated  which  shippers  must  pay. 
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The  Belt  rightfully  contends  that  it  is  merely  a  switching  agency 
employed  by  the  line-haul  carriers  in  oompl^on  of  contracts  be- 
tween the  latter  and  shippers,  and  that  the  charges  of  the  Belt  should 
^^be  a  part  of  the  freight  charge  made  to  the  shipper,  and  not  in 
addition  thereto.^'  It  contends  further  that  the  line-haul  carriers, 
having  provided  no  place  for  the  delivery  of  live  stock  other  than  at 
the  public  stockyards,  are  responsible  for  shipments  until  such  de- 
livery has  been  completed  and,  therefore,  should  be  required  to  ab- 
sorb all  necessary  switching  charges  incident  thereto;  that  the 
transportation  act  contemplates  that  necessary  switching  services 
incident  to  such  delivery  shall  be  furnished  without  extra  cost  to 
shippers;  and  that  since  the  Eailroad  Commission  of  Texas  has 
authorized  the  increased  switching  charges  of  the  Belt,  the  line- 
haul  carriers  should  absorb  the  full  amount  on  interstate  traffic  just 
as  they  are  required  to  do  on  intrastate  traffic  It  alleges  that  the 
failure  to  do  so  while  contemporaneously  absorbing  similar  and 
greater  charges  at  other  competitive  markets  would  residt  in  imjust 
discrimination  against  the  Belt  and  the  industries  and  stockyards 
on  its  line. 

Protestants  support  the  latter  contention  of  the  Belt  with  evidence 
that  the  line-haul  carriers  absorb  the  full  amount  of  switching 
charges  to  and  from  competing  live-stock  markets  such  as  Okla- 
homa City,  Okla.,  which  is  on  a  rate  parity  with  Fort  Worth  to  cer- 
tain territories  as  a  result  of  our  decision  in  Iti/vestigation  of  Alleged 
UnreoBonable  Bates  on  Meats^  28  I.  C.  C,  656.  That  relationship 
would  be  disrupted  to  the  disadvantage  of  Fort  Worth  by  the  ap- 
plication of  the  suspended  schedules. 

Protestants  further  contend  that  the  line-haul  rates,  as  increased 
pursuant  to  our  authority  in  Increased  Rates^  1920^  supra^  should 
include  deliveries  to  industries,  as  heretofore,  and  that  the  full 
amount  of  the  Belt's  charges  should  be  absorbed  by  the  line-haul 
carriers,  citing  Absorption  of  Terminal  Ofiarges  at  Galveston^ su^mu 

We  find  that  the  respondents  have  not  justified  the  proposed  in- 
creased through  charges.  An  order  will  be  entered  requiring  the 
cancellation  of  the  suspended  schedules  and  discontinuing  this  pro- 
ceeding. 
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No.  11936, 

SWIFT  &  COMPANY  ET  AL. 

v: 

FORT  WORTH  &  DENVER  CITY  RAILWAY  COMPANY 

ET  AL. 


Submitted  February  2S,  1921.    Decided  March  U,  1921. 


Increased  tbrough  charges  on  interstate  shipments  to  and  from  industries  on 
the  Fort  Worth  Belt  Railway,  at  Fort  Worth,  Tex.,  under  schedules  which 
limited  the  amount  of  switching  charges  absorbed  by  the  Missouri,  Kansas 
ft  Texas  and  the  Texas  ft  Pacific,  found  not  justified.  Proceeding  held 
open  on  the  issue  of  rei>aratlon. 

R.  D.  Rynder  for  Swift  &  Company ;  and  Paul  E.  Blanchard  for 
Armour  &  Company,  complainants. 

A.  B.  Enoch  and  Robert  Thompson  for  all  defendants  except  Fort 
Worth  Belt  Railway  Company;  and  Willia/m  Short  and  OappSy 
Cantej/j  Hanger  <&  Short  for  Fort  Worth  Belt  Railway  Company. 

S.  C.  Rowe  for  Cattle  Raisers'  Association  of  Texas;  and  Ed.  P. 
Byara  for  Fort  Worth  Freight  Bureau  and  Fort  Worth  Chamber 
of  Commerce,  interveners. 

Report  of  the  Commission. 

Division  2,  Commissioners  CiiArk,  McChord,  and  Daniels. 

By  Division  2 : 

Complainants  are  corporations  operating  packing  houses  at  Fort 
Worth,  Tex.  By  complaint  filed  November  4, 1920,  as  amended,  they 
allege  that  the  failure  of  defendant  line-haul  carriers  to  absorb  the 
full  amount  of  the  switching  charges  of  the  Fort  Worth  Belt  Rail- 
way Company  on  interstate  traffic  handled  from  or  to  industries  or 
stockyards  to  or  from  junctions  with  the  Belt  at  Belt  Junction  or 
North  Fort  Worth  would  or  does  result  in  increased  through  or 
joint  rates  and  charges  which  would  be,  or  are,  unjust  and  unreason- 
able and  which  would  or  do  result  in  undue  prejudice  and  unjust 
discrimination  against  interstate  commerce.  We  are  asked  to  estab- 
lish joint  through  rates  on  interstate  traffic  to  and  from  industries  on 
the  Belt  Railway  which  shall  not  exceed  the  line-haul  rates  on  like 
traffic  to  and  from  points  on  the  defendants'  lines  at  Fort  Worth, 
and  to  award  reparation. 
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When  the  complaint  was  filed  the  schedules  of  certain  defendants 
limiting  the  amount  of  the  switching  charges  of  the  Belt  which  they 
would  absorb  on  interstate  traffic  were  under  protest,  and  on  Novem- 
ber 19, 1920,  were  suspended  in  Absorption  of  Switching  Charges  at 
Fort  Worthy  61  I.  C.  C,  73,  in  which  we  found  that  the  respond- 
ents had  not  justified  the  resulting  increases  in  through  charges. 
That  decision  disposes  of  the  issues  in  this  case  with  respect  to  all 
of  the  defendants  except  the  Texas  &  Pacific  and  the  Missouri, 
Kansas  &  Texas. 

A  description  of  the  Belt,  its  services,  and  the  charges  therefor 
appears  in  detail  in  the  report  above  referred  to.  On  October  16, 
1920,  the  Belt  increased  its  switching  charges  on  interstate  traffic 
by  $1.35  per  car  on  live  stock  from  its  North  Fort  Worth  connec- 
tions and  85  cents  per  car  on  all  other  interchange  traffic. 

The  Missouri,  Kansas  &  Texas  had  provided  for  the  absorption  of 
the  specific  charges  of  the  Belt  in  effect  prior  to  October  16,  1920. 
Beginning  on  that  date  the  increases  in  the  Belt's  charges  were 
assessed  against  the  shippers  in  addition  to  the  through  or  joint  rates 
of  the  Missouri,  Kansas  &  Texas  imtil  January  25,  1921,  when  that 
line-haul  carrier  began  absorbing  the  entire  charges  of  the  Belt. 

The  Texas  &  Pacific  provided  for  the  absorption  of  the  entire 
charges  of  the  Belt  prior  to  and  after  the  latter  were  increased  on 
October  16,  1920,  but  effective  November  18,  1920,  it  restricted  its 
absorptions  to  the  amount  of  the  Belt's  charges  in  effect  October  15, 
1920,  prior  to  the  increases.  From  November  18,  1920,  until  Jan- 
uary 12,  1921,  the  increases  in  the  Belt's  charges  were  assessed 
against  the  shippers  in  addition  to  the  through  or  joint  rates  of  the 
Texas  &  Pacific.  On  the  latter  date  that  carrier  began  absorbing  the 
entire  charges  of  the  Belt. 

The  Missouri,  Kansas  &  Texas  and  the  Texas  &  Pacific  connect 
with  the  Belt  at  Belt  Junction,  and  the  charges  in  issue  here 
amounted  to  85  cents  per  car  during  the  periods  named. 

The  evidence  in  the  suspension  proceedings  was  made  a  part  of  the 
record  imder  the  formal  complaint  and  the  contentions  of  the  parties 
were  practically  the  same  there  as  here.  The  voluntary  action  of 
the  Missouri,  Kansas  &  Texas  and  the  Texas  &  Pacific  in  renewing 
their  absorptions  of  the  entire  charges  of  the  Belt,  and  our  order  in 
Absorption  of  Switching  Charges  at  Fort  Worthy  supra^  will  remove 
the  alleged  undue  prejudice  and  unjust  discrimination. 

The  prayer  for  joint  rates,  in  lieu  of  through  rates  out  of  whidi 
the  switching  charges  are  absorbed,  is  made  in  order  that  shippers 
served  by  the  Belt  may  not  be  subjected  to  increased  charges  in  the 
future  on  account  of  controversies  between  the  line-haul  carriers  and 
the  switching  line  as  to  the  amount  which  the  Belt  should  receive 

61 1.  0.  O. 


SWIFT  A  00.  V.  F.  W.  A  D.  0.  BY.  CO.  79 

for  its  services.  While  we  must  condemn  the  attempt  of  the  line- 
haul  carriers  and  the  Belt  to  force  an  issue  as  to  their  divisional 
arrangements  in  this  manner,  we  will  not  now  require  a  change  in 
the  mere  form  of  their  tariff  publications  to  preclude  a  recurrence 
of  such  action.  The  through  rates  now  provide  for  industry  deliver- 
ies on  the  Belt 

We  find  that  the  rates  and  charges  assailed  between  interstate 
destinations  and  industries  and  the  stockyards  served  by  the  Belt 
at  Fort  Worth  in  connection  with  the  Missouri,  Kansas  &  Texas  and 
the  Texas  &  Pacific  were  unreascmable  during  the  periods  between 
October  16, 1920,  and  January  24, 1921 ;  and  November  18, 1920,  and 
January  11,  1921;  inclusive,  respectively,  to  the  extent  that  they 
exceeded  the  line-haul  rates  from  and  to  Fort  Worth  to  and  from 
the  same  points  on  like  traffic,  viz,  to  the  extent  of  85  cents  per  car. 
No  order  for  the  future  is  deemed  necessary,  and  the  proceeding  will 
be  held  open  for  proof  with  respect  to  reparation. 
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Investigation  and  Suspension  Docket  No.  1247. 

COAL  FROM  CUMBERLAND  RAILROAD  TO  SOUTHEAST- 

ERN  POINTS. 


Bubmitted  January  ^6,  1921.    Decided  March  18,  1921. 


Proposed  increase  of  20  cents  per  ton  in  the  joint  rates  on  coal  from  mines  on 
the  Cumberland  Railroad  to  points  on  the  Louisyille  &  Nashville  and  con- 
nections in  Tennessee,  Virginia,  the  Carolinas,  Georgia,  Florida,  and  Ala- 
bama found  not  Justified.  Suspended  schedules  ordered  canceled  and  pro- 
ceeding discontinued. 

Charles  J.  Rixey^  W.  N.  McGehee^  and  N.  TF,  Proctor  for  respond- 
ents. 
C.  D.  Boyd  for  protestant.    * 

Report  op  the  Commission. 

Division  3,  Commissioners  Hall,  Aitohison,  and  Eastman* 

By  Division  3 : 

By  schedules  filed  to  become  effective  on  November  28,  1920,  re- 
spondents propose  to  increase  by  20  cents  per  ton  the  rates  on  coal 
from  mines  on  the  Cumberland  Railroad,  in  Kentucky,  to  destina- 
tions on  the  Louisville  &  Nashville  and  connections  in  G^rgia,  Ala- 
bama, Florida,  Tennessee,  Virginia,  and  the  Carolinas.  Upon  pro- 
test of  the  Southern  Appalachian  Coal  Operators  Association  the 
operation  of  these  schedules  was  suspended  until  April  27,  1921. 
Rates  and  divisions  of  rates  will  be  stated  in  amounts  per  net  ton. 
Originating  points  mentioned  are  in  the  state  of  Kentucky  except  as 
otherwise  specified. 

The  Cumberland  extends  in  a  southerly  direction  from  its  junc- 
tion with  the  Louisville  &  Nashville  at  Artemus  to  Anchor,  11.4* 
miles.  A  branch  extends  southwest  from  Sanford,  2.8  miles  north 
of  Anchor,  to  Wheeler,  3.7  miles.  Eight  or  ten  well-established 
mines,  as  well  as  several  recently  opened  wagon  mines,  are  served 
by  the  Cumberland.  About  95  per  cent  of  its  tonnage  is  coal,  aggre- 
gating some  15,000  tons  or  300  cars  per  month.  The  mine  capacity 
is  about  1,000  cars  per  month.  Its  engines  are  leased  from  the 
Southern,  which  owns  all  its  capital  stock  and  bonds,  and  it  is  sup- 
plied with  cars  by  the  Louisville  &  Nashville.  The  average  distance 
from  the  mines  to  Artemus  is  about  7  miles.  These  mines  are  sur- 
rounded by  shipping  points  in  group  8  of  the  Louisville  &  Nashville. 
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Artemus,  the  junction  point,  is  one  of  ihem.  Formerly  the  Cumber- 
land's joint  rates  with  the  LouisviUe  &  NashviUe  and  connections  to 
the  southeast  were  the  same  in  amount  as  the  combinations  of  the 
separately  established  rates  to  and  beyond  Artemus,  and  its  local 
rates  to  Artemus  were  10  cents  and  12.5  cents,  respectively,  from  the 
two  groups  into  which  its  mines  are  divided.  In  Brush  Creek  Mining 
(6  Mfg.  Co.  V.  L.  <6  N.  R.  R.  Co.y  89  I.  C.  C,  449,  we  found  these  joint 
rates  unreasonable,  and  prescribed  rates,  effective  August  20,  1916, 
not  to  exceed  5  cents  higher  than  the  contemporaneous  rates  from 
Artemus,  and  from  mines  on  certain  branch  lines  of  the  Louisville  & 
Nashville  also  in  group  3.  The  differential  became  6.5  cents  on 
August  26,  1920,  following  Increased  Rates^  19^0,  58  I.  C.  C,  220. 
It  would  become  26.5  cents  under  the  proposed  rates,  the  increase  of 
20  cents  to  accrtie  to  the  Cumberland  alone.  The  local  rate  from 
Cumberland  mines  to  Artemus  is  now  50  cents. 

The  Cumberland's  divisions  of  the  joint  rates  have  always  ex- 
ceeded the  differential.  When  the  5-cent  differential  was  established 
the  Cumberland  continued  to  receive  divisions  of  10  cents  and  12.5 
cents,  respectively,  from  its  two  groups.  These  divisions  were  in- 
creased to  12.2  cents  and  15.2  cents  following  the  increases  made 
under  general  order  No.  28  of  the  Director  General  of  Railroads  on 
June  25,  1918,  and  were  further  increased  to  15  craits  and  19  cents 
following  Increased  Rates^  1920^  supra.  They  were  not  increased, 
however,  following  The  Fifteen  Per  Cent  Case,  45  I.  C.  C,  303. 
They  would  be  35  cents  and  39  cents  imder  the  proposed  rates. 

The  difference  between  the  differentials  over  Artemus  and  the 
Ciunberland's  divisions  has  heretofore  been  absorbed  by  the  Louisville 
A  Nashville  as  its  connections  were  unwilling  to  reduce  their  pro- 
portions. 

The  Cumberland  is  in  the  hands  of  a  receiver,  and  at  the  time  of 
hearing  in  December,  1920,  was  being  operated  at  a  loss  of  about 
$2,000  monthly.  Its  deficits  for  fiscal  years  ended  June  30  were: 
$68,993.05  in  1916,  $58,675.73  in  1917,  $68,119.27  in  1918,  and 
$16,653.52  in  1919;  $9,420.78  for  January  and  February,  1920,  and 
$10,223.43  for  the  fiVe  months  ended  August  31,  1920.  It  is  esti- 
mated that  the  proposed  rates  would  yield  additional  revenue  of 
$3,000  per  month,  based  on  the  present  movement  of  15,000  tons  to 
all  destinations. .  Only  38  per  cent  of  the  total  tonnage  moves  to  the 
southeast.  Respondents  intend,  however,  to  propose  a  similar  in- 
crease of  20  cents  on  the  remaining  62  per  cent  of  the  tonnage  which 
moves  to  northern  points,  when  certain  tariff  complications  have  been 
adjusted  by  the  Louisville  &  Nashville,  which  issues  the  joint  tariffs. 

Protestant  attributes  the  financial  condition  of  the  Cumberland 

largely  to  car  shortage  and  contends  that  if  enough  cars  were  f  ur- 
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nished  the  present  divisions  would  yield  as  much  revenue  as  would 
the  proposed  greater  divisions  upon  the  amount  of  traffic  that  could 
be  moved  with  the  limited  number  of  cars  available  for  some  time 
past.  It  bases  this  contention  upon  an  assumed  movement  of  1,000 
cars  monthly,  the  capacity  production  of  the  Cumberland  mines. 
Respondents  regard  this  figure  as  excessive.  Computed  on  the  basis 
of  50  tons  per  car,  the  Cumberland  mines  shipped  7,025  cars  in  1915, 
7,613  cars  in  1916,  5,416  cars  in  1917,  4,060  cars  in  1918,  and  4,605 
cars  in  1919.  Apparently  the  Cumberland  operated  at  a  loss  of 
$10,223.43  from  April  to  August,  inclusive,  1920,  when  the  car  supply 
averaged  40.5  per  cent  of  cars  ordered,  and  at  a  loss  of  $40,087.^ 
during  the  corresponding  period  of  1919,  when  the  car  supply  aver- 
aged 90  per  cent.  The  question  of  car  supply  must  be  considered  in 
its  relation  to  the  demand  for  coal.  The  record  shows  a  ready 
market  for  all  coal  produced  on  the  Cumberland  prior  to  December, 
1920,  while  the  car  supply  was  inadequate,  and  a  lessened  demand  for 
coal  thereafter  when  the  car  supply  was  ample. 

The  financial  condition  of  the  Cimiberland,  although  an  important 
matter  for  consideration,  does  not  in  itself  warrant  an  increase  in 
rates.    The  question  of  divisions  is  not  in  issue. 

There  is  no  uniformity  in  differentials  over  the  jimction-point  rate 
as  between  the  Cumberland  and  other  short  coal  feeders  of  the 
Louisville  &  Nashville  in  Kentucky.  Only  one  other  of  these  feeders 
connects  with  the  Louisville  &  Nashville  at  a  point  in  its  group  3. 
This  is  the  Cumberland  &  Manchester,  which  extends  from  Barbour- 
ville,  4  miles  north  of  Artemus,  to  Manchester,  22.9  miles,  with  a 
branch  from  Horse  Creek,  21.9  miles  from  Barbourville,  to  Siebert, 
2.6  miles.  This  road  serves  17  mines  at  an  average  distance  of  14.6 
miles  from  Barbourville.  Prior  to  August  12,  1920,  the  differential 
over  Barbourville  on  coal  shipped  from  Cimiberland  &  Manchester 
mines  to  the  southeast  was  12.5  cents.  On  that  date  it  was  increased 
by  tariffs  which,  upon  protest,  we  declined  to  suspend.  The  present 
differentials  range  from  31.5  cents  to  44  cents,  compared  with  the 
present  differential  from  Cumberland  mines  of  6.5  cents  over 
Artemus,  and  the  proposed  differential  of  26.5  cents  over  Artemus 

The  Louisville  &  Nashville  states  that  it  shrinks  its  earnings  from 
Barbourville  and  from  Artemus  by  the  same  amount.  Protestant 
challenges  this  statement  and  asserts  that  the  division  sheets  show 
that  to  Atlanta,  Ga.,  for  example,  out  of  the  rate  of  $2.44  on  coal 
from  Artemus  and  Barbourville  the  Louisville  &  Nashville's  shrink- 
age is  9.5  cents  from  Cumberland  group-1  mines,  13.5  cents  from 
Cumberland  group-2  mines,  31  cents  from  Cumberland  &  Man- 
chester group-1  and  group-3  mines,  and  30.5  cents  from  Cumberland 

&  Manchester  group-2  mines. 
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The  Black  Mountain  Railroad  extends  from  Burchfield  in  the 
Louisville  &  Nashville's  group  4  to  Smith,  a  distance  of  6  or  8  miles. 
The  average  distance  from  the  mines  to  Burchfield  is  3  miles.  The 
present  rates  are  6.5  cents  higher  than  from  Burchfield,  the  same  in 
amount  as  the  Cumberland's  differential  over  Artemus.  On  coal  to 
the  southeast  from  mines  on  the  Black  Mountain  the  joint  rates,  how- 
ever, are  uniformly  12.5  cents  higher  than  those  from  mines  on  the 
Cumberland,  and  the  average  distance  is  27  miles  greater.  The 
Louisville  &  Nashville  states  that  it  shrinks  its  divisions  out  of  the 
joint  rates  from  mines  on  the  Black  Mountain  by  the  same  amount 
as  from  those  on  the  Cumberland. 

The  Ohio  &  Kentucky  Bailroad  extends  from  Ohio  &  Kentucky 
Jimction,  on  the  Louisville  &  Nashville  to  Licking  River.  The 
average  distance  from  its  15  mines  to  Ohio  &  Kentucky  Junction  is 
12.1  miles.  On  traffic  to  central  territory  the  rate  is  uniformly  26.5 
cents  higher  than  from  Ohio  &  Kentucky  Junction,  the  same  differen- 
tial as  is  here  proposed  from  the  Cumberland  mines.  There  appear 
to  be  no  joint  rates  published  from  Ohio  &  Kentucky  mines  to  the 
southeast. 

The  Louisville  &  Nashville  applies  the  junction-point  rate  from 
mines  on  the  Interstate  Railroad  with  which  it  connects  at  Appa- 
lachia,  Va.  On  coal  from  mines  on  the  Interstate  to  Cincinnati,  Ohio, 
for  exajnple,  the  Louisville  &  Nashville  receives  $1,698  for  its  haul 
from  Appalachia,  88.7  miles  beyond  Artemus,  whereas  for  its  haul 
from  the  latter  point  the  same  carrier  receives  $1.61  from  Cumber- 
land group-1  mines  and  $1.65  from  Cumberland  group-2  mines.  The 
application  of  the  junction-point  rate  from  the  Interstate  mines  re- 
sulted from  our  decisions  in  Stonega  Coke  <fe  Coal  Co.  v.  Z.  cfe  N. 
R.  R,  Co.,  39  I.  C.  C,  523,  and  47  I.  C.  C,  282.  Prior  to  these  de- 
cisions the  Southern  had  for  many  years  applied  the  group  rate  from 
those  mines. 

The  Louisville  &  Nashville  also  applies  the  junction-point  rate 
from  Alabama  mines  on  the  Birmingham  Southern.  It  states  that 
this  was  not  voluntarily  done,  but  was  the  result  of  competition  of 
the  Atlanta,  Birmingham  &  Atlantic,  and  contends  that  the  con- 
ditions affecting  the  adjustments  from  mines  on  the  Interstate  in 
Virginia,  and  on  the  Birmingham  Southern  in  Alabama,  are  sub- 
stantially different  from  those  affecting  the  adjustments  from  mines 
on  the  Cumberland  and  the  other  short  lines  named  in  Kentucky. 

Respondents  in  support  of  their  contention  that  the  proposed  rates 
from  Cumberland  mines  would  be  reasonable  introduced  exhibits 
comparing  them  with  numerous  rates  to  the  southeast  from  mines  on 
the  Louisville  &  Nashville  and  other  carriers  serving  related  groups. 
While  in  most  instances  the  ton-mile  yield  is  higher  from  other 
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groups  than  from  the  Cumberland  mines,  the  distances  are  usually 
much  shorter.  In  some  instances  the  ton-mile  earnings  from  farther 
distant  groups  are  lower  than  the  yield  from  the  proposed  rates  from 
the  Cumberland  mines.  For  example,  to  Atlanta  the  ton-mile  yield 
under  the  proposed  rates  from  Cumberland  mines  is  8.3  mills  for 
326  miles,  compared  with  7.92  mills  for  308  miles  from  the  Jellico 
group,  and  8.01  mills  for  320  miles  from  the  Pittsburgh  group. 
Study  of  these  figures  does  not  justify  respondents'  contention  that 
an  increase  of  20  cents  in  the  joint  rates  is  justified.  This  conclu> 
sion  is  reached  independently  of  protestant's  assertion  that  to  8  of 
the  14  destinations  shown  in  one  of  the  respondents'  principal  rate 
comparisons  the  distances  shown  from  Cumberland  and  Louisville  & 
Nashville  mines  to  points  in  the  Carolinas  via  Atlanta  are  consider- 
ably greater  than  those  through  Knoxville. 

We  find  that  the  proposed  increased  rates  have  not  been  justified 
and  that  the  schedules  under  suspension  should  be  canceled.  An  ap- 
propriate order  to  that  effect  will  be  entered  and  the  proceeding  dis- 
continued. 
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No.  11668. 
MANUFACTURERS  EXPORT  CLEARING  HOUSE 

V. 

DIRECTOR  GENERAL,  AS  AGENT. 


Submitted  December  10, 1920.    Decided  March  $,  1921. 


Domestic  storage  charges  assessed  at  Boston,  Mass.,  on  747  cases  of  preserved 
pineapples  shipped  from  New  York,  N.  Y.,  to  Boston  for  export,  and  subse- 
quently sold  in  the  Boston  market  f6r  domestic  consumption,  found  appli- 
cable and  not  unreasonable.    Ck)mplaint  dismissed. 

Robert  A,  Hunt  for  complainant. 
Oeorge  E,  Kimball  for  Director  Genen^. 

Repobt  of  the  Comhisbion. 

Division  8,  Commissioners  Halp,  Eastman,  and  Fosd. 

By  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  Robert  A.  Hunt,  is  ^igaged  in  the  export  business 
at  New  York,  N.  Y.,  und^  the  name  of  Manufacturers  Export  Clear*' 
ing  House.  By  complaint  filed  July  23, 1930,  he  alleges  thai  the  do- 
mestic storage  charges  assessed  on  747  cases  of  preserved  pineapples 
shipped  from  New  York  and  stored  at  Mystic  Wharf,  Boston,  Mass., 
from  January  8  to  July  3, 1918,  were  unjust  and  unreasonable.  We 
are  asked  to  award  reparation. 

The  shipment,  aggregating  32421  pounds,  was  part  of  a  carl<^^ 
originally  intended  for  export  to  France,  but  after  its  arrival  at 
Mystic  Wharf  the  French  government  decreed  that  further  ship- 
ments of  luxuries,  including  preserved  pineapples,  should  be  pr^ 
hibked  entry  into  France.  Complainant  sold  the  pineapples  in  the 
Boflton  mairkets  for  domestic  assumption.  Domestic  storage  charges 
approximating  $916.11  were  assessed. 

Complainant  contends  that  as  the  shipment  was  originally  in* 
tended  for  export  the  export  instead  of  the  domestic  storage  charges 
should  have  been  assessed.  He  admits  that  defendant  is  in  no  way 
responsible  iov  the  delay  which  caused  the  storage  charges  to  accrue, 
and  that  tiiie  charges  assessed  were  technically  applicable.  Com^ 
pUinant  does  not  contend  that  the  domestic  charges  were  unreason- 
able per  se^  but  that  they  were  unreaioiiable  by  reason  of  the  fad 
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that  they  exceeded  the  export  storage  charges,  which,  he  contends, 
under  the  circumstances  should  have  been  assessed. 

We  find  that  the  domestic  storage  charges  assailed  were  applicable 
and  not  unreasonable.    The  complaint  will  be  dismissed. 
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No.  10363. 
SOLVAY  PROCESS  COMPANY 

V, 

DELAWARE,  LACKAWANNA  &  WESTERN  RAILROAD 
COMPANY  AND  DIRECTOR  GENERAL,  AS  AGENT. 


SubnUtted  October  li,  1920,    Bedded  Uarch  8, 19U. 


Upon  further  hearing,  reparation  awarded.    Original  report,  5&  L CO., 280. 

H,  Duane  Bntce  for  complainant 
John  F.  Finerty  for  def^idants. 

RbpORT  of  TSB  COHMIfiSION  ON  FuBTHER  HSARIK0. 

By  the  Commission  : 

In  our  original  report  in  this  ca49e,  56 1.  C.  C,  980,  adopted  October 
21, 1919,  we  found  that  the  rates  charged  by  defendants  for  the  trans- 
portation oi  complainant^s  shipmaits  of  limestone  in  carloads,  from 
JamesTiUe,  N.  Y^  to  Solvay,  N.  Y.,  moving  after  June  25,  1918, 
were  unreasonable,  and  that  complainant  was  entitled  to  reparation, 
with  interest,  oh  shipments  moving  on  and  after  that  date.  We 
staled  that  the  amount  of  reparation  due  should  be  determined  in 
the  manner  provided  in  rule  V  of  the  Bules  of  Practice  and,  when 
so  determined,  that  the  entoy  of  an  order  for  r^Miration  would  be 
considered. 

Upon  supplemental  complaint  fikd  June  18, 1920,  alleging  that  de- 
fendants refused  to  dieck  and  certify  as  to  the  accuracy  of  statements 
ol  the  shipments  in  question  submitted  to  them  hj  complainant 
under  rule  V  of  the  Bules  of  Practice,  and  praying  for  additional 
reparation  to  include  shipments  moving  between  the  date  of  the 
ordinal  report  and  February  14,  1920,  when  our  order  herein  be- 
came effective,  further  hearing  upon  the  reparation  feature  was 
ordered. 

At  the  further  hearing  held  on  October  12,  1920,  it  was  explained 
that  defendants  had  refused  to  check  and  certify  as  to  the  acourafcy 
of  complainant's  reparation  statements  und^  the  misapprehension 
that  the  case  was  to  be  reheanL 
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Complainant  submitted  exhibits  showing  details  of  the  shipments 
of  limestone  from  Jamesville  to  Solvay,  made  during  the  period  from 
June  25  to  September  15,  1918,  both  inclusive,  on  which  it  paid  and 
bore  charges  at  the  rate  of  40  cents  per  long  ton,  and  during  the 
period  from  September  16, 1918,  to  February  13, 1920,  both  inclusive, 
on  which  it  paid  and  bore  charges  at  the  rate  of  30  cents  per  net  ton. 
The  rate  of  25  cents  per  long  ton  found  reasonable  and  prescribed 
by  us  was  established  February  14, 1920. 

We  find  that  during  the  period  from  June  25  to  September  15, 
1918,  both  inclusive,  complainant  made  shipments  from  and  to  the 
points  in  question  aggregatii^  159,770.81  long  tons,  on  which  it 
paid  and  bore  the  freight  charges  at  the  established  rate  of  40  cents 
per  long  ton,  and  during  the  period  from  September  16, 1918,  to  Feb- 
ruary 13,  1920,  both  inclusive,  shipments  aggregating  814,157.52  net. 
tons  additional,  on  which  it  paid  and  bore  the  freight  charges  at 
the  established  rate  of  30  cents  per  net  ton ;  that  it  has  been  damaged 
to  the  extent  of  the  difference  between  the  charges  paid  and  those 
which  would  have  accrued  at  the  rate  of  25  cents  per  long  to^  found 
reasonable  in  our  original  report;  and  that  it  is  entitled  to  repara- 
tion in  the  simi  of  $86,478.63,  with  interest  on  the  individual  excess 
charges  comprising  the  principal  sum  at  the  rate  of  6  per  cent  per 
annum  from  the  dates  on  which  such  charges  were  paid. 

An  order  awarding  reparation  will  be  entered, 
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No.  11389. 
KELSEY  WHEEL  COMPANY,  INCORPORATED, 

V. 

YAZOO  &  MISSISSIPPI  VALLEY  RAILROAD  COMPANY, 
DIRECTOR  GENERAL,  AS  AGENT,  ET  AL. 


BubnUiied  November  tt,  1920,    Decided  March  S,  1921. 


Rates  00  club-turoed  spokes,  In  carloads,  from  Goodman,  Bentonla,  Yazoo  City, 
and  Valley,  Miss.,  to  Memphis,  Tenn.,  found  unreasonable.  Measure  of 
maximum  reasonable  rates  prescribed  and  reparation  awarded. 

/.  F.  Norman^  C.  A.  NeWj  and  /.  H.  Townehend  for  complainant. 
John  F.  Finerty^  A.  P.  Hurriburg^  Alex.  M.  Bull^  and  Clinton  H. 
McKay  for  defendants. 

Repobt  of  the  Commission. 

Division  8,  Commissioners  Hall,  Eastman,  and  Fobd. 
Bt  Division  8 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner. 

Complainant,  a  corporation,  manufactures  spokes  and  other  vehicle 
material  at  Memphis,  Tenn.  By  complaint  seasonably  filed,  as 
amended,  it  alleges  that  defendants'  rates  on  club-turned  spokes,  in 
carloads,  from  Goodman,  Bentonia,  Yazoo  City,  and  Valley,  Miss., 
to  Memphis,  were  and  are  unreasonable,  unjustly  discriminatory, 
and  unduly  prejudicial  to  the  extent  that  they  exceeded  and  exceed 
the  rates  contemporaneously  applying  on  lumber.  We  are  asked  to 
prescribe  reasonable  rates  for  the  future  and  to  award  reparation  on 
shipments  made  since  September  5,  1919.  Rates  will  be  stated  in 
cents  per  100  pounds,  and  except  as  otherwise  noted  do  not  include 
the  increases  authorized  in  Increased  Ratea^  1920^  98  I.  C.  C,  220. 

Goodman  is  a  local  point  on  the  Illinois  Central ;  the  other  points 
are  local  to  the  Yazoo  &  Mississippi  Valley.  The  shipments,  which 
consisted  of  oak  and  hickory  club-turned  spokes,  moved  to  destina- 
tion over  the  respective  lines  originating  the  traffic.  In  the  absence 
of  commodity  rates  club-turned  spokes  take  sixth-class  rates  between 
points  in  southern  classification  territory.  The  following  table  shows 
the  commodity  rates  on  lumber,  including  hardwood  lumber,  and  the 
sixth-class  rates  effective  June  26,  1918,  from  these  several  points  to 
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Memphis;  also  the  commodity  rates  on  club-turned  spokes  from  and 
to  the  same  points  in  effect  during  portions  of  that  period  as  indicated : 


To  Mamphis  from— 


Goodman.. 
Bcntonia... 
Tasooaty. 
Valkj 


Distance. 


161 
190 
177 
184 


Commod- 
ity rates 

on 
lumber. 


Cents. 
12.5 
13.6 
12 
13 


Sixth- 

elass 

rates. 


Cents. 

34 

39 

36.5 

39 


Commoditj  nXm 
on  ohiD-turaed 
spokes. 


In  effect '  In  effect 

since  June  since  Fcib. 

25, 1918.     20, 1930. 


Cents. 
16.6 


Cents. 


10.6 

10 

10 


Up  to  the  time  of  the  hearing  35  shipments  had  moved.  Charges  on 
those  from  Goodman  and  Yazoo  City  were  assessed  at  the  applicable 
commodity  rates,  those  from  the  latter  point  having  moved  subse- 
quent to  February  20,  1920.  Some  of  those  from  Bentonia  and 
Valley  moved  prior  to  that  date  and  were  charged  the  class  rates, 
while  others  moved  subsequent  thereto  and  were  charged  the  com- 
modifcyratea 

Complainant  ^ows  that  the  contemporaneous  combination  rates 
from  B^itonia,  Yazoo  City,  and  Valley  were  23.5  cents,  basing  on 
Holly  Springs,  Miss.,  made  up  of  rates  of  16^  cents  to  that  point  and  7 
cents,  applicable  in  ccmnection  with  the  St.  Louis-San  Francisco 
beyond,  and  27.5  cents,  basing  on  Felts,  Tenn.,  made  up  of  rates  of 
16.5  cents  to  that  point  and  11  cents  back  to  Memphis;  also  that  the 
39-cent  rate  from  Bentonia  and  Valley  was  higher  than  the  rate  then 
in  effect  from  those  points  to  Detroit,  Mich.  It  further  shows  that 
lumber  rates  are  applied  on  dub-turned  spokes  by  all  the  lines  west 
of  the  Mississippi  River,  not  only  to  Memphis  but  to  other  Mississippi 
and  Ohio  Biver  crossings,  to  points  in  official  classification  terri- 
tory, and  to  Canadian  and  other  points,  by  some  of  the  east-side  lines 
to  Memphis^  by  all  the  east-side  lines  to  other  Mississippi  Biver  and 
Ohio  Biver  crossings,  to  points  in  official  territory  and  to  Canadian 
and  other  points,  and  by  the  Illinois  Central  to  dertinaticms  on  its 
lines  as  far  south  as  the  first  station  north  of  Memphis  and  the  first 
station  north  of  Grenada,  Miss.,  which  is  intermediate  between 
Goodman  and  Memphis.  It  is  testified  for  complainant  ind  not  dis- 
puted of  record  that  90  per  cent  ofitthe  movement  of  club-turned 
spokes  in  the  United  States  is  on  lumber  rates,  and  that,  with  the 
exception  of  the  movement  frcnn  the  points  in  question,  substantially 
the  entire  tonnage  of  this  commodity  to  Memphis  is  from  points  from 
which  the  hm^r  rates  are  applied.  Complainant  also  shows  that 
practically  all  tines  serving  Memphis,  including  defendants  and 
many  of  their  oomieetions,  apply  lumber  rates  to  an  extensive  list 
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of  lumber  products,  including,  generally,  box  and  barrd  material, 
carpenters'  molding,  ceiling,  flooring,  heading,  and  wainscoting, 
most  of  which  have  progressed  further  in  the  manufacturing  process 
than  club-turned  spokes  and  are  ready  for  commercial  use  in  the 
form  in  which  shipped. 

For  defendants  it  is  testified  that  commodity  rates  are  not  ordi- 
narily established  until  they  are  justified  by  the  development  of  a 
movement,  and  that  following  requests  therefor  they  were  established 
from  these  points  of  origin  to  Memphis;  that  lumber  is  a  raw  ma- 
terial rated  class  A,  in  carloads,  in  southern  classification  territory, 
while  club-turned  spokes  are  a  partially  finished  product  taking  a 
higher  rating,  and  that  the  relative  values  and  volume  of  movement 
differ  essentially ;  also  that  from  these  points  to  Memphis  the  lumber 
rates  are  mere  ^^ paper  rates"  and  that  the  movement  of  spokes  is 
sporadic.  They  refer  to  rates  on  spokes  from  and  to  a  number  of 
points  in  the  south  on  a  higher  basis  than  the  commodity  rates 
assailed  and  to  the  tariffs  of  numerous  carriers  in  various  sections 
of  the  country  which  do  not  provide  for  the  application  of  lumber 
rates  on  club-turned  spokes.  They  also  refer  to  rates  on  lumber 
from  and  to  various  points  in  the  south  and  to  various  distance 
scales  the  general  basis  of  which  is  higher  than  the  lumber  rates 
to  Memphis  from  the  points  of  origin  under  consideration.  They 
contend  that  the  lumber  rates  were  intended  primarily  for  rough 
lumber  and  that  such  rates  to  Memphis  have  been  influenced  by 
water  competition  and  are  on  too  low  a  basis  to  be  applied  to  dub- 
turned  spokes;  and  that  if  the  same  rates  are  to  be  maintained  on 
lumber  and  club-turned  spokes,  the  equalization  should  be  effected 
by  increasing  the  lumber  rates  rather  than  by  reducing  the  rates 
on  spokes. 

Defendants'  claim  that  the  lumber  rates  from  these  Mississippi 
points  to  Memphis  are  unduly  low  is  challenged  by  complainant, 
which  E^ows  that  they  compare  favorably  with  the  lumber  rates  of 
other  east-side  lines  to  Memphis  and  with  numerous  rates  on  lumber 
in  southern  territory,  which  we  have  approved  as  maxima.  It  also 
asserts  that  the  relatively  higher  rates  on  spokes  mentioned  by  de- 
fendants are  ''  paper  rates." 

We  found  that  club-turned  spokes  were  entitled  to  the  lumber  rates 
in  Eastern  Wheel  Mfrs.  Asso.  v.  A.  cfe  F,  Ry.  Co.,  27  I.  C,  C,  870; 
Memphis  Freight  Bureau  v.  A.  <6  V.  By.  Co.^  45  I.  C.  C,  121;  and 
Rates  on  Lumber  and  Lumber  Products,  62  I.  C  C,  598.  The  last- 
named  proceeding  was  a  general  investigation  respecting  the  rate 
relationship  of  lumber  and  various  lumber  products,  but  the  Mem- 
phis Freight  Bureau  Case,  supra,  involved  the  measure  of  the  n^es 
on  spokee  as  compared  with  the  lumber  rates  from  Delhi,  La.,  to 
Memphis,  and  in  the  Eastern  Wheel  Mfrs.  Asso.  Case,  supra,  the 
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reasonableness  of  the  rates  on  spokes  was  considered  as  compared 
with  the  lumber  rates  from  and  to  points  south  of  the  Ohio  Biyer 
and  also  from  and  to  other  extensive  territory. 

Defendants  seek  to  distinguish  between  these  cases  and  the  present 
case,  contending,  among  other  things,  that  in  certain  of  them  it  was 
shown  that  a  large  number  of  wood  articles  analogous  to  club- 
turned  spokes  were  transported  at  the  lumber  rates  and  that  spoke 
manufacturers  had  to  compete  with  manufacturers  of  lumber  and 
other  wood  articles  in  the  purchase  of  stumpage.  The  present  record 
discloses  that  there  is  considerable  movement  of  luiops  from  Yazoo 
City  to  Memphis  and  that  there  is  competition  between  lumber  and 
stave  mills  in  the  purchase  of  stumpage  in  this  territory. 

No  sufficient  reasons  are  shown  for  departing  from  the  principle 
laid  down  in  the  cases  referred  to.  We  find  that  the  rates  assailed 
were,  and  that  the  present  rates  are,  and  for  the  future  will  be,  un* 
reasonable  to  the  extent  that  they  exceeded,  exceed,  or  may  exceed 
the  carload  rates  contemporaneously  in  effect  from  and  to  the  same 
points  on  lumber  manufactured  from  the  same  kind  of  wood;  that 
complainant  made  the  shipments  as  described  between  September  6, 
1919,  and  July  8,  1920,  the  date  of  the  hearing,  and  paid  and  bore 
the  charges  thereon ;  that  it  hao  been  damaged  in  the  amount  of  the 
difference  between  the  charges  paid  and  those  that  would  have  ac- 
crued upon  the  basis  herein  found  reasonable ;  and  that  it  is  entitled 
to  reparation,  with  interest.  Complainant  should  comply  with  rule 
V  of  the  Kules  of  Practice. 

An  order  for  the  future  will  be  entered. 
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No.  10807. 
ILLINOIS  ZINC  COMPANT?-  ET  AL. 

V. 

DIRECTOK  GENERAL,  AS  AGENT,  MISSOURI  PACIFIC 

RAILROAD  COMPANY,  ET  AL. 


Submitted  Fehntary  17,  1921.    Decided  March  It,  1921. 


1.  Bates  on  (a)  zinc  ore,  In  carloads,  from  the  Joplln,  Mo.,  and  Miami,  Okla^ 

ore  districts  to  La  Salle  and  Peru,  111.,  on  (fr)  spelter  and  sheet  zinc,  In 
carloads,  from  La  Salle  and  Peru  to  eastern  tnmk  line  and  New  Wngtond 
territories,  and  (o)  the  aggregate  rates  on  ore  inbound  to  La  Salle  and 
Pern  and  either  sx)elter  or  sheet  zinc  outbound  to  aforesaid  eastern  terri- 
tories»  not  found  to  have  been  or  to  be  unreasonable  or  unduly  prejudicial. 

2.  Rates  on  zinc  ore,  in  carloads,  from  the  Platteville,  Wis.,  ore  district  to  La 

Salle  and  Peru,  III.,  found  to  have  been  and  to  be  unreasonable  to  the 
extent  indicated  in  the  report    Reparation  awarded. 

John  S.  Burchmore  and  Luther  M.  Walter  for  complainants. 

H.  G.  Herhel^  N.  S.  Brown,  A.  B.  Enoch,  L.  H.  Strasaer,  W.  F. 
Dickinson,  and  James  M.  Chancy  for  defendants. 

Frank  M.  Swacker  for  New  Jersey  Zinc  Company,  Mineral  Point 
Zinc  Company,  Prime  Western  Spelter  Company,  and  Tulsa  Fuel  & 
Manufacturing  Company,  interveners. 

Beport  of  the  Commission. 

Division  2,  Commissioners    Clark,  McChord,  and  Danobus. 

Clark,  Chairman: 

The  issues  here  involved  were  made  the  subject  of  a  proposed  re- 
port by  the  examiner,  and  exceptions  were  filed  by  complainants. 

The  complainants  are  the  Illinois  Zinc  Company,  a  corporation 
engaged  in  smelting  zinc  ores  and  manufacturing  zinc  products  and 
by-products  at  Peru,  111.,  and  the  Matthiessen  &  Hegeler  Zinc  Com- 
pany, a  corporation  engaged  in  like  business  at  La  Salle,  lU.  Their 
complaint,  filed  August  7,  1919,  and  thereafter  amended,  is  in  sub- 
stance as  follows:  In  the  past  they  have  received  at  their  smelters 
numerous  carload  shipments  of  zinc  ore  from  the  Joplin,  Mo.,  and 
Miami,  Okla.,  districts  and  numerous  carloads  of  zinc  ore,  including 
treated  ore,  from  the  Platteville,  Wis.,  district,  and  have  shipped  to 
eastern  trunk  line  and  New  England  territories  numerous  carloads 

of  slab  zinc  or  spelter,  and  other  zinc  products,  including  sheet  zinc. 
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The  inbound  ore  is  bought  and  the  outbound  products  are  sold  in 
competition  with  manufacturers  at  various  named  points  in  Illinois, 
Kansas,  Oklahoma,  and  Arkansas  and  at  points  in  West  Virginia, 
Pennsylvania,  and  Indiana,  and  the  products  are  sold  in  competition 
with  rolling  mills  in  the  above-named  eastern  territories  which  receive 
diipments  of  spelter  from  smelters  which  compete  with  complainants. 
It  is  alleged — 

1.  That  the  ore  rates  from  the  Joplin  and  Miami  districts  to  Peru 
and  La  SaUe  were  and  afe  unreasonable  and,  with  relation  to  the 
ore  rates  charged  complainants'  competitors  from  the  same  points 
and  from  Colorado,  unduly  prejudicial,  in  violation  of  sections  1  and 
3  of  the  act  to  regulate  commerce; 

2.  That  the  ore  rates  from  the  Platteville  district  to  Peru  and  La 
Salle  were  and  are  unreasonable  and,  with  relation  to  the  rates  ac- 
corded  complainants'  competitors  from  Mineral  Point,  Wis.,  to 
Depue,  111.,  unduly  prejudicial ; 

8.  That  the  spelter  rates  from  Peru  and  La  Salle  to  eastern  trunk 
line  and  New  England  territories  were  and  are  unreasonable  and, 
with  relation  to  the  corresponding  rates  from  the  competing  western 
points,  unduly  prejudicial ; 

4.  That  the  fifth-class  rates  maintained  <m  sheet  or  rolled  zinc 
from  Peru  and  La  Salle  to  the  above-named  eastern  territories  were 
and  are  unreasonable  and  unduly  prejudicial  to  the  extent  that  they 
have  exceeded  and  exceed  the  contemporaneous  sixth-class  rates,  and 
unreasonable  and  unduly  prejudicial  with  relation  to  the  correspond- 
ing rates  maintained  on  spelter  from  the  competing  producing  points 
to  the  competing  eastern  rolling  mills; 

5.  That  the  aggregate  rates  to  and  from  Peru  and  La  Salle,  as 
above,  were  and  are  unreasonable  and,  with  relation  to  the  aggregate 
rates  to  and  from  the  competing  points,  unduly  prejudicial. 

The  rates  so  assailed  are  further  challenged  as  violative  of  section 
10  of  the  federal  control  act.  The  relief  sought  embraces  lawful 
rales  for  the  future  and  reparation  on  all  shipments  of  ore  to  Peru 
and  La  Salle  within  the  statutory  period  preceding  the  complaint  and 
thereafter  to  the  date  of  our  order  herein. 

The  New  Jersey  Zinc  Company,  operating  a  smelter  and  also  pro- 
ducing roUed  zinc  at  Aquashicola,  Pa.,  the  Mineral  Point  Zinc  Com- 
pany, the  Prime  Western  Spelter  Company,  and  the  Tulsa  Fuel  & 
Manufacturing  Company,  operating  zinc  smelters  at  Depue,  111.,  lola, 
Kans.,  and  Collinsville,  Okla.,  respectively,  intervened  in  opposition 
to  the  complaint.  Bates  hereinafter  stated  are  in  cents  per  100 
pounds  and,  except  as  otherwise  indicated,  are  those  in  effect  at  the 
time  of  the  hearing,  prior  to  the  increases  authorized  in  Increased 
Rates,  1920, 58 1.  C.  C,  220. 
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Peru  and  La  Salle,  appro2umatd7  100  miles  west  of  Qucago,  XIL, 
so  closely  adjoin  one  anotiier  as  to  form  practically  one  commum^. 
Both  complainants  buy  zinc  ore  in  the  so-caUed  JopUn-Miami  m^ 
Mineral  Point-Platteville  districts,  the  Illinois  !?inc  Ckimpany  oth 
taining  about  20  per  cent  of  its  requirements  from  PlatteviUe  and 
the  balance  from  Joplin^Miami.  Neither  con^piainant  byys  the 
Colorado  ore,  which  is  lower  in  zinc  content,  the  ratio  bedng.  .about  40 
per  cent  to  60  per  cent  in  the  other  ores,  and  contains  obj^tionable 
impurities.  At  both  plants  the  inbound  shipments  of  ore  are  mi^ed 
or  blended  to  secure  uniform  results,  and  the  enstjing  sD^tiag 
process  produces  the  spelter,  or  slab  zinc,  with  some  sulphuric  acid 
as  a  by-product.  Roughly,  two  tons  of  the  Joplin-Miami  or  Mineral 
Point-Platteville  ore  produce  one  ton  of  spelter.  The  latter  com- 
modity in  the  form  of  slabs  weighing  about  50  pounds  eacb,  appears 
to  be  complainants'  principal  finished  product,  but  each  plant  is 
equipped  with  a  rolling  mill  in  which  spelter  is  rolled  into  sheets  of 
different  sizes  and  thicknesses,  as  required  by  the  trade,  ajud  hoih 
commodities  are  shipped  to  the  eastern  territories.  What  is  known 
as  '^  prime  western  spelter  "  is  the  grade  consisting  of  98.5  to.  99.5 
per  cent  pure  zinc,  and  appears  to  represent  the  standard. 

The  ore  from  Joplin-Miami  is  subjected  at  the  mines  to  what  is 
called  a  concentrating  process  before  shipment,  in  which  process  it 
is  crushed  and  washed  to  remove  the  dirt  and  other  refuse  matter. 
While  it  is  shipped  wet,  settlement  between  buyer  and  seller  is  made 
on  a  dry  basis,  the  price  depending  on  the  zinc  content  of  the  ore  as 
determined  by  assays.  The  base  or  standard  price  is  for  60  per  cent 
ore,  the  price  paid  in  each  instance  varying  about  $1  per  ton. for 
each  1  per  cent  over  or  imder  the  standard* 

The  ore  from  the  Mineral  Point-Platteville  district^  while  about 
the  same  as  the  Joplin-Miami  ore  in  zinc  content,  contains  iron 
pyrites,  and  much  or  most  of  it  is  subjected  to  an  additional  process 
before  shipment  to  the  smelters.  After  the  crushing  and  waahing 
at  the  mines,  it  is  forwarded  by  rail  or  wagon  to  separating  plants, 
where  it  is  given  a  light  roast,  which  drives  off  some  of  the  sulphur 
and  magnetizes  the  pyrites,  and  the  latter  are  then  removed  by  mag- 
netic separators.  Such  plants  are  maintained  at  Cuba  City,  Benton, 
New  Diggings,  Mineral  Point,  and  PlatteviUe,  Wis.  The  treated 
ore  is  loaded  directly  into  railroad  cars  at  each  plant.  Apparently 
there  is  also  an  outbound  movement  of  ore  which  has  not  been  sid)- 
jected  to  the  separating  process. 

While  the  evidence  indicates  a  wide  variaticm  in  prices  during  the 
past  few  years,  the  average  price  paid  by  complainants  in  1919  for 
grades  ranging  above  and  below  the  base  or  standard  approximated 
$45  per  ton.    In  periods  of  low  prices  the  mines  producing  the  lower 
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grades  close  down,  resuming  operations  as  higher  prices  afford  a 
profit,  and  many  mines  in  the  Joplin-Miami  field  are  idle  at  present. 
In  the  year  1918  there  were  shipped  474,745  tons  from  that  field  and 
120,854  tons  from  the  Wisconsin  field,  and  the  average  car  loading 
from  each  is  given  as  approximating  40  tons.  Competing  smelters 
buy  more  or  less  in  both  fields.  Except  in  times  of  car  shortage,  the 
loading  is  in  box  cars,  the  use  of  open  cars  exposing  the  ore  to 
damage  by  an  accumulation  of  cinders,  but  the  ore  is  weatherproof 
and  not  subject  to  pilferage  in  transit. 

ORE  RATES  FROM  JOPLIN-MIAMI  TO  PERU  AND  LA  SALLE. 

Joplin,  in  southwestern  Missouri,  Miami,  Okja.,  and  various  other 
points  are  in  the  Joplin-Miami  ore  district.^  Numerous  of  these 
Oklahoma  and  Kansas  points  are  also  embraced  within  the  so-called 
Kansas  gas  belt.  This  district  is  served  by  the  following  roads :  The 
St.  Louis-San  Francisco,  hereinafter  called  Ft*isco,  the  Missouri  Pa- 
cific, the  Missouri,  Kansas  &  Texas,  the  Kansas  City  Southern,  the 
Missouri,  Oklahoma  &  Gulf,  the  Miami  Mineral  Belt,  the  Oklahoma,  '^ 
Kansas  &  Missouri,  and  the  Joplin  &  Pittsburg. 

The  Joplin  field  proper  is  largely  exhausted  and  most  of  the  ore  is 
derived  from  Oklahoma,  Picher  being  about  the  center  of  heaviest 
production.  The  greater  portion  of  the  ore  from  the  district  origi- 
nates on  the  Miami  Mineral  Belt  and  the  Oklahoma,  Kansas  &  Mis- 
souri, the  former  leading. 

From  Joplin  to  Peru  and  La  Salle  the  assailed  rate  is  19  cents,  in- 
creased from  15  cents  on  June  25,  1918,  and  irom  points  on  the  two 
short  lines  last  mentioned  it  is  22  cents,  increased  from  17.5  cents  on 
the  same  date  and  from  17  cents  on  July  20,  W17.  By  the  applica- 
tion of  different  tests  complainants  endeavor  to  set  a  substantially 
lower  rate  as  the  maximum  for  application  from  all  points  in  the 
district.  The  first  of  their  witnesses  upon  this  question,  a  railroad 
analyst  and  statistician,  arrives  at  a  "constructive  rate"  approxi- 
mating 16.5  cents.  The  data  used  for  the  purpose  are  taken  from  or 
based  upon  the  annual  reports  for  1918  of  nine  western  trunk  lines 
which  participated  in  the  transportation  of  zinc  ore  under  the  rates 
in  issue,  not  including  the  Chicago  &  Alton,  Kansas  City  Southern, 
or  Frisco,  the  reports  of  which  latter  carriers  were  not  available  when 
the  exhibits  were  compiled.  Taking  the  stated  average  operated 
railroad  mileages,  revenue  tons  carried,  revenue  ton-miles  freight 
revenues,  and  loaded  freight  car-miles,  and  upon  the  basis  ol  a  com- 
puted average  haul  of  244  miles  on  all  freight  traffic  by  each  carrier, 
not  representing  the  average  total  haul,  average  load  per  car,  etc., 
less  an  estimated  carload  terminal  cost  of  $15  tax  each  line,  an  average 
car-mile  revenue  of  16.8  cents  on  such  traffic  is  obtained,  representing 
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the  "  1918  average  equated  to  present  rate  basis."  The  quoted  state- 
ment refers  to  the  increased  rates  following  general  order  No.  28  of 
the  Director  General  of  Bailroads.  Multiplying  this  factor  by  the 
indicated  "average  distances"  of  580  miles  from  Joplin  and  600 
miles  from  Miami  and  adding  a  two-line  terminal  allowance  of  $80, 
the  respective  products  or  theoretical  revenues  per  car  are  translated 
into  rates  of  16.2  and  16.6  cents  per  100  pounds,  respectively,  applied 
to  the  indicated  average  loads  of  78,600  pounds  of  zinc  ore.  The  eeti- 
mated  terminal  cost  is  said  to  be  based  upon  carrier  tests  made  in 
connection  with  MemphiS'SouthAJoeatem  Investigation^  55  I.  C.  C, 
515.  The  avowed  theory  of  the  "constructive  rate"  is  that  the  ore 
should  yield  no  grea,^r  revenue  per  loaded  car-mile  than  the  average 
revenue  obtained  from  all  freight  traffic,  which  the  witness  regards 
as  the  "  acid  test "  of  any  rate.  On  brief  complainants  disclaim  its 
applicability  to  high-grade  traffic,  but  submit  it  as  an  appropriate 
measure  of*  reasonable  rates  on  such  low-grade  traffic  as  zinc  ore, 
weighing  more  per  car  than  the  average  of  all  freight  and  requiring 
no  special  facilities  or  service. 

By  the  second  witness  numerous  rate  comparisons  are  submitted, 
which  it  is  unnecessary  to  discuss  in  great  detail. 

Eeferring  on  brief  to  Kansas  City  as  a  key  or  basing  point  on 
traffic  between  the  territories  on  either  side,  complainants  contend 
that  the  ore  rates  from  Joplin-Miami  to  Peru  and  La  Salle  are 
improperly  related  to  indicated  rates  from  Kansas  City.  The  com- 
plaint raises  no  question  of  undue  prejudice  or  preference  as  between 
Peru  or  La  Salle  ai^  Kansas  City,  but  certain  rate  situations  are 
contrasted  as  bearing  upon  the  reasonableness  of  the  rates  assailed. 
It  appears  that  ore  4rom  the  Joplin-Miami  district  is  shipped  to  a 
plant  at  Argentine,  Kaus.,  a  suburb  of  Kansas  City,  for  the  manu- 
facture of  sulphuric  acid,  and  that  at  least  in  the  past  the  calcined 
ore,  minus  only  the  sulphur  and  concentrated  to  that  extent,  has 
moved  to  an  aflUiated  plant  at  Springfield,  IlL,  for  smelting.  From 
Kansas  City  or  Argentine  to  Springfield,  802  miles,  the  ore  rate  is 
9  cents,  and  complainants  argue  that  the  rates  in  issue  should  be 
properly  related  thereto.  It  also  is  pointed  out  that  the  Kansas 
City  Southern  maintains  a  rate  of  5  cents  from  Kansas  City  to 
Joplin,  154  miles,  an^  that  if  the  rate  applied  in  the  opposite  direc- 
tion the  Kansas  City  combination,  embracing  an  11.5-cent  rate  from 
that  point  to  Peru  and  Lia  Salle,  would  be  16J^  cents,  equal  to  the 
"  constructive  rate  "  above  mentioned.  It  is  not  suggested,  however, 
that  there  is  or  has  been  a  movement  of  ore  from  Kansas  City  to 
Joplin,  and  as  the  rate  in  the  reverse  direction  is  10  cents  the  total 
rate  paid  on  Joplin  ore  treated  at  Argentine  and  reshipped  to  Spring- 
field is  19  cents.     The  corresponding  combination  to  Peru  and  La 
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Salle  would  be  21.6  cents,  2£  cents  higher  than  to  Springfield  and 
2£  cents  higher  than  the  through  rate  from  Joplin  to  Peru  and 
U  Salle. 

The  record  would  not  warrant  a  finding  that  the  proposed  baris 
would  be  appropriate ;  and  this  is  also  true  of  a  further  contention 
that  ore  rates  should  be  related  to  tiie  so-called  Kansas  City  basis  in 
the  same  manner  as  prescribed  with  respect  to  cement  in  Western 
Cement  Rates,  48  I.  C.  C,  201 ;  62  I.  C.  C,  226. 

Complainants  also  cite  the  contemporaneous  class-rate  structure 
as  evidence  that  the  rates  in  issue  are  improperly  related  to  Kansas 
City.  By  an  exhibit  contrasting  all  the  class  rates  from  Joplin,  Mo., 
and  Pittsburg,  Kans.,  to  La  Salle  with  those  from  Kansas  City  to 
La  Salle  the  former  are  shown  to  average  180  per  cent  of  the  latter. 
Zinc  ore  is  rated  class  D  in  the  governing  western  classification,  and 
the  corresponding  percentage  in  the  case  of  the  class-D  rates  is  122.6, 
although  complainants  question  the  movement  of  any  substantial 
amount  of  ore  on  class  rates.  Relating  the  commodity  rates  in  the 
same  way,  122.6  per  cent  of  the  11.6-cent  Kansas  City-La  Salle  ore 
rate  would  approximate  14  cents,  and  130  per  cent  would  approximate 
16  cents,  Joplin  to  La  Salle ;  whereas  the  19-cent  rate  from  Joplin  is 
166  per  cent  of  the  rate  frcmi  Kansas  City.  Or,  it  is  pointed  out, 
adding  to  the  11.6-cent  rate  from  Kansas  City«,the  4.6-cent  difference 
between  the  respective  class-D  rates  would  produce  a  rate  of  16  cents 
from  Joplin.  The  indicated  class  rates  from  Joplin  do  not  apply 
from  the  Miami  portion  of  the  field,  and  the  combination  class-D 
rate  from  La  Salle  over  Baxter  Springs  to  Picher,  as  representative, 
is  31  cents,  or  166  per  cent  of  the  Kansas  City-La  Salle  class-D  rate 
of  20  cents ;  and  166  per  cent  of  the  Kansas  City-La  Salle  11.6-cent 
ore  rate  would  approximate  18  cents,  as  against  the  rate  of  22  cents 
frcnn  points  on  the  originating  short  lines  to  Peru  and  La  Salle. 

Complainants  likewise  challenge  the  3-cent  local  rate,  originally  2 
cents,  applied  on  ore  by  each  of  the  originating  short  lines,  with 
particular  mention  of  the  Miami  Mineral  Belt.  This  local,  added  to 
the  19-cent  rate  carried  from  tiie  district  by  the  connecting  trunk 
lines,  makes  the  through  rate  of  22  cents  upon  which  practically  all 
the  ore  moves  to  Peru  and  La  Salle.  Complainants  point  out  that 
for  1918,  as  shown  by  the  annual  report  to  this  Commission,  the 
railway  operating  income  of  the  Miami  Mineral  Belt  was  almost 
60  per  cent  of  its  total  investment  in  road  and  equipment ;  and  argue 
that  as  to  the  great  bulk  of  the  traffic  the  short  lines  practically  take 
the  place  of  the  extensive  spurs  maintained  by  the  trunk  lines  to 
handle  tiie  ore  traffic  of  the  Joplin  section  and  from  which  the  rate  is 
19  cents.  They  insist  that  if  these  short  lines  are  entitled  to  any 
"  arbitrary,"  3  cents  is  too  much. 
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Defendants  challenge  the  theory  of  the  "  constructive  rate  "  as  im- 
practical and  unsound,  and  cite  California  Walnut  Orovsers  Aaso.  y. 
A,d:R.R.R,  Co,^  50  I.  C.  C,  668,  in  which,  criticizing  a  coniparison 
with  car-mile  revenues  on  all  freight,  we  observed  that  the  higher 
rates  paid  on  less-than-carload  freight  do  not  counterbalance  the 
lighter  loading,  and  pointed  out  the  wide  difference  betw^een  the  indi- 
cated car-mile  revenues  of  two  important  lines  included  in  the  com- 
parison in  that  case  as  indicative  of  the  care  that  must  be  exercised 
in  attempting  to  draw  conclusions  from  such  data.    In  the  instant 
case  the  "constructive  rate"  is  based  ui)on  the  returns  of  but  nine 
carriers,  the  performances  of  which  likewise  disclose  material  varia- 
tions.   Defendants  also  cite  Coke  Producers  Asso,  of  Connellsville  v. 
B,  cfe  O.  R.  R.  Co.^  27  I.  C.  C,  125,  and  later  cases,  in  vrhich  we 
pointed  out  that  the  ultimate  result  of  the  test  would  be  the  reduction 
of  all  rates  to  a  common  level ;  a  result,  it  may  be  emphasized,  that 
would  take  little  account  of  the  infinite  variety  of  circumstances  and 
conditions  pertaining  to  the  different  kinds  of  traffic  handled  in 
varying  hauls  between  a  multitude  of  points. 

Defendants  submit  a  number  of  counter  rate  comparisons,  also  un- 
necessary to  recite. 

With  the  exception  of  the  25  per  cent  increase  on  June  25,  191S^ 
the  rate  from  Joplin  to  Peru  and  La  Salle  had  been  increased  but  1 
cent  during  the  16  years  preceding  the  hearing,  the  latter  increase 
having  been  made  March  25,  1915,  when  the  rate  became  15  cents. 
This,  it  is  argued,  is  strongly  indicative  of  the  reasonableness  of  the 
rate  assailed,  when  it  is  borne  in  mind  that  within  the  past  few  years 
operating  costs  have  more  than  doubled.  The  record  discloses  that 
the  Miami  Mineral  Belt  Railroad  and  the  Oklahoma,  Kansas  &  Mis- 
souri Railway  were  constructed  primarily  to  meet  the  transportation  jj 
needs  of  mines  from  which  the  ore  formerly  had  been  conveyed  by 
wagon  to  the  nearest  railroad ;  and  at  present  by  far  the  greater  part 
of  the  traffic  handled  by  those  lines  consists  of  outbound  shipments  of 
ore,  necessitating  a  substantial  inbound  movement  of  empty  cars. 

As  practically  all  the  traffic  now  moves  from  that  portion  of  the 
district  served  by  the  two  short  lines,  the  reasonableness  of  the 
through  rate  of  22  cents,  considered  as  a  unit  and  without  regard 
to  the  amount  of  the  factor  added  to  the  rate  from  Joplin  proper, 
is  the  substantial  issue.  Little  aid  is  afforded  by  the  rates  with 
which  opposing  comparisons  are  made,  varying  materially  in  ton- 
mile  and  car-mile  earnings.  The  several  cited  rates  outbound  from 
Kansas  City,  not  a  producing  point,  upon  which  so  much  stress  is 
laid  in  argument,  are  but  portions  of  through  rates,  if  ever  actively 
used  at  all;  and  the  record  contains  nothing  to  indicate  that  they 
would  be  appropriate  measures  of  reasonable  rates  from  mines  to 
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adielters  or  that  the  rates  in  issue  should  be  in  any  way  related 
thereto.  Whether  or  not  to  be  r^arded  as  low-grade  traffic,  as 
characterized  by  complainants,  the  ore  is  handled  in  box  cars,  in- 
volving a  considerable  inbound  empty  movement  of  such  equipment, 
and  has  a  substantial  value.  When  all  is  said,  particularly  as  of  the 
period  covered  by  the  complaint,  a  rate  yielding  a  little  over  8.5 
mills  per  ton-mile  and  88  cents  per  car-mile  with  a  load  approxi- 
mating 40  tons,  computed  on  the  short-line  haul  of  514  miles,  can 
not  be  deemed  excessive;  and  this  is  likewise  true  of  the  rate  from 
Joplin  proper,  on  a  scmiewhat  lower  basis.  We  find  that  the  rates 
on  ore  from  tlie  Joplin-Miami  district  assailed  were  not,  and  that 
under  existing  conditions  the  present  rates  based  thereon  are  not, 
unreasonable. 

dnnplainants  submit  some  evidence  designed  to  show  that,  in  their 
relation  to  the  rates  assailed,  the  rates  on  zinc  ore  maintained  by 
auch  of  the  defendants  as  participate  in  the  transportation  of  that 
c(»nmodity  from  certain  Colorado  points,  of  which  Pueblo  and  Canon 
City  are  cited  as  representative,  and  from  the  Joplin-Miami  district, 
to  competing  smelters  in  the  gas  belt  and  in  Illinois  unduly  prefer 
those  smelters,  to  complainants*  prejudice.  According  to  their  ex- 
hibits, from  Canon  City,  for  example,  to  Bartlesville,  Okla.,  654 
miles,  and  to  Cherryvale,  Kans.,  623  miles,  the  rate  on  ore  of  declared 
or  agreed  value  of  $20  per  ton  or  less  is  15.5  cents,  increased  from 
12.25  cents  on  June  25,  1918 ;  on  ore  of  declared  or  agreed  value  of 
more  than  $20,  but  not  exceeding  $100^  the  rate  is  17  cents,  increased 
from  13.5  cents  on  the  same  date.  These  are  contrasted  with  the 
higher  rates  imder  attack,  which  apply  for  shorter  distances. 

Competing  smelters  in  the  gas  belt  are  much  nearer  the  Joplin- 
Miami  field  than  are  complainants,  but  in  the  sale  of  their  products 
complainants  possess  the  advantage  of  closer  proximity  to  the  eastern 
markets.  With  respect  to  the  gas  belt  the  gravamen  of  the  com- 
plaint seems  to  be  that  those  smelters  are  accorded  rates  on  their 
outbound  spelter  that  are  only  slightly  higher  than  complainants' 
rates  on  ore.  Complainants  cite  rates  to  St.  Louis  of  15.5  cents  on 
ore  from  Joplin,  332.5  miles,  and  of  17.5  cents  on  spelter  from  a 
gas  belt  point,  Cherryvale,  404  miles;  and  point  out  that  the  price 
of  spelter  is  fixed  at  St.  Louis,  Mo. 

Taking  200  poimds  of  ore  inbound  and  100  pounds  of  spelter 
outbound,  complainants  indicate  that,  under  the  adjustment  of  in- 
and-out  rates  from  Joplin  via  La  Salle  and  Hillsboro,  111.,  to  New 
York,  La  Salle  is  at  a  disadvantage  of  5  cents  in  the  aggregate  rates. 
On  an  equal  quantity  of  ore  inbound  and  spelter  outbound,  using 
the  100-pound  unit  on  which  the  rates  apply,  the  difference  in  the 
aggregate  favors  Hillsboro  to  the  extent  of  1.5  cents.    The  ship- 
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ments  in  and  out  of  La  Salle  moye  an  average  distance  of  1^64S 
miles  as  compared  with  1,886  miles  in  and  out  of  Hillsboro. 

For  defendants  and  interveners  it  is  reiterated  that  the  zinc  ocm- 
tent  of  the  Colorado  ore  used  by  smelting  plants  in  tiie  gas  belt  is 
much  lower  than  that  obtained  by  complainants  in  the  Joplin-Miami 
district.  Zinc  ore  is  not  produced  at  Pueblo  or  Canon  City,  but 
originates  at  points  from  which  to  PueUo,  for  example,  the  distances 
range  from  33  to  373  miles,  and  the  rates  from  most  of  the  produc- 
ing points  to  Pueblo  equal  or  exceed  the  rates  from  that  point  to 
the  gas  belt.  As  far  as  they  go,  the  exhibits  indicate  some  advan- 
tage, rather  than  disadvantage,  to  complainants  in  aggregate  trans- 
portation costs  per  ton  of  zinc  metal  to  New  York  as  between  Colo- 
rado ore  smelted  at  Depue  and  gas  belt  points,  Joplin-Miami  ore 
smelted  at  gas-belt  points,  and  Joplin-Miami  ore  smelted  at  Peru 
and  La  Salle. 

The  adjustment  of  rates  on  ore  from  the  Joplin-Miami  district 
complained  of  is  not  shown  to  have  been  or  to  be  unduly  prejiHiicial 
to  complainants. 

ORE  RATES  FROM  PLATTEVIIiLE-MINERAIi  POINT  TO  PERU  AND  LA  SAUJB. 

Platteville  is  in  southwestern  Wisconsin  and  is  served  by  branches 
of  the  Chicago  &  North  Western  Eailway,  hereinafter  called  the 
North  Western,  and  the  Chicago,  Milwaukee  &  St.  Paul  Railway, 
hereinafter  called  the  Milwaukee.  Platteville,  Mineral  Point,  and 
numerous  other  points,  some  of  them  served  by  the  Mineral  Point  & 
Northern  Railroad,  are  within  the  Platteville-Mineral  Point  district 

From  Platteville  to  Peru  and  La  Salle  the  rate  on  ore  is  10.5  cents, 
increased  from  8.5  cents  on  June  25,  1918.  This  rate  also  applies 
from  other  points  in  the  district,  but  the  bulk  of  the  ore  moves  from 
points  on  the  North  Western.  Complainants  compare  this  rate  with 
various  other  rates,  including  a  rate  of  2.5  cents  on  zinc  ore  from 
points  in  the  Platteville  district  to  Galena,  111.,  applicable  on  ore  to 
be  treated  at  Galena  and  reshipped  over  the  North  Western,  and  a 
rate  of  5  cents  from  Galena  to  La  Salle,  restricted  to  apply  on  treated 
ore;  and  contend  ^  that  a  2.5-cent  rate  into  Galena  and  a  5-cent  rate 
out,  both  voluntarily  established  by  the  defendants,  although  re- 
stricted to  traffic  that  is  given  free  transit  service  at  Gralena,  meaning 
therefore  a  greater  aggregate  service  for  the  defendants,  strongly 
emphasizes  the  unreasonableness  of  the  higher  through  rate."  Tlie 
local  rate  from  points  in  the  Platteville  district  to  Galena  was  4 
cents.    Counter  rate  comparisons  are  presented  by  defendants. 

During  the  period  of  federal  control  zinc-ore  shipments  were 
routed  through  Galena  in  connection  with  the  Burlington  or  Illinois 
Central.    The  distances  via  those  routes  are  136  and  145  miles,  re- 
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spectively,  from  Benton,  cited  as  the  center  of  the  group.  Preceding 
that  period  the  North  Western  received  substantially  the  entire  haul 
on  traffic  originating  on  its  line,  and  defendants  insist  that  that  car- 
rier will  not  consent  to  a  short  haul  under  private  control.  The  cur- 
rent tariff,  however,  makes  provision  for  routing  via  Galena  and  the 
Illinois  Central  imder  the  10.5-cent  rate,  and  complainants  insist  that 
this  is  the  natural  and  reasonable  route  for  shipments  of  ore  to  Peru 
and  La  Salle  and  should  be  used  in  determining  the  reasonableness  of 
that  rate.  The  "constructive  rate"  proposed  for  application  over 
the  short  route  is  6.8  cents.  The  average  distance  over  the  circuitous 
routes  composed  of  the  North  Western  to  Dixon  or  Spring  Valley, 
III.,  and  the  Illinois  Central  or  Eock  Island  beyond  is  250  miles,  and 
defendants  contend  that  the  traffic  normally  so  moves.  Ore  from 
points  on  the  Milwaukee,  and  from  points  on  the  Mineral  Point  & 
Northern  in  connection  with  the  Milwaukee,  to  Peru  and  La  Salle, 
apparently  requires  somewhat  longer  hauls,  the  indicated  average 
being  257  miles.  By  the  two  long  routes.  North  Western  and  Mil- 
waukee, the  10.5-cent  rate  yields  8.4  and  8.2  mills  per  ton-mile,  re- 
spectively; via  Galena  and  the  Illinois  Central  it  yields  14.5  mills. 
The  circuitous  routes  of  the  North  Western  so  far  exceed  in  length 
the  route  thro^h  Galena  as  to  justify  prescribing  a  rate  commen- 
surate with  the  service  over  the  short  route. 

Treated  zinc  ore  constitutes  the  bulk  of  complainants'  shipments 
from  the  Platteville-Mineral  Point  district.  Complainants  also  re- 
ceive some  green  or  untreated  ore,  the  amount  of  which  is  not  shown. 
One  of  their  exhibits  indicates  that  out  of  120,854  tons  of  ore,  includ- 
ing treated  ore,  from  that  district  in  1918  to  various  smelters  com- 
plainant Illinois  Zinc  Company  received  8,846  tons,  Matthiessen  & 
Hegeler  Zinc  Company  7,040  tons,  and  the  intervening  Mineral  Point 
Zinc  Company  7,255  tons.  In  addition,  the  latter  company  received 
at  Depue,  from  its  own  treating  plant  at  Mineral  Point,  about  477 
cars  of  ore.  On  the  basis  of  40  tons  per  car,  this  would  amount  to 
19,080  tons.  Complainants  argue  that,  because  of  the  difference  in 
rates  from  this  district,  they  have  been  unable  to  draw  their  full 
share  of  the  ore. 

A  5-cent  rate  applies  from  Mineral  Point  to  Howe-Depue  on 
treated  ore  which  moves  into  Mineral  Point  from  various  mines  in 
the  district  for  an  average  distance  of  about  45  miles  at  an  average 
rate  of  5.4  cents;  and  complainants'  competitor  at  Depue,  the  pro- 
prietor of  the  only  ore-treating  plant  at  Mineral  Point,  pays  in  the 
aggregate  10.4  cents  on  its  inboimd  ore  shipments  for  an  average 
aggregate  short-line  distance  of  232  miles.  The  treating  process, 
however,  reduces  green  ore  to  approximately  one-half  its  original 
volume.    Interveners  submit  an  exhibit  indicating  that  on  the  basis 
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of  two  tons  of  green  ore  inbound  to  Mineral  Point  and  one  ton  of 
treated  ore  outbound  to  Depue  the  total  freight  charges  borne  by 
the  Depue  smelter  are  substantially  in  excess  of  corresponding  aggre- 
gate charges  on  green  ore  to  Cuba  City,  Wis.,  and  treated  ore  thence 
to  Peru  or  La  Salle.  This  showing  is  not  comprehensive,  as  most 
of  the  ore  purchased  by  complainants  first  moves  from  the  mines 
to  treating  plants  at  rates  ranging  from  2.6  cents  upward,  and  the 
contrary  is  not  shown  with  respect  to  aggregate  rates  from  any 
points  in  the  district.  In  any  event,  it  appears  that  complainant 
Matthiessen  &  Hegeler  Zinc  Company  buys  its  ore  f .  o.  b.  points  of 
treatment  and  pays  only  the  rate  of  10.5  cents.  The  10.5-cent  rate 
from  the  grouped  ore-treating  points  of  the  district  to  Peru  and 
La  Salle  and  the  5-cent  rate  from  Mineral  Point  to  Howe  are  not 
aligned  in  accordance  with  the  respective  transportation  services 
thereunder. 

We  find  that  the  rates  on  ore  from  Wisconsin  points  assailed  were 
not,  and  that  under  existing  conditions  the  present  rates  are  not, 
unduly  prejudicial,  and  that  they  are  not  unreasonable  except  from 
Platteville,  Wis.,  and  points  taking  the  same  rates,  to  Peru  and 
La  Salle,  111.,  over  the  routes  of  the  North  Western  to  Galena  and 
either  the  Burlington  or  the  Illinois  Central  beyond.  We  find  that 
the  said  rates  via  those  two  routes  were,  are,  and  for  the  future  will 
be,  unreasonable  to  the  extent  that  they  exceeded  or  exceed  7£  cents 
per  100  pounds,  subject,  from  and  after  August  26,  1920,  to  the 
increases  authorized  in  Increased  BateSj  1920^  supra;  that  complain- 
ant, Matthiessen  &  Hegeler  Zinc  Company,  made  shipments  from 
Platteville,  Wis.,  and  points  taking  the  same  rates,  to  Peru  and  La 
Salle,  111.,  over  the  routes  described,  and  paid  and  bore  the  charges 
thereon ;  that  it  has  been  damaged  to  the  extent  that  the  charges  paid 
on  shipments  moving  from  said  points  and  via  said  routes  exceeded 
those  which  would  have  accrued  on  the  bases  herein  found  reason- 
able ;  and  that  it  is  entitled  to  reparation,  with  interest.  Complain- 
ant Illinois  Zinc  Company  is  also  entitled  to  reparation  on  any  ship- 
ments which  it  may  have  made  from  and  to  the  points  and  over  the 
routes  in  question  on  which  it  paid  and  bore  the  charges  at  rates 
herein  found  unreasonable.  The  exact  amount  of  reparation  due 
can  not  be  determined  on  this  record,  and  complainants  should  com- 
ply with  rule  V  of  the  Rules  of  Practice.  The  Illinois  Zinc  Com- 
pany in  complying  with  this  rule  may  submit  an  affidavit  to  the 
effect  that  it  paid  and  bore  the  freight  charges.  Provided,  however 
that  if  defendants  object  to  the  receipt  of  such  an  affidavit  com- 
plainant may  request  further  hearing  regarding  the  subject  matter 
thereof. 
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SFEI/TEB  FROM  LA  SALLE  AND  FEBU  TO  EASTERN  TERRITORIES. 

Prior  to  June  25, 1918,  the  rate  on  spelter  to  New  York,  as  a  repre- 
sentative point,  was  19.5  cents  from  Peru  and  La  Salle.  On  that 
date  it  was  increased  to  33  cents,  or  about  69  per  cent,  yielding  about 
6.5  mills  per  ton-mile.  Substantially  the  same  percentage  increase 
was  made  in  the  spelter  rates  from  other  Illinois  smelters,  except 
Springfield.  From  the  latter  point  the  rate  has  since  beea  increased 
to  35  cents.  The  contention  is  made  that  the  rate  on  spelter  from 
La  SaUe  and  Peru  established  on  June  25  reflects  an  increase  largely 
in  excess  of  that  prescribed  in  general  order  No.  28  of  the  Director 
Oeneral,  and  is  therefore  unauthorized.  It  is  urged  that  these  rates 
should  not  have  been  increased  to  a  greater  extent  than  25  per  cent. 
Attention  is  called  to  rates  on  spelter  from  Clarksburg,  W.  Va.,  to 
New  York,  N.  Y.,  and  Boston,  Mass.,  which  were  increased  only  25 
per  cent  on  June  25.  Defendants  assert  that  from  Clarksburg 
rates  generally  are  made  60  per  cent  of  the  basic  Chicago-New  York 
rates,  and  that  the  observance  of  that  adjustment  would  have  re- 
sulted in  an  increase  of  more  than  25  per  cent  in  the  spelter  rates 
from  these  points.  Complainants  also  cite  a  rate  of  22  cents  on 
spelter  from  Chicago  to  New  York  on  traiBc  originating  at  points 
west  of  Lake  Michigan  or  the  Mississippi  River  from  which  no 
through  rates  are  in  effect,  and  also  on  ore  originating  west  of  the 
Mississippi  River  or  Lake  Michigan  and  refined  in  transit  at  Chicago, 
and  it  is  shown  that  this  rate  does  not  represent  an  increase  corre- 
sponding to  that  made  on  complainants'  rate.  Defendants  answer 
that  this  rate  was  maintained  through  error  and  that  the  rate  should 
have  been  30  cents.  Following  the  hearing  the  22-cent  rate  was 
increased  to  30  cents. 

In  Anaconda  Copper  Mining  Co.  v.  Director  General^  57  I.  C.  C, 
723,  involving  rates  on  spelter,  inter  alia^  we  said : 

The  federal  control  act  provides  that  during  the  p^iod  of  federal  control, 
whenever  in  his  opinion  the  pubUc  interest  requires,  the  President  may  initiate 
rates,  fares,  charges,  classifications,  regulations,  and  practices  "by  filing  the 
same  with  the  Interstate  (Commerce  Commission."  No  order  for  the  filing  of 
rates  as  a  condition  precedent  to  the  lawful  initiation  thereof  is  required  by 
the  act  The  rates  attacked  as  unlawful  by  reason  of  the  alleged  failure  to 
observe  the  terms  of  General  Order  No.  28  were  filed  with  us  by  the  President 
through  bis  duly  appointed  agent,  and  a  failure  to  adhere  strictly  to  the  terms 
of  a  preliminary  order  of  the  Director  General,  which  is  not  required  by  the 
act,  and  in  the  absence  of  which  complainants*  contentions  would  be  without 
foundation,  can  not  be  construed  as  defeating  the  validity  of  the  rates  con- 
cerned. 

Spelter  is  rated  sixth  class  in  the  governing  official  classification, 
and  complainants  show  that  while  the  rate  on  spelter  to  New  York 
prior  to  June  25, 1918,  was  69  per  cent  of  the  oontemporaneous  sixth- 
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class  rate,  the  rate  assailed  is  about  80  per  cent  of  the  sixth-class 
rate  established  on  that  date.  The  "  constructive  rate  "  proposed  for 
spelter  is  25.5  cents  from  La  Salle  and  Peru  to  New  York.  In  com- 
puting this  rate  the  annual  reports  for  1917  of  16  eastern  and  New 
England  trunk  lines  which  participate  in  the  transportation  of 
spelter  are  used. 

Complainants  aver  that  their  dissatisfaction  with  the  spelter  rates 
rests  wholly  upon  what  they  call  the  extreme  and  unauthorized  in- 
crease on  June  25,  1918,  and  the  discriminatory  situation  produced 
by  the  relative  adjustment  of  inbound  ore  rates  and  outbound  spelter 
rates.  Incidentally,  the  relief  sought  in  this  connection  and  the 
further  relief  sought  by  way  of  reduction  of  the  eastbound  rates  on 
sheet  zinc  would  successively  affect,  in  some  undisclosed  degree,  the 
alleged  prejudicial  adjustment  of  eastbound  spelter  and  sheet-zinc 
rates,  presently  to  be  considered,  and  the  adjustment  of  rates  on 
those  commodities  themselves,  as  well  as  with  relation  to  one  another, 
from  the  different  producing  points. 

With  a  necessary  correction  in  one  of  complainants'  comparisons, 
using  Joplin  as  the  ore-originating  point,  on  the  basis  of  two  tons 
of  ore  inbound  and  one  of  spelter  outbound  to  New  York  the  total 
freight  charges  to  and  from  La  Salle  and  Peru  would  be  $1.70  in 
excess  of  the  total  charges  to  and  from  Caney,  Kans.,  a  point  in  the 
gas  belt.  For  interveners  it  is  testified  that  the  gas  belt  smelters 
generally  obtain  from  the  Joplin  district  ore  of  a  lower  zinc  content 
than  that  used  by  the  complainants,  and  they  argue  that  the  ratio 
of  two  tons  of  ore  inbound  to  one  of  spelter  outbound  is  not  an 
accurate  basis  of  comparison.  They  introduce  exhibits  indicating 
that  the  average  zinc  content  of  complainants'  ore  is  62  per  cent, 
while  that  used  by  representative  gas  belt  smelters  is  from  41  to 
59  per  cent.  Making  allowance  for  this  difference,  the  total  freight 
costs,  based  on  the  metallic  content  of  the  ores,  are  shown  to  be 
higher  for  the  gas  belt  points  on  their  inbound  and  outbound  ship- 
ments than  corresponding  costs  borne  by  complainants.  Similar 
showing  is  made  with  respect  to  the  inbound  ore  rates  from  Colorado 
points  to  the  gas  belt  and  Depue  and  outbound  rates  on  spelter  to 
New  York.  Viewed  from  the  standpoint  of  the  unit  of  quantity  on 
which  the  rates  are  applied,  with  reference  again  to  Joplin  ore, 
it  appears  that  the  aggregate  in-and-out  rate  which  La  Salle  and 
Peru  smelters  pay  is  52  cents,  as  compared  with  57.5  cents  for  Caney, 
the  point  named  in  complainants'  example.  Exhibits  of  record 
afford  a  substantially  similar  showing  as  to  other  points  with  smelt- 
ers with  which  complainants  come  in  competition. 

Defendants  insist  that  the  rate  on  spelter  in  effect  prior  to  June 

25, 1918,  was  abnormally  low  and  was  established  and  maintained  as 
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a  result  of  an  arrangement  which  they  were  unable  to  overcome  until 
the  issuance  of  general  order  No.  28.  In  the  percentage  adjustment 
of  eastbound  rates  Peru  and  La  Salle  take  rates  to  New  York  that 
are  110  per  cent  of  the  Chicago-New  York  rates,  and  this  is  the 
basis  of  the  assailed  rate  on  spelter  from  and  to  these  points.  With 
this  fact  in  view,  defendants  undertake  to  show  that  that  rate  is 
reasonable  by  comparing  the  Chicago-New  York  rate  of  30  cents 
on  the  same  commodity  with  rates  and  car-mile  earnings  on  other 
commodities  moving  from  and  to  the  same  points. 

The  rates  on  spelter  assailed  were  not,  and  under  existing  condi- 
tions the  present  rates  are  not,  unreasonable;  and  the  adjustment 
complained  of  is  not  found  to  have  been  or  to  be  unduly  prejudicial 
to  complainants. 

SHEET  ZINC  FROM  LA  SALLE  AND  PERU  TO  EASTERN  TERRITORIES. 

The  spelter  or  slab  zinc  produced  by  complainants  is  used  by  them 
to  a  large  extent  in  the  manufacture  of  sheet  zinc,  which  they  sell 
principally  in  territory  east  of  Buffalo,  N.  Y.,  and  Pittsburgh,  Pa., 
including  New  England.  In  the  manufacture  of  sheet  zinc  com- 
plainants come  in  competition  with  zinc-rolling  plants  located  chiefly 
in  the  east,  including  Palmerton  and  Aquashicola,  Pa.,  Wheeling, 
W.  Va.,  South  Hampton  and  Plymouth,  Mass.,  and  Waterbury, 
Conn.  Competing  zinc-rolling  plants  are  also  located  at  Green- 
castle  and  Muncie,  Ind.  These  rolling  plants  obtain  much  of  their 
spelter  from  western  smelters  with  which  complainants  compete  in 
the  production  of  that  commodity,  and  complainants  urge  that  in 
consequence  they  are  vitally  interested  in  the  relationship  of  the 
rates  to  eastern  points  as  between  sheet  zinc  and  spelter. 

The  price  of  sheet  or  rolled  zinc  ordinarily  exceeds  the  price  of 
spelter  or  pig  zinc  by  about  20  to  25  per  cent,  which  amounts  to 
from  2  to  2.6  cents  per  pound.  At  the  time  of  the  hearing  the  price 
of  spelter  was  $8  per  100  pounds  and  that  of  sheet  zinc  was  $9.66. 

Sheet  zinc  is  usually  shipped  rolled,  in  sheet-iron  casks,  weighing 
approximately  600  pounds,  but  is  also  shipped  flat,  in  boxes,  the 
weight  of  which  does  not  appear.  There  are  no  commodity  rates  on 
sheet  zinc  from  La  Salle  and  Peru  to  points  in  eastern  trunk  line 
and  New  England  territories.  Sheet  zinc  is  rated  fifth  class  in  the 
official  classification,  and  the  fifth-class  rate  from  La  Salle  and  Peru 
to  New  York,  approximately  1,018  miles,  is  49.5  cents,  increased  from 
39.5  cents  on  June  25, 1918.  The  49.5-cent  rate  yields  ton-mile  earn- 
ings of  9.7  miUs.  In  comparison,  complainants  cite  the  sixth-class 
rate  of  41.5  cents,  increased  from  83  cents  on  June  25,  1918,  from 
and  to  the  same  points.  They  also  submit  a  ^  constructive  rate ''  of 
34.5  cents. 
6il.C.a 
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Hates  on  spelter  from  competing  smelters  in  Illinois  and  the  gas 
belt  to  New  York  are  contrasted  with  the  fifth-class  rate  from 
Peru  and  La  Salle  to  the  same  point.  The  cited  spelter  rates  range 
from  30  cents  from  Danville,  111.,  to  62.5  and  63.5  cents  from  points, 
respectively,  in  the  Kansas  and  Oklahoma  sections  of  the  gas  belt 
to  New  York.  Prior  to  Jmie  25,  1918,  the  rate  to  New  York  on 
spelter  from  Depue,  Springfield,  Hillsboro,  CJoUinsville,  and  E!ast 
St.  Louis,  111.,  all  competing  smelter  points,  was  19.5  cents,  and  the 
fifth-class  rate  from  Peru  and  La  Salle  was  39.5  cents,  with  a  spread 
of  20  cents  between  them.  On  the  last-named  date  the  spelter  rates 
became  33  cents  from  Depue  and  35  cents  from  the  other  points, 
while  the  fifth-class  rate  applicable  on  sheet  zinc  from  Peru  and 
La  Salle  became  49.5  cents,  materially  reducing  the  spreads. 

Defendants  point  out  that  there  are  a  mmiber  of  sheet  metals, 
such  as  lead,  iron  or  steel  temeplate,  and  tin  plate,  rated  fifth  class, 
which  are  lower  in  value  than  sheet  zinc,  and  that  iron  or  steel  sheet 
generally  moves  at  fifth-class  rates.  It  is  urged  that  sheet  zinc 
should  not  be  rated  lower  than  fifth  class. 

Concerning  the  so-called  ^^constructive  rates''  offered  by  com- 
plainants, and  the  theory  that  the  traffic  in  question  should  yield  no 
greater  revenue  per  loaded  car-mile  than  the  average  from  all  freight 
traffic,  it  is  to  be  observed  that  the  theory  has  in  this  case  be^i 
applied  successively  to  ore  from  the  mines,  to  spelter  from  the 
smelters,  and  to  sheet  zinc  from  the  rolling  mills.  We  have  dis- 
cussed complainants'  contentions  as  to  the  aggregates  of  inbound 
rates  on  raw  products  and  outbound  rates  on  manufactured  products, 
but  we  are  not  to  be  imderstood  as  accepting  the  theory  that  such 
aggregates,  including  as  they  must  considerations  of  quality  and 
prices  of  raw  and  finished  products,  form  a  criterion  from  which  to 
measure  the  reasonableness  or  the  prejudicial  character  of  rates. 

We  find  that  the  rates  on  sheet  zinc  assailed  were  not  and  are  not 
unreasonable,  and  that  the  adjustment  complained  of  is  not  and  has 
not  been  unduly  prejudicial  to  complainants. 

An  appropriate  order  will  be  entered. 

61 1,  a  C. 
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No.  11234. 

RED  STAR  YEAST  &  PRODUCTS  COMPANY,  IN  BEHALF 
OF  THE  MILWAUKEE  VINEGAR  COMPANY, 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  CHICAGO  &  NORTH 
WESTERN  RAILWAY  COMPANY,  ET  AL. 


Submitted  August  12,  1920.    Decided  March  1,  1921, 


Charges  applicable  on  Imported  blackstrap  molasses  in  tank-car  loads  from 
Mobile,  Ala.,  to  Oudahy,  Wis.,  found  not  to  have  been  unreasonable  or 
otherwise  unlawful.    Complaint  dismissed. 

S.  J,  Bolton  iot  complainant. 

Beach  L.  Walker,  Charles  J.  Rixey,  /r.,  and  John  F.  Finerty  for 
defendants. 

Report  of  the  Commission. 

Division  8,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 :  • 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner. 

Complainant,  a  corporation,  manufactures  vinegar  at  Cudahy, 
Wis.,  under  the  trade  name  of  Milwaukee  Vinegar  Company.  By 
complaint  filed  February  12,  1920,  as  amended,  it  alleges  that  the 
charges  collected  by  defendants  on  21  tank-car  loads  of  imported 
blackstrap  molasses  shipped  from  Mobile,  Ala.,  to  Cudahy  between 
July  9,  1919,  and  February  2,  1920,  both  inclusive,  were  unjust,  un- 
reasonable, unjustly  discriminatory,  unduly  prejudicial,  and  in  vio- 
lation of  the  fourth  section.  The  prayer  is  for  reparation.  Rates 
will  be  stated  in  cents  per  100  pounds.  Unless  otherwise  noted  im- 
port rates  mentioned  herein  are  restricted  to  blackstrap  molasses  of 
value  not  exceeding  8  cents  per  gallon. 

Cudahy  is  a  local  station  on  the  Chicago  &.  North  Western,  7  miles 
south  of  Milwaukee,  Wis.  The  shipments  were  originally  consigned 
to  Milwaukee  and  were  reconsigned  from  that  place  to  Cudahy. 
Charges  were  collected  at  a  combination  rate  consisting  of  the  import 
rate  of  29  cents  to  Milwaukee  and  a  distance  rate  of  6  cents  thence 
to  Cudahy.  In  addition  a  reconsignment  charge  of  $2  per  car  was 
collected  on  15  of  the  shipments.  The  rate  applicable  was  a  combina- 
tion of  the  29-cent  rate  to  Milwaukee  and  the  class-C  rate  of  4.5 
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cents  beyond,  plus  the  applicable  reconsigning  charges.    Any  oat- 
standing  overcharges  should  be  promptly  refunded. 

The  import  rate  contemporaneously  applicable  from  Mobile  to 
Cudahy  was  39  cents.  Maintenance  of  that  rate  to  the  intermediate 
point  and  of  the  29-cent  rate  to  Milwaukee  was  in  disregard  of  the 
long-and-short-haul  provision  of  the  fourth  section.  Defendants' 
tariff  naming  the  Milwaukee  rate  provided,  in  accordance  with  rule 
77  of  Tariff  Circular  18-A,  that  upon  reasonable  request  therefor 
rates  would  be  established  to  intermediate  points  not  exceeding  those 
to  more  distant  points,  on  one  day's  notice.  Such  request  was  made 
by  complainant  on  several  occasions  prior  to  the  time  the  shipments 
moved,  but  was  not  complied  with.  This  failure  was  in  direct  viola- 
tion of  defendants'  tariff  provision,  and  complainant  might  have 
become  entitled  to  reparation  to  the  basis  of  the  29-cent  rate  if  the 
shipments  had  been  consigned  to  Cudahy.  As  they  were  billed  and 
moved  to  Milwaukee  the  failure  of  defendants  to  comply  with  this 
tariff  provision  does  not  afford  a  basis  for  an  award  of  reparation. 

Complainant  does  not  challenge  the  reasonableness  of  the  rate  to 
Milwaukee  or  of  the  class  rate  thence  to  Cudahy,  but  contends  that 
a  reasonable  charge  for  the  movement  from  Milwaukee  to  Cudahy 
would  not  have  exceeded  lower  switching  charges  contemporaneously 
applicable  on  other  and  related  commodities.  There  is  ordinarily 
no  movement  of  blackstrap  molasses  from  Milwaukee  to  Cudahy. 

We  find  that  the  charges  applicable  to  complainant's  shipments 
were  not  unreasonable  or  otherwise  unlawful.    The  complaint  will 

be  dismissed. 
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No.  11291. 

J.  B.  TAYLOR 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  GREAT  NORTHERN 

RAILWAY  COMPANY,  ET  AL. 


Suhmitted  Deoemher  18,  1920,    Decided  March  S,  1921. 


Rate  charged  on  sheep,  in  carloads,  from  Cascade,  Mont,  to  Chicago,  111., 
stopped  in  transit  for  grazing  at  Stone  Lake,  Wis.,  found  not  unreasonable 
or  otherwise  unlawful.    Ck)mplaint  dismissed. 

J.  W.  Goodman  for  complainant. 

A.  H.  L088OW  and  John  F.  Finerty  for  defendants. 

Repost  of  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner.  Upon  consideration  of  the  record  we  have  reached  con- 
clusions differing  from  those  suggested  by  him. 

Complainant  is  engaged  in  the  raising  and  marketing  of  live  stock 
in  the  vicinity  of  Cascade,  Mont.  By  complaint  filed  February  28, 
1920,  he  alleges  that  the  combination  rate  of  $1,195  per  100  pounds 
charged  on  certain  carloads  of  sheep  shipped  July  5  and  6, 1919,  from 
Cascade  to  Chicago,  111.,  and  stopped  in  transit  for  grazing  at  Stone 
Lake,  Wis.,  was  unjust,  unreasonable,  unjustly  discriminatory,  and 
unduly  prejudicial,  to  the  extent  that  it  exceeded  the  rate  of  85.5 
cents  subsequently  established.  We  are  asked  to  award  reparation  to 
this  basis.    Rates  will  be  stated  in  cents  per  100  pounds. 

The  shipments  aggregated  792,000  pounds  and  moved  in  36  double- 
deck  cars  as  routed  by  complainant  over  the  Great  Northern  to 
Superior,  Wis.,  thence  over  the  Minneapolis,  St.  Paul  &  Sault  Ste. 
Marie,  hermnafter  referred  to  as  the  Soo  line,  to  Stone  Lake. 
Charges  were  assessed  and  collected  on  the  basis  of  the  applicable 
rate  of  78.5  cents  to  Stone  Lake.  Subsequently,  during  the  f)eriod 
from  September  16  to  22,  1919,  23  carloads  of  these  sheep  weighing 
496,000  pounds  moved  from  Stone  Lake  to  Chicago  over  the  Soo  line, 
on  which  the  applicable  rate  of  41  cents  was  charged  and  collected. 

Cascade  is  a  local  station  on  the  Great  Northern  30  miles  south 
of  Great  Falls,  Mont,  on  what  'is  known  as  the  '^  Great  Falls-Butte 
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line."  Stone  Lake  is  a  local  station  on  the  Soo  line  389  miles  from 
Chicago.  The  average  distance  from  Cascade  to  Chicago  via  St. 
Paul,  Minn.,  is  1,509  miles  as  against  1,542  miles  over  the  Superior 
and  Soo  line  route  of  movement 

When  the  shipments  moved  the  joint  rate  from  Cascade  to  Clii- 
cago,  both  via  St  Paul  and  over  the  route  of  movement,  was  78.5 
cents.     In  connection  with  this  rate  grazing  in  transit  was  per- 
mitted at  certain  points  on  shipments  moving  via  St.  Paul  at  an 
additional  charge  of  7  cents  per  100  pounds.    This  rate  was  errone- 
ously quoted  to  complainant  by  defendants'  agent  at  Cascade  as 
applicable  over  the  route  of  movement,  but  defendants'  tariff  did 
not  at  that  time  permit  grazing  in  transit  at  Stone  Lake.    By  supple- 
ment to  the  tariff,  published  to  become  effective  September  16,  1919, 
and  to  expire  Jime  1, 1920,  the  application  of  the  grazing-in-transit 
arrangement  at  Stone  Lake  was  authorized  on  eastbound  sheep  when 
moving  over  the  Great  Northern  to  Superior  and  the  Soo  line  be- 
yond, at  the  joint  rate  plus  a  transit  charge  of  7  cents  per  100  pounds. 
The  record  shows  that  this  rate  was  published  to  aid  the  stock 
growers  in  the  drought-stricken  areas  of  the  west  in  order  to  con- 
serve as  much  as  possible  the  stock  industry  of  Montana  and  other 
western  states. 

Complainant  testified  that  had  he  known  the  correct  rate  he  might 
have  inquired  further  and  found  other  grazing  territories  where 
the  rate  of  85.5  cents  would  have  been  applicable.  He  relies  upon 
the  misquotation  of  the  rate  as  a  basis  for  reparation,  and  also  on 
the  fact  that  the  rate  sought  was  in  effect  over  other  routes  and  was 
subsequently  established  over  the  route  of  movement. 

Based  on  the  minimum  weight  of  22,000  pounds,  which  does  not 
appear  to  have  been  exceeded  by  any  of  the  shipments,  the  combina- 
tion rate  charged  yielded  car-mile  earnings  of  17  cents.  Defend- 
ants contend  that  this  shows  the  rate  to  have  been  unreasonably 
low  as  compared  with  the  rates  on  their  average  traffic.  The  rate 
sought  would  yield  car-mile  earnings  of  12.2  cents. 

It  is  well  settled  that  the  misquotation  of  a  rate  by  a  carrier  does 
not  of  itself  afford  a  basis  for  an  award  of  reparation.  The  record 
does  not  justify  a  conclusion  that  the  rates  charged  were  intrinsically 
unreasonable.  What  complainant  is  in  effect  seeking  is  -the  retro- 
active application  of  the  transit  service.  We  have  repeatedly  refused 
to  give  a  retroactive  effect  to  a  transit  arrangement  except  to  remove 
unlawful  discrimination.  Complainant  has  not  shown  unjust  dis- 
crimination or  undue  prejudice.  We  find  that  the  rates  assailed  were 
not  unreasonable  or  otherwise  unlawful.  The  complaint  will  be  dis- 
missed. 
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No.  11473. 
ATLANTIC  ICE  &  COAL  CORPORATION 

V. 

SOUTHERN  RAILWAY  COMPANY,  DIRECTOR  GENERAL, 

AS  AGENT,  ET  AL. 


Submitted  November  S,  1920.    Decided  March  1,  1921. 


Bate  on  ice,  in  carloads,  from  Jacksonville,  Fla.,  to  Atlanta,  Ga.,  found  not 

unreasonable.     Complaint  dismissed. 

Wm.  A.  Whnbish  and  W.  N.  McOehee  for  complainant. 
CJioa.  J.  Rixey,  jr.y  and  D.  Lynch  Younger  for  defendants. 

Repobt  of  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 : 

Exceptions  were  filed  by  the  defendants  to  the  report  proposed  by 
the  examiner.  Upon  consideration  of  the  record  we  have  reached 
conclusions  other  than  those  suggested  by  him. 

Complainant,  a  corporation  manufacturing  ice  at  Jacksonville, 
Fla.,  by  complaint  seasonably  filed,  alleges  that  the  rate  of  $4.30  per 
net  ton  charged  on  16  carloads  of  ice  shipped  during  July  and  August, 
1919,  from  Jacksonvi^e  to  Atlanta,  Ga.,  was  unjust  and  unreason- 
able to  the  extent  that  it  exceeded  $3  per  net  ton.  Reparation  is 
sought.  Rates  are  stated  in  amounts  per  net  ton,  unless  otherwise 
indicated,  and  do  not  include  the  increases  authorized  in  Increased 
Rates,  1920,  58  I.  C.  C,  220. 

The  shipments  moved  from  Jacksonville  to  Atlanta  over  the 
Georgia  Southern  &  Florida  to  Macon,  Ga.,  and  Southern  beyond, 
349  miles.  Charges  were  collected  at  the  applicable  commodity  rate 
of  $4.30.  This  applied  over  21  available  routes  for  an  average  dis- 
tance of  402  miles.  The  aggregate  weight  of  the  shipments  was 
459.15  tons,  and  the  average  weight  per  car  57,393  pounds,  or  28.7 
tons.  Using  the  average  weight  and  actual  mileage,  the  rate  assessed 
yielded  a  revenue  of  12.3  mills  per  ton-mile  and  35  cents  per  car- 
mile.  A  rate  of  $3  would  yield  8.6  mills  per  ton-mile  and  24.4  cents 
per  car-mile.  For  the  average  mileage  the  ton-mile  earnings  under 
the  rate  applied  were  10.7  mills  and  under  the  rate  sought  would  be 
7  mills. 
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Sodi  ft  $8  nte  was  ^iplkaUe  in  the  opposite  diiecdcML  On 
Aagmt  2$,  1919,  after  these  fJiipmmts  had  moTed,  defendants  es- 
taUiihed  a  $8  rate  at  oomplainant's  request  in  order  to  meet  an  ice 
ffaortage  at  Atlanta.  Under  normal  conditions  no  ice  moves  to  that 
point  from  Jadaonrille,  and  <m  Febroary  29,  1920,  the  $i^  com- 
modity rate  was  reestablidied.  There  is  no  record  of  any  ^pment 
since  1912  of  ice  in  carloads  from  Jacksonville  to  Atlanta  except  the 
16  carloads  on  which  reparation  is  soo^t,  and  no  traffic  need  for 
reinstatement  of  the  $3  rate,  subject  to  the  increases  authorized  in 
Increased  BaUSj  1920,  $upray  is  made  to  appear. 

Complainant  shows  by  way  of  comparison  a  rate  of  19  cents  per 
100  pounds  from  Atlanta  to  Cincinnati,  Ohio,  490  miles,  and  to  oUier 
Ohio  River  crossings,  which  was  also  established  to  meet  emergency 
situations.  Defendants  compare  the  rates  attacked  with  rates  from 
and  to  other  points  for  distances  equal  to  and  less  than  the  average 
distance  from  Jacksonville  to  Atlanta,  402  miles,  which  are  higher 
than  the  rates  assafled,  but  their  witness  had  no  knowledge  of  ship- 
ments  having  been  made  under  these  rates. 

In  Atlantic  Ice  cfe  Coal  Corp.  v.  C,  N.  O.  <&  T.  P.  Ry.  Co.,  41 
1.  C.  C,  409,  on  shipments  of  ice  made  in  July,  1913,  from  Chat- 
tanooga, Tenn.,  to  Cincinnati,  336  miles,  at  a  class-A  rate  of  20  cents 
per  100  pounds,  we  awarded  reparation  to  the  basis  of  a  subse- 
quently established  commodity  rate  of  12.5  cents  per  100  pounds.  The 
rate  charged  yielded  11.9  mills  per  ton-mile,  and  the  12.5-cent  rate 
7.4  mills.  The  increase  in  cost  of  operation  between  1913  and  1919 
and  the  resultant  necessity  for  increase  in  rates  are  matters  of  com- 
mon knowledge. 

Wc  find  that  the  rate  assailed  was  not  unreasonable  or  otherwise 
unlawful.    An  order  will  be  entered  dismissing  the  complaint. 
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No.  11397.^ 

J.  G.  McDonald  chocolate  company 

V, 

CENTRAL  OF  GEORGIA  RAILWAY  COMPANY,  DIRECTOR 

GENERAL,  AS  AGENT,  ET  AL. 


Submitted  November  15,  1020,    Decided  March  S,  1921, 


Rates  on  cocoa  butter,  in  carloads,  from  New  York  and  Brooklyn,  N.  Y.,  and 
Philadelphia,  Pa.,  to  Salt  Lake  City,  Utah,  found  unreasonable.  Reason- 
able maximum  basis  of  rates  prescribed  and  reparation  awarded. 

H.  W.  Prickett  for  complainant. 

John  F.  Finertj/j  J.  T.  Hammond^  jr.j  H.  A.  Scandrett^  George  H. 
Smithy  John  V.  Lyle^  and  /•  M,  Souhy  for  defendants. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

By  Division  3: 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner. 

The  complainant,  a  corporation,  manufactures  cocoa,  chocolate 
coating,  and  confectionery  at  Salt  Lake  City,  Utah.  By  complaint 
in  No.  11397,  filed  April  14,  1920,  it  alleges  that  the  rates  charged 
on  seven  carloads  of  cocoa  butter  shipped  during  the  period  from 
December  16, 1917,  to  December  30, 1919,  from  New  York  and  Brook- 
lyn, N.  Y.,  to  Salt  Lake  City  were  unreasonable,  unjustly  discrimi- 
natory, and  unduly  prejudicial  to  the  extent  that  they  exceeded  the 
rates  contemporaneously  applicable  upon  cocoa,  chocolate,  and  choco- 
late coating.  Violations  of  sections  4  and  6  of  the  interstate  com- 
merce act  are  also  alleged. 

By  complaint  in  No.  10857,  filed  August  26,  1919,  complainant 
alleges  that  the  charges  collected  upon  a  carload  of  cocoa  butter 
from  Philadelphia,  Pa.,  to  Salt  Lake  City,  which  moved  June  19, 
1917,  were  unjust  and  unreasonable  to  the  extent  that  the  charges 
assessed  thereon  from  St.  Louis,  Mo.,  exceeded  those  based  upon 
the  third-class  rate  from  that  point  to  destination.  The  factor  of 
the  combination  to  St.  Louis  was  not  assailed.    A  hearing  was  had 

upon  this  complaint  January  3,  1920,  at  which  time  complainant 

■  ■ '  .... 

^Tbl8  report  also  •mbraces  No.  19857,  Stme  «.  Pirector  G^BiienUr  PennsylTania  Ball^ 
road  Company,  at  aL 
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stated  that  the  complaint  was  not  broad  enough  to  cover  the  issue 
intended  to  be  raised,  and  requested  postponement  until  a  hearing 
could  be  had  upon  a  subsequent  complaint  involving  other  ship- 
ments from  Atlantic  seaboard  points  to  Salt  Lake  City  which  was 
to  be  filed  and  in  which  the  issues  would  be  properly  stated.  De- 
fendants acquiesced  in  this  request.  The  subsequent  complaint  re- 
ferred to  is  No.  11397.  Both  cases  were  then  set  for  hearing  on  the 
same  date.  No.  11397  was  heard  first.  Evidence  was  introduced 
by  complainant  to  show  that  the  rate  from  Philadelphia,  as  well 
as  the  rates  from  New  York  City  and  Brooklyn,  to  Salt  Lake  City 
was  unreasonable,  unjustly  discriminatory,  and  unduly  prejudicial. 
While  the  statement  made  for  the  record  in  No.  10857  at  the  first 
hearing  is  not  in  exact  terms  a  motion  to  amend  this  complaint, 
such  was  the  unmistakable  intention,  and  it  was  apparently  so 
understood  by  the  parties  at  the  time,  and  will  be  so  considered. 

We  are  asked  to  prescribe  reasonable  rates  for  the  future  and  to 
award  reparation.  Kates  will  be  stated  in  amounts  per  100  pounds. 
Where  present  rates  are  mentioned  they  do  not  include  the  increases 
authorized  in  Increased  Rates^  1920^  58  I.  C.  C,  220. 

Cocoa  butter  is  obtained  by  pressing  the  oil  from  the  cocoa  bean 
after  it  has  been  roasted  and  hulled.  The  oil  hardens  into  cake  form 
of  about  the  consistency  of  toilet  soap,  and  as  shipped  to  com- 
plainant was  packed  either  in  bales  or  cases. 

Three  of  the  shipments  from  New  York  moved  by  boat  to  south 
Atlantic  ports,  thence  by  rail  to  destination,  and  two  moved  all  rail. 
The  two  shipments  from  Brooklyn  and  the  one  under  No.  10857  from 
Philadelphia  moved  over  all-rail  routes. 

There  were  no  through  commodity  rates  in  effect  on  cocoa  buttet, 
and  the  rates  assessed  were  various  combinations,  which,  on  six  of 
the  shipments  from  New  York  and  Brooklyn,  made  a  total  rate  of 
$3.04  and  on  one  $2.89.  From  Philadelphia  charges  were  collected 
at  the  third-class  rate  of  59.4  cents  to  St.  Louis,  Mo.,  and  the  first- 
class  rate  of  $2.47  beyond. 

In  support  of  the  charge  that  the  fourth  section  was  violated, 
complainant  cited  rates  applying  on  "  grease,  n.  o.  s."  from  New  York 
to  Winnemucca,  Nev.,  396  miles  west  of  Salt  Lake  City.  The  western 
classification,  to  which  the  ^ipments  were  subject,  shows  cocoa  butter 
and  cocoa  grease  as  the  same  commodity.  The  commodity  rate 
referred  to  appears  in  the  tariff  under  the  caption  "  Packing-house 
Products,"  and  clearly  applies  to  packing-house  or  animal  grease  and 
not  to  cocoa  grease. 

The  alleged  violation  of  the  sixth  section  was  based  on  certain 
rates  applying  on  stearine.  Complainant  offered  the  testimony  of 
an  expert  chemist  to  prove  that  ooooa  butter  is  stearine  in  the  traffic 
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and  commercial  sense.  It  seems  clear  from  the  evidem^  that  the 
stearine  rates  cited  are  for  application  solely  to  a  packing-house 
product  made  from  animal  fats. 

When  the  ocean-and-rail  shipments  moved  carload  commodity 
rates  were  in  effect  from  New  York  and  Brooklyn  to  Salt  Lake  City, 
ocean  and  rail,  applying  on  cocoa  beans,  chocolate,  chocolate  coating, 
cocoa,  and  cocoa  shells,  minimum  30,000  pounds.  This  commodity 
rate  in  1917  was  $1.48,  increased  June  25,  1918,  to  $1.85,  and  on 
August  10,  1918,  to  $2,  the  present  rate.  A  commodity  rate  all  rail 
was  likewise  applicable  from  Philadelphia,  New  York,  and  Brook- 
lyn on  the  commodities  mentioned.  When  the  Philadelphia  ship- 
ment moved  that  rate  was  $1.56.  It  was  increased,  effective  on  March 
16, 1918,  to  $1.60,  and  on  June  25, 1918,  to  $2,  the  present  rate.  From 
New  York  there  was  and  is  a  straight  commodity  rate,  ocean  and  rail, 
minimimi  40,000  pounds,  applicable  on  cocoa  beans,  which  was  $1.02 
in  1917,  increased  June  25,  1918,  to  $1,275,  and  on  August  10,  1918, 
to  $1,375,  the  present  rate. 

Complainant  shows  that  eastbound  from  California  terminals 
carload  and  less-than-carload  commodity  rates  to  New  York, 
Chicago,  and  Missouri  Biver  points  have  been  published  which 
include  cocoa  butter  at  the  same  rates  as  cocoa,  chocolate,  chocolate 
coating,  and  coconut  butter.  In  1910  this  carload  rate  to  New  York 
was  75  cents,  minimum  30,000  pounds.  It  has  since  been  canceled ; 
but  the  less-than-carload  rate  still  in  effect  is  $1,875.  Under  the 
intermediate  application  provided  by  the  tariff  this  rate  and  the 
other  carload  and  less-than-carload  rates  to  Chicago  and  Missouri 
River  points  are  applicable  from  Nevada  and  Utah  points.  The 
carload  rate  to  Chicago  and  Mississippi  Biver  points  is  94  cents,  and 
the  less-than-carload  rate  the  same  as  to  New  York,  viz,  $1,875. 
Sef  erence  is  also  made  to  an  any-quantity  rate  on  cocoa  butter  of  $1.90, 
in  effect  between  October  10,  1910,  and  November  25,  1914,  to  Cali- 
fornia terminals  from  transcontinental  groups  A  to  F.  Complain- 
ant likewise  cites  a  $1.14  carload  rate,  minimum  30,000  pounds,  appli- 
cable on  vegetable  and  other  oils,  including  coconut  oil  in  cans,  boxed 
or  in  bulk  in  barrels,  in  effect  when  the  first  shipment  moved  and 
which  has  been  successively  increased  to  $1,425  and  $1,565. 

Finally,  it  is  stated  that  the  rates  from  California  points  to  Utah 
are  the  same  on  cocoa  butter  as  on  chocolate,  cocoa,  and  chocolate 
coating.  The  same  is  said  of  the  local  rates  from  Salt  Lake  City 
to  points  in  the  northwest. 

Defendants  show  that  originally  the  rating  on  cocoa  butter  was 

first  class  in  western  classification  and  that  effective  April  1,  1918, 

this  was  reduced  to  third  class,  carload  minimum  24,000  pounds. 

The  $1.90  rate  from  transcontinental  group  territories  A  to  F,  in- 
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elusive,  to  California  points  is  explained  as  having  been  established 
effective  July  11, 1904,  in  line  with  the  rates  on  drugs  under  which 
cocoa  butter  was  shipped,  it  being  used  in  the  manufacture  of  cos- 
metics. Prior  to  that  time  the  rate  had  been  $3,  any  quantity.  The 
carload  rates  from  California  terminals  to  New  York  City,  Chicago, 
and  Mississippi  River  points  are  said  to  have  been  influenced  by 
water  competition  via  the  Panama  Canal.  It  is  pointed  out  that  the 
Pacific  coast  is  not  producing  enough  cocoa  butter  for  its  own  needs, 
there  having  been  recent  carload  shipments  from  New  York  or  Phila- 
delphia to  the  Pacific  coast.  Because  of  this  fact  there  does  not  ap- 
pear to  be  any  necessity  for  rates  eastbound,  and  it  was  stated  that 
recommendation  for  the  cancellation  of  these  rates  would  shortly 
be  made. 

Defendants  contend  that  chocolate  in  its  various  forms  is  a  com- 
modity  which  has  been  used  universally  in  large  quantities  through- 
out the  United  States  for  domestic  as  well  as  for  manufacturings  use, 
and  that  the  volume  has  justified  the  carriers  in  establishing  com- 
modity rates.  During  the  three-year  period  from  1917  to  1919,  62 
carloads  of  chocolate  weighing  2,600,000  pounds  were  received  at 
Salt  Lake  City,  as  against  eight  carloads  of  cocoa  butter  weighing 
257,000  pounds.  Commodity  rates  have  not  been  accorded  cocoa 
butter  because  of  this  disparity  in  the  volume  of  movement,  it  is 
said. 

We  find  that  the  rates  assailed  were,  are,  and  for  the  future  will 
be  unreasonable  to  the  extent  that  they  exceeded  or  exceed  the  rates 
contemporaneously  appUcable  on  chocolate  and  chocolate  coating, 
in  carloads ;  that  complainant  paid  and  bore  the  charges  on  the  ship- 
ments as  described ;  that  it  has  been  damaged  in  the  amount  of  the 
difference  between  the  charges  paid  and  those  which  would  have  ac- 
crued at  the  rates  herein  found  reasonable ;  and  that  it  is  entitled  to 
reparation,  with  interest.  The  exact  amount  of  reparation  due  can 
not  be  determined  upon  this  record,  and  complainant  should  comply 
with  rule  V  of  the  Rules  of  Practice. 

An  order  for  the  future  will  be  entered. 
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No.  8767. 
UNITED  STATES  GYPSUM  COMPANY 

v. 

CULVER  &  PORT  CLINTON  RAILROAD  COMPANY, 
DIRECTOR  GENERAL,  AS  AGENT,  ET  AL. 


Submitted  November  8,  192a.    Decided  March  5,  1921. 


Cancellation  by  the  trunk  line  carrier  of  the  allowance  formerly  paid  to  com- 
plalpant  or  its  plant  facility,  the  Culver  &  Port  Clinton  Railroad,  found 
not  to  have  subjected  complainant  to  the  payment  of  unreasonable,  imjustly 
discriminatory,  or  unduly  prejudicial  rates.    Complaint  dismissed. 

Lester  L.  Falk^  L.  K.  Neeves^  and  Scott^  Bancroft^  Martin  cfe 
Stephens  for  complainant. 
John  F.  Finerty  and  D.  P.  Connell  for  defendants. 
Ernest  S.  Ballard  for  New  York  Central  Railroad  Company. 
James  J.  Walsh  for  Culver  &  Port  Clinton  Railroad  Company. 

ret»0rt  of  the  commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

By  Division  3 : 

The  complainant  corporation  operates  a  plant  for  the  manufac- 
ture of  gypsum  products  at  Culver,  Ohio.  By  complaint  filed  March 
27,  1916,  as  amended,  it  alleges  that  effective  April  1,  1914,  follow- 
ing our  original  report  in  the  Industrial  Railways  Case^  29  I.  C.  C, 
212,  the  defendant  carriers  canceled  the  rates  theretofore  applying 
from  its  plant;  that  thereafter  it  was  compelled  to  pay  the  charges 
of  the  Culver  &  Port  Clinton  Railroad,  hereinafter  called  the  Culver, 
to  Gypsum,  Ohio,  in  addition  to  the  rates  beyond  that  point;  and 
that  it  has  thereby  been  subjected  to  the  payment  of  unreasonable, 
unjustly  discriminatory,  and  unduly  prejudicial  rates.  Reparation  is 
asked  on  all  shipments  moving  since  April  1, 1914. 

A  hearing  was  had  on  July  12,  1916,  but  upon  request  of  counsel 
further  action  in  the*  case  was  postponed  until  we  should  determine 
the  status  of  the  Culver,  a  question  then  pending  in  the  Second  Indus- 
trial Raikoays  Case^  No.  4181.  By  order  dated  October  7,  1918,  the 
Director  General  of  Railroads  was  added  as  a  party  defendant.  A 
further  hearing  was  had  on  January  16, 1919. 

In  our  report  in  No.  4181,  entitled  Culver  A  Port  Clinton  R.  R. 
Co.^  68  I.  C.  C,  402,  decided  August  2, 1920,  we  found  that  road  not 
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to  be  a  common  carrier  subject  to  the  interstate  commerce  act,  and 
in  considering  the  case  now  before  us  it  will  be  treated  as  a  plant 
facility  of  complainant 

So  much  of  the  evidence  in  No.  4181  as  concerns  the  Culver  was 
introduced  by  complainant  as  an  exhibit  in  the  instant  case. 

Complainant  acquired  its  plant  at  Culver  by  lease  or  purchase  in 
1902.  At  that  time  it  was  served  by  tracks  extending  from  the 
mill  to  a  connection  with  the  Lake  Shore  &  Michigan  Southern  Rail- 
way, hereinafter  called  the  Lake  Shore,  at  Gypsum,  a  distance  of 
about  a  mile.  These  tracks  were  originally  built  by  the  Lake  Shore, 
which,  prior  to  the  acquisition  of  the  plant  by  complainant,  per- 
formed the  switching  apparently  without  any  charge  in  addition 
to  the  Gypsum  rates.  It  appears  that  after  complainant  acquired 
the  plant  an  arrangement  was  entered  into  with  the  Lake  Shore 
under  which  complainant  was  to  perform  the  switching  and  receive 
therefor  an  allowance  of  10  cents  per  ton  on  all  outbound  shipments. 
The  tracks  were  leased  to  complainant  at  a  rental  of  $360  a  year, 
were  to  be  maintained  by  complainant,  and  if  returned  to  the  carrier 
were  to  be  returned  in  the  same  condition  as  when  received. 

In  1905  the  Culver  was  incorporated,  as  described  in  Culver  dh 
Port  Clinton  R.  R.  Co.^  supra.  It  took  over  the  operation  of  the 
tracks  serving  complainant's  mill,  and  thereafter  received  the  10 
cents  per  ton  on  outbound  traffic  previously  paid  to  complainant. 
Effective  April  1, 1914,  following  our  decision  in  the  first  Industrial 
Railways  Case^  supra^  this  payment  was  discontinued,  and  from  that 
time  until  May  20,  1916,  complainant  paid  to  the  Culver  a  rate  of 
10  cents  per  ton  on  all  shipments  from  Culver  to  Gypsum,  shipments 
in  the  reverse  direction  being  hauled  free.  Effective  on  the  last- 
mentioned  date,  the  New  York  Central,  successor  of  the  Lake  Shore, 
published  a  terminal  allowance  to  the  Culver  of  $1.75  per  loaded  car 
on  all  carload  revenue  shipments.  Following  the  publication  of 
this  allowance  complainant  apparently  paid  to  the  Culver  10  cents 
per  ton  less  the  amount  of  the  allowance,  although  the  record  is  not 
entirely  clear  on  this  point.  Effective  October  1,  1916,  the  Culver 
published  a  local  rate  on  all  carload  revenue  shipments  between 
Culver  and  Gypsiun  of  $2.23  per  loaded  car,  and  a  proportional  rate 
between  the  same  points  applicable  on  traffic  to  and  from  points  on 
or  reached  by  the  New  York  Central  or  connections  of  48  cents  per 
loaded  car,  tins  being  the  difference  between  the  local  rate  of  $2.23 
and  the  allowance  of  $1.75  paid  by  the  New  York  Central  This 
tariff  still  appears  in  our  files  as  effective,  without  amendment. 

While  contending  that  the  application  of  the  Culver's  charge  In 
addition  to  the  line-haul  rates  was  unreasonable,  complainant  relies 
principally  upon  the  charge  of  undue  prejudice  based  on  the  fact 
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that  for  two  of  its  competitors  located  at  Gypsum  the  New  York 
CSentral  performs  the  necessary  switching  and  spotting  without 
charge.  These  competitors  are  the  American  Cement  &  Plaster 
Company  and  the  American  Oypsum  Company,  the  plants  of  which 
are  located  about  1,600  feet  north,  and  a  short  distance  south,  re- 
spectively, of  the  New  York  Central's  right  of  way.  The  plants  are 
served  by  a  series  of  private  tracks  connecting  with  the  tracks  of  the 
New  York  Central,  and  that  carrier  has  always  performed  the 
switching  and  spotting  for  both  industries  without  a  charge  addi- 
tional to  the  line-haul  rates.  The  service  which  the  New  York  Cen- 
tral performs  at  these  plants  is  similar  to  that  performed  for  com- 
plainant by  the  Culver,  except  that  the  haul  in  the  latter  case  appears 
to  be  somewhat  longer. 

The  track  maintenance  undertaken  by  complainant  under  the  lease 
subsequently  devolved  upon  the  Culver.  The  record  shows  clearly 
that  at  the  time  when  the  New  York  Central  discontinued  payment 
to  the  Culver  these  tracks  were  in  such  condition  that  it  was  im- 
possible for  the  engines  of  the  trunk  line  to  operate  over  them.  The 
record  does  not  indicate  that  complainant  has  ever  requested  the  New 
York  Central  to  perform  the  switching  service,  or  that  it  or  the 
Culver  has  offered  to  put  the  tracks  into  such  condition  as  to  make 
that  possible.  At  the  hearing  the  assistant  general  freight  agent  of 
the  New  York  Central,  testifying  for  defendants,  stated  that  his 
company  would  doubtless  be  willing  to  do  the  switching  if  the  track 
was  put  into  proper  condition  for  their  locomotives  to  operate  over. 

In  National  Malleable  Castings  Co.  v.  P.  <&  L.  E.  R,  R.  Co.^  51 
I.  C.  C,  537,  542,  we  said : 

A  detenDination  that  it  is  the  duty  of  the  line-haul  carrier  to  perform  a 
particular  switching  and  spotting  service,  for  the  performance  of  which  by  tlie 
industry  an  allowance  should  be  paid,  presupposes  that  the  nature  of  the  in- 
dustry is  such  as  to  permit  the  performance  of  that  service  by  the  carrier. 

The  record  indicates  that  at  no  time  since  April  1, 1914,  has  it  been 
possible  for  the  line-haul  carrier  to  perform  the  switching  service  to 
and  from  complainant's  plant.  It  is  manifest  that  the  circumstances 
and  conditions  surrounding  the  performance  of  the  service  at  the 
plants  of  complainant's  competitors  are  so  different  from  those  ob- 
taining at  complainant's  plant  that  no  undue  prejudice  can  be  said  to 
have  arisen  therefrom. 

We  find  that  the  cancellation  of  the  allowance  formerly  paid  to 
complainant  or  its  plant  facility,  the  Culver  &  Port  Clinton  Railroad, 
did  not  subject  complainant  to  the  payment  of  unreasonable,  un- 
justly discriminatory,  or  unduly  prejudicial  rates.  In  view  of  this 
finding  the  adequacy  of  the  subsequently  established  allowance  of 
$1.75  per  car  will  not  be  considered  here. 

The  complaint  will  be  dismissed. 
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No.  11645. 

NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE 

V. 

ABERDEEN  &  ROCKFISH  RAILROAD  COMPANY  ET  AL. 


Submitted  January  6, 1921.    Decided  March  15, 1921. 


The  Commission  is  without  jnrisdictio^  to  prescribe  unifdrm  liability  clauses 
to  be  contained  in  leases  or  contracts  for  the  construction,  maintenance,  and 
use  of  industrial  or  private  side  tracks.    Complaint,  dismissed. 

Luther  M.  Walter  and  John  S.  Burchmore  for  complainant. 

R.  W.  Barrett  for  defendants. 

Clifford  Thome^  W.  Y.  WUdmariy  and  John  D.  Reynolds  for 
American  Farm  Bureau  Federation,  Farmers'  National  Grain  Deal- 
ers' Association,  Grain  Dealers'  National  Association,  Western 
Petroleum  Refiners'  Association,  and  American  Independent  Petro- 
leum Association,  interveners. 

John  E,  Benton  for  National  Association  of  Railway  and  Utilities 
Commissioners. 

Report  op  the  Commission. 

Meter,  Commissioner: 

Complainant  is  a  volimtary  organization  composed  of  trade  and 
traffic  associations  and  individual  shippers.  By  this  complaint  it 
alleges  that  defendants,  which  comprise  practically  all  railroads 
subject  to  the  interstate  commerce  act,  have  severally  made  numerous 
leases  for  the  use  of  railroad  property  and  contracts  for  the  construc- 
tion, maintenance,  and  use  of  industrial  side  tracks  containing  clauses 
limiting  their  liability  for  loss  and  damage  caused  by  fire  from  loco- 
motives while  operating  over  such  tracks.  These  liability  clauses 
are  attacked  as  unjust,  unreasonable,  unduly  prejudicial,  and  other- 
wise unlawful  in  violation  of  sections  1,  3,  and  20  of  the  interstate 
commerce  act.  We  are  asked,  in  the  complaint,  to  require  the  defend- 
ants to  insert  in  all  of  their  leases  of  railroad  property  and  in  their 
sidetrack  agreements,  uniform,  reasonable,  nondiscriminatory,  non- 
preferential,  and  otherwise  lawful  liability  clauses. 

Soon  after  the  complaint  was  filed  complainant  and  defendants 
entered  into  negotiations  with  a  view  to  an  amicable  solution  of  the 
matters  in  issue.  As  a  result  of  these  negotiations  there  was  sub- 
mitted to  us  jointly  by  counsel  for  complainant  and  for  defendants 
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• 

the  proposal  that  we  approve  the  followmg  liability  dauses;  that 
we  recommend  their  general  adoption  and  use  in  contracts  for  the 
construction,  operation,  and  maintenance  of  industrial  sidetracks; 
and  that  the  complaint  be  dismissed : 

It  Is  understood  tbat  the  movemeDt  of  railroad  locomotives  involves  some 
risk  of  fire,  and  the  industry  assumes  aU  resix)nsibiUty  for  and  agrees  to 
indemnify  the  railroad  company  against  loss  or  damage  to  property  of  the 
industry  or  to  property  upon  its  premises,  regardless  of  railroad  negllgencot 
arising  from  fire  caused  by  locomotives  operated  Jt)y  the  raUroad  on  said  track, 
or  in  its  vicinity  for  the  purpose  of  serving  said  industry,  except  to  the  premises 
of  the  railroad  and  to  rolling  stock  belonging  to  the  railroad  or  to  others, 
and  to  shipments  in  the  course  of  transportation. 

The  industry  also  agrees  to  indemnify  and  hold  harmless  the  raUroad 
company  for  loss,  damage,  or  injury  from  any  act  or  omission  of  the  industry, 
its  employees  or  agents,  to  the  person  or  property  of  the  parties  hereto  and 
their  employees,  and  to  the  person  or  property  of  any  other  person  or  cor- 
poration, whUe  on  or  about  said  track;  and  if  any  claim  or  liability  other 
than  from  fire  shaU  arise  from  the  Joint  or  concurring  negligence  of  both 
parties  hereto  it  shaU  be  borne  by  them  equally. 

The  interveners  filed  a  petition  opposing  the  action  urged  by  com- 
plainant and  defendants. 

After  consideration  of  the  matters  presented  we  advised  the  par- 
ties that  if  the  essence  of  the  complaint  is  contained  in  the  proposed 
liability  clause  we  inclined  to  the  view  that  we  were  without  juris- 
diction to  pass  upon  a  contract  of  this  character,  and  requested  them 
to  file  briefs  upon  the  question  of  our  jurisdiction.  Briefs  have 
since  been  filed  by  the  parties  and  by  the  National  Association  of 
Bailway  and  Utilities  Conmiissioners  as  cmicuB  curicB.  No  hearing 
has  been  had,  and  the  case  stands  submitted  on  brief  upon  the 
jurisdictional  question. 

The  allegation  of  unreasonableness  is  predicated  on  that  part  of 
section  1,  paragraph  (9),  of  the  interstate  commerce  act,  which 
provides : 

Any  common  carrier  subject  to  the  provisions  of  this  Act,  upon  appli- 
cation of  any  *  *  *  shipper  tendering  interstate  traffic  for  transportation, 
shaU  construct,  maintain,  and  operate  upon  reasonable  terms  a  switch  con- 
nection with  any  such  *  *  *  private  side  trade  which  may  be  constructed 
to  connect  with  its  railroad,  where  such  connection  is  reasonably  practicable 
and  can  be  put  in  with  safety  and  wiU  furnish  sufficient  business  to  Justify 
the  construction  and  maintenance  of  the  same  *  *  *.  If  any  common  car- 
rier shaU  fail  to  install  and  operate  any  such  switch  or  connection  *  *  *• 
such  shipper  •  •  *  may  make  complaint  to  the  Commission,  *  *  *  and 
the  Commission  shall  *  *  *  determine  as  to  the  safety  and  practicnbllity 
thereof  and  Justification  and  reasonable  compensation  therefor,    *    *    *. 

This  language  clearly  refers  to  the  construction,  maintenance, 

and  operation  of  switch  connections.    We  have  held  that  under  its 

provisions  we  have  no  authority  to  require  a  railroad  to  construct 
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a  private  sidetrack,  and  that  our  authority  is  limited  to  requiring 
a  carrier  to  make  a  switch  connection  with  a  private  sidetrack. 
Winters  Metallic  Paint  Co.  v.  C.^  M.  A  St.  P.  By.  Co.,  16  L  C.  C, 
587.  Complainant  refers  to  our  report  in  Imperial  Wheel  Co.  v. 
St.  Z.,  /.  M.  {&  S.  Ry.  Co.,  20  I.  C.  C.,  56,  and  alleges  that  we  there 
took  jurisdiction  of  a  similar  question.   We  there  said : 

We  are  therefore  left  to  consider  the  single  question  whether  a  carrier,  as  a 
condition  precedent  to  its  undertaking  to  make  a  switch  connection  and  to 
operate  a  spur  track  leading  to  an  industry,  may  require  the  industry  to 
indemnify  it  from  liability  and  claim  for  loss  and  damage  by  fire  caused  by 
the  spariDS  or  burning  coals  from  its  locomotive  on  the  spur  track. 

We  found  that  the  conditions  respecting  its  liability  for  fire  on 
the  premises  of  the  complainant,  which  defendant  insisted  upon, 
did  not  seem  unreasonable,  and  dismissed  the  complaint.  However, 
in  that  case  the  question  of  jurisdiction  was  not  specifically  raised. 
And  subsequently  in  Ralston  Townsite  Co.  v.  M.  P.  Ry.  Co.,  22  I. 
C.  C,  354,  we  declined  to  take  jurisdiction  to  enforce  the  perform- 
ance of  a  sidetrack  agreement.  It  was  there  pointed  out  that 
complainant  failed  to  distinguish  between  the  physical  character- 
istics of  a  switch  connection,  which  we  can  require  in  a  proper  case 
under  authority  conferred  by  section  1,  and  a  private  sidetrack, 
which  we  can  not  require  a  carrier  to  construct. 

It  is  therefore  apparent  that  we  had  no  jurisdiction  under  section  1 
of  the  act  to  regulate  commerce  to  require  the  construction,  mainte- 
nance, and  operation  of  private  sidetracks.  Nor  does  it  appear  that 
the  act  as  amended  by  the  transportation  act,  1920,  enlarges  our 
powers  in  that  respect.  While  paragraphs  (18)  to  (21),  inclusive, 
of  section  1  of  the  interstate  commerce  act  contain  provisions  for  the 
extension  or  abandonment  of  the  lines  of  common  carriers  by  rail- 
road upon  authority  from  us  and  empower  us  under  the  conditions 
therein  set  forth  to  require  any  common  carrier  by  railroad  subject 
to  the  act,  after  hearing,  in  a  proceeding  upon  complaint  or  upon 
our  own  initiative  without  complaint,  "to  provide  itself  with  safe 
and  adequate  facilities  for  performing  as  a  common  carrier  car 
service  as  that  term  is  used  in  this  act,  and  to  extend  its  line  or  lines,^ 
paragraph  (22)  thereof  specifically  provides  that: 

The  authority  of  the  Commisision  conferred  by  paragraphs  (18)  to  (23.), both 
Inclusive,  shall  not  extend  to  the  construction  or  abandonment  of  spur,  indus- 
trial, team,  s>vitching,  or  side  tracks,  located  or  to  be  located  wholly  within 
one  state,  or  of  street,  suburban,  or  Interurban  electric  raUways,  which  are  not 
operated  as  a  part  or  parts  of  a  general  steam  railroad  system  of  transportation. 

From  this  it  is  clear  that  industrial  sidetracks,  located  or  to  be 
located  wholly  within  one  state,  are  excluded  from  the  provisions 
of  paragraphs  (18)  to  (21),  inclusive,  of  section  1  of  the  act. 
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The  demands  upon  a  carrier  which  lawfully  may  be  made  are  lim- 
ited by  its  duty.  Gt.  Northern  Ry.  v.  Minnesota^  238  U.  S.,  340,  346. 
But  it  is  not  its  duty  as  a  common  carrier  to  enter  into  a  contract  to 
lease  a  railroad  siding  to  a  shipper  or  to  enter  into  an  agreement  to 
operate  privately  owned  sidetracks.  The  liability  clauses  complained 
of  do  not  involve  the  question  of  rates,  nor  the  matter  of  facilities 
to  be  furnished  by  the  railroad  company  for  the  transportation  of 
property  under  its  obligation  as  a  common  carrier,  and  section  1 
does  not  confer  upon  us  the  power  to  pass  upon  liability  clauses  of 
leases  or  of  agreements  for  the  maintenance,  use,  and  operation  of 
such  industrial  sidetracks. 

This  brings  us  to  a  consideration  of  the  allegation  that  the  failure 
or  refusal  of  defendants  to  establish  and  maintain  uniform  liability 
clauses  in  their  leases  and  agreements  for  the  construction,  main- 
tenance, and  operation  of  industrial  sidetracks  results  in  undue  and 
unreasonable  prejudice  and  disadvantage.  In  OuUford  Lvmber  Mfg. 
Co.  V.  8.  Ry.  Co.^  63  I.  C.  C,  669,  670,  we  said : 

The  complaints  allege  violations  of  section  3,  but  fail  to  designate  the  in- 
dlvidnals,  organizations,  communities,  or  traffic  accorded  undue  or  unreasonable 
preference  or  advantage,  to  the  undue  prejudice  of  complainants.  Defendants 
were  not  put  upon  notice  of  the  particular  violations  of  law  they  were  called 
upon  to  defend.  Under  these  circumstances,  and  as  we  construe  the  record 
before  us,  no  issue  of  undue  prejudice  imder  section  3  has  been  properly 
raised    •    ♦    ♦. 

The  allegation  of  undue  prejudice  is  general  in  character  and  as  no 
hearing  has  be^i  had  this  issue  can  not  be  determined  at  this  time. 
Whether  undue  or  unreasonable  preference  or  advantage  exists  in 
a  particular  case  is  a  questipn  of  fact  It  does  not  follow  as  a  matter 
of  law  that  the  present  practices  of  defendants  are  unduly  prejudicial 
because  they  are  not  uniformly  the  same  in  all  parts  of  the  country 
and  as  to  all  shippers.  Differences  in  conditions  may  justify  varia- 
tions in  rules  and  practices.  Uniformity  is  highly  desirable  with  re- 
spect to  many  practices  of  common  carriers.  But  where  uniformity 
injuriously  affects  practices  that  are  essentially  local  it  is  not  de- 
sirable. In  any  event  it  can  not  be  said  that  the  failure  of  defendants 
to  establish  uniform  liability  clauses  with  respect  to  leases  of  in- 
dustrial sidetracks  is  of  itself  unduly  prejudicial.  If  notwithstand- 
ing the  decision  here  made  of  the  jurisdictional  question  complain- 
ant desires  to  press  the  issue  of  undue  prejudice,  the  matter  may 
again  be  brought  to  our  attention  for  consideration. 

It  is  also  alleged  by  complainant  that  the  liability  clauses  in  exist- 
ing leases  for  industrial  sidetracks  are  in  violation  of  section  20  of 
the  act  in  that  they  unlawfully  limit  defendants'  liability  for  loss, 
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damage,  or  injury  to  property.  Paragraph  (11)  of  section  20 
provides : 

That  any  common  carrier,  railroad  or  transportation  company  subject  to  the 
provisions  of  this  act  receiving  property  for  transportation  from  a  point  In  one 
State  or  Territory  or  the  District  of  Columbia  to  a  point  in  another  State,  Ter- 
ritory, District  of  Columbia,  or  from  any  point  in  the  United  States  to  a  point 
in  an  adjacent  foreign  country  shall  issue  a  receipt  or  bill  of  lading  therefor* 
and  shall  be  liable  to  the  lawful  holder  thereof  for  any  loss,  damage,  or  injury 
to  such  property  caused  by  it  or  by  any  common  carrier,  railroad,  or  trans- 
portation company  to  which  such  property  may  be  delivered  or  over  whose  line 
or  lines  such  property  may  pass  within  the  United  States  or  within  an  adjacent 
foreign  country  when  transported  on  a  through  bUl  of  lading,  and  no  contract, 
receipt,  rule,  regulation,  or  other  limitation  of  any  character  whatsoever,  ^aU 
exempt  such  common  carrier,  railroad,  or  transportation  company  from  the 
liability  hereby  Imposed    •    •    ♦. 

The  property  referred  to  in  this  provision  obviously  refers  to  prop- 
erty  offered  for  transportation,  and  does  not  relate  to  buildings  or 
other  property.  The  Supreme  Court  of  the  United  States  in  Chicago^ 
R.  I.  (&  Pac.  Ry.  v.  Maucher^  248  U.  S.,  359,  said :  "  But  the  Carmack 
Amendment  deals  only  with  the  shipment  of  property."  If  the 
parties  desire  to  make  use  of  the  liability  clauses  upon  which  they 
have  agreed  we  think  that  in  the  second  clause  there  should  be  in- 
serted words  similar  to  those  in  the  first  excepting  shipments  in  the 
course  of  transportation.  Complainant  refers  to  our  decision  in 
BUU  of  Lading^  52  I.  C.  C,  671,  and  calls  attention  to  what  we  said 
on  the  question  of  jurisdiction.  It  contends  that  ^'  the  terms  of  the 
statute  and  the  interpretation  thereof  by  the  Commission  are  on  all 
fours  with  the  situation  presented  in  this  case."  We  there  referred 
to  the  fact  that  the  act  specifically  made  it  the  duty  of  all  carriers 
subject  thereto  to  establish  just  and  reasonable  regulations  and 
practices  affecting  the  issuance,  form,  and  substance  of  bills  of  lad- 
ing, and  said : 

Thus  the  Oommlssion  has  power  and  authority  under  the  act  to  determine 
the  reasonableness  of  rules,  regulations,  and  practices  of  the  carriers,  and  to 
require  them  to  cease  and  desist  from  the  enforcement  of  rules  and  regulations, 
and  the  continuance  of  practices  found  to  be  unreasonable  or  unjustly  dis- 
criminatory, or  unduly  prejudicial.  And  herein  lies  the  Commission's  power 
to  lay  hands  upon  the  '  issuance,  form,  and  substance '  of  bills  of  lading.  The 
act  specifically  requires  carriers  subject  thereto  to  issue  biUs  of  lading.  The 
Commission  has  undoubted  authority  to  enforce  this  requirement  in  a  proper 
proceeding. 

The  decision  in  that  case  has  reference  only  to  rules,  regulations, 
and  practices  governing  the  transportation  of  property.  It  has 
nothing  to  do  with  liability  clauses  contained  in  leases  or  agreements 
involving  property  not  offeired  for  transportation.  That  report  also 
points  out  that  the  act  specifically  requires  carriers  subject  thereto 
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to  issue  bills  of  lading.  But  it  does  not  follow  that  we  have  like 
authority  to  prescribe  the  form  and  substance  of  liability  clauses  in 
leases  and  agreements  affecting  industrial  sidetracks.  We  have 
repeatedly  held  that  claims  against  common  carriers  for  loss,  damage, 
or  delay  to  property  are  governed  by  general  legal  principles,  and 
are  determinable  by  the  courts. 

An  order  will  be  entered  dismissing  the  complaint. 


No.  11470. 
MEMPHIS  FREIGHT  BUREAU 

V. 

DIRECTOR  GENERAL,  AS  AGENT. 


PORTIONS  OF  FOURTH  SECTION  APPLICATIONS 

NOS.  799,  1548,  AND  2138. 


Submitted  October  t5,  1920.    Decided  March  S,  1921. 


Rate  on  cotton  ixom  Jackson,  Tenn.,  to  CSordova,  Ala.^  found  to  have  been  un- 
reasonable.   Reparation  awarded. 

Jos.  S.  DoiHmt  for  complainant 

D.  Lynch  Younger^  B.  A.  Ohadmch^  and  Oharies  J.  Kimey^  jr.^  for 
defendant 

Report  of  the  Comkission. 

Division  3,  Commissionebs  Hall,  Eastman,  and  Fobd. 

By  Division  3: 

Exceptions  were  filed  by  defendant  to  the  report  proposed  by  the 
examiner.  Upon  consideration  of  the  record  we  have  reached  con- 
clusions differing  from  those  suggested  by  him. 

Complainant,  an  association  of  shippers,  on  behalf  of  two  of  its 
members,  Robert  Cohn  and  John  EUett,  copartners  engaged  in  the 
cotton  business  at  Memphis,  Tenn.,  under  the  firm  name  of  Cohn  & 
EUett,  alleges  that  the  rate  charged  on  325  bales  of  cotton  shipped 
February  4,  1919,  from  Jackson,  Tenn.,  to  Cordova,  Ala.,  was  un- 
reasonable, unjustly  discriminatory,  and  unduly  prejudicial.  Viola- 
tion of  the  long-and-short  haul  clause  of  section  4  of  the  act  to  regu- 
late commerce  is  also  alleged.  An  award  of  reparation  is  the  only 
relief  sought   Rates  will  be  stated  in  amounts  per  100  pounds. 
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The  shipment,  weighing  170,639  pounds,  was  loaded  in  three  cars 
and  moved  over  the  Mobile  &  Ohio  to  Tupelo,  Mis&,  and  the  St. 
Louis-San  Francisco  beyond,  221  miles.  The  cottcm  was  tendered  for 
shipment  uncompressed  with  carrier's  privilege  to  compress,  and 
was  compressed  by  the  carriers  at  their  expense.  No  joint  commodity 
rate  from  Jackson  to  Cordova  was  in  effect.  Frei^t  charges  were 
collected  in  the  sum  of  $2,073.26,  at  the  first-class  rate  of  $1,215. 
The  tariff  publishing  this  rate  provided  that  class  rates  would  not 
apply  on  cotton,  and  that,  in  the  absence  of  through  commodity  rates, 
combination  rates  would  apply.  The  lowest  combination  was  $l.ll9 
composed  of  commodity  rates  of  55  cents  to  Douglasville,  Ght.,  a 
point  on  the  Southern  beyond  Cordova,  and  56  cents  Douglasville 
back  to  Cordova.  This  was  applicable  under  rule  5(b)  of  Tariflf 
Circular  18-A.    The  diipment  was  therefore  overcharged. 

Other  rates  on  uncompressed  cotton,  carriers*  privilege  to  compress, 
were  cited  by  complainant,  as,  for  example :  From  Jackson  to  ])oint8 
in  Alabama,  Georgia,  Louisiana,  and  Tennessee,  for  distances  vary- 
ing from  178  to  670  miles,  52  to  81  cents ;  from  Jackson  to  New  York, 
N.  Y.,  1,216  miles,  91.5  cents;  and  from  Memphis  to  Cordova,  218 
miles,  50  cents.  Kates  on  compressed  cotton  were  generally  10  cents 
lower  than  those  cited. 

Effective  August  24,  1919,  a  rate  of  60  cents  from  Jackson  to 
Cordova  on  compressed  cotton,  and  on  uncompressed  cotton  to  be 
transported  to  destination  uncompressed,  usually  known  as  ^flaf 
cotton,  was  published  to  apply  over  the  Illinois  Central.  On  Sep- 
tember 25,  1919,  the  same  rate  was  made  effective  over  the  route  of 
movement.  It  does  not  appear  that  a  commodity  rate  on  unc<Hn- 
pressed  cotton,  carrier's  privilege  of  compression,  has  been  published, 
but  it  appears  that  the  usual  basis  of  the  Mobile  &  Ohio  in  this 
territory  is  to  make  such  rates  the  same  as  on  flat  cotton.  In  other 
parts  of  the  south  they  are  lower  than  on  flat  cotton.  Louisiana  Cot- 
ton^  46  I.  C.  C,  451.  Separation  is  sought  to  the  basis  of  the  flat- 
cotton  rate  of  60  cents,  which,  at  the  average  car  loading  of  this 
shipment,  56,879  pounds,  would  yield  earnings  per  car-mile  of  $1.66 
and  per  ton-mile  of  64.3  mills. 

No  evidence  was  introduced  by  defendant. 

We  find  that  the  applicable  rate  was  unreasonable  to  the  extent  that 
it  exceeded  60  cents  per  100  pounds;  that  Robert  Cohn  and  John 
Ellett,  copartners  under  the  firm  name  of  Cohn  &  EUett,  made  the 
shipment  as  described  and  paid  and  bore  the  charges  thereon ;  that 
they  have  been  damaged  in  the  amoimt  of  the  difference  between  the 
diarges  paid  and  those  which  would  have  accrued  at  the  rate  herein 
found  reasonable;  and  that  they  are  entitled  to  reparation  in  the 
sum  of  $1,049.42,  with  interest,  which  amount  includes  the  over- 
charire  mentioned. 
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In  connection  with  this  complaint  there  were  assigned  for  hearing 
portions  of  fourth  section  applications  Nos.  799,  1548,  and  2138, 
filed  by  the  St.  Louis  &  San  Francisco  Railway,  Southern  Railway, 
and  Mobile  &  Ohio  Railroad,  respectively,  by  which  carriers  named 
as  parties  thereto  ask  iiuthority  to  continue  to  charge  for  the  trans- 
portation of  compressed  cotton  from  Memphis  and  Somerville,  Tenn., 
to  Cordova,  Ala.,  rates  which  are  lower  than  the  rates  contemporane- 
ously maintained  from  Jackson,  Tenn.,  and  other  intermediate  points; 
and  from  Jackson,  Tenn.,  to  Savannah  and  Brunswick,  Ga.,  rates 
which  are  lower  than  the  rates  contemporaneously  maintained  to  Cor- 
dova, Ala.,  and  other  intermediate  points.  No  evidence  in  support 
of  the  fourth  section  applications  was  offered.  Counsel  for  defend- 
ant  stated  that  the  carriers  were  working  on  a  general  revision  of 
this  cotton  rates  in  this  territory;  that  some  of  the  fourth  section 
departures  covered  by  these  applications  had  already  been  removed ; 
and  that  when  the  contemplated  revision  was  completed  there  would 
remain  to  be  considered  departures  from  the  fourth  section  in  a  few 
exceptional  cases  only,  evidence  in  justification  of  which  would  then 
be  offered.  The  record  is  insufficient  for  the  proper  determination 
of  those  portions  of  the  applications  assigned  for  hearing,  and  the 
consideration  thereof  will  be  deferred  to  a  later  proceeding. 

Eastman,  Commissioner ^  dissenting: 

It  seems  to  me  that  70  cents,  rather  than  60  cents,  would  have  been 
a  reasonable  rate  on  the  traffic  in  question.  This  was  the  rate  recom- 
mended by  the  examiner  in  his  proposed  report,  and  no  exceptions 
were  filed  by  complainant.  Generally  throughout  the  south  rates  on 
uncompressed  cotton,  carriers'  privilege  of  compression,  are  10  cents 
higher  than  the  rates  on  compressed  cotton,  the  10-cent  spread  repre- 
senting the  cost  of  compression;  and  this  basis  was  approved  in 
Louisiana  Cotton^  supra.  Assuming,  therefore,  that  60  cents  was  a 
reasonable  rate  on  compressed  cotton  during  the  period  of  move- 
ment— and  there  is  nothing  to  indicate  that  it  was  too  high — it  fol- 
lows that  70  cents  would  have  been  reasonable  on  the  traffic  involved. 
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iNVESnOATION  AND  SUSPENSION  DoCKET  No.  1246. 

SWITCHING  CHARGE  TO  AND  FROM  SOUTH  TACOMA, 

WASH. 


Submitted  February  15, 1921.    Decided  April  4, 1921. 


Proposed  increased  arbitrary  on  interstate  traffic,  in  carloads,  between  Sontb 
Tacoma,  Wasti.,  and  points  on  the  Great  Northern,  found  not  Justified.  Sus- 
pended schedules  ordered  canceled. 

B.  W.  Clifford  and  O.  O.  Calderhead  for  Public  Service  Commission 
of  Waskington. 

/.  W.  AfcCune  and  H.  O.  Berger  for  Tacoma  Commercial  Club. 

Charles  S.  Albert  and  B.  J.  Hagman  for  Great  Northern  Railway 
Company. 

L.  B.  DaPonte  for  Northern  Pacific  Railway  Company* 

Repobt  of  the  Commission. 

By  the  Commission  : 

By  schedules  filed  to  become  effective  November  25, 1920,  respond- 
ents, the  Great  Northern  Railway  Company  and  Northern  Pacific 
Railway  Company,  proposed  to  increase  from  $6.50,  as  at  present,  to 
$8  per  car  the  arbitrary  over  Tacoma,  Wash.,  on  certain  carload  traffic 
between  South  Tacoma,  Wash.,  and  points  on  the  Great  Northern  not 
reached  by  the  Northern  Pacific  in  Washington,  Idaho,  the  Dakotas, 
Iowa,  Wisconsin,  and  Minnesota.  Upon  protest  of  the  Tacoma  Com- 
mercial Club  and  Chamber  of  Commerce,  the  schedules,  in  so  far  as 
they  relate  to  interstate  commerce,  were  suspended  by  us  until  March 
25, 1921,  and  were  subsequently  suspended  until  April  24, 1921.  The 
proposed  increased  arbitrary,  in  so  far  as  it  would  apply  on  Wash- 
ington intrastate  traffic,  was  suspended  by  the  Public  Service  Com- 
mission of  Washington,  and  a  joint  hearing  was  held  with  that 
commission. 

South  Tacoma  is  within  the  municipal  and  railroad  yard  limits, 
though  beyond  the  switching  limits,  of  Tacoma  on  the  Northern 
Pacific,  the  only  line  which  owns  rails  extending  to  South  Tacoma. 
The  Great  Northern  has  trackage  rights  over  the  Northern  Pacific 
from  Seattle  to  Vancouver,  Wash,,  and  handles  traffic  through 
Tacoma  and  South  Tacoma;  and  the  Great  Northern  and  Northern 
Pacific  reach  Portland,  Oreg.,  from  Vancouver  over  the  lines  of  the 
Spokane,  Portland  A  Seattle  Railway,  which  they  jointly  own.    The 
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trackage  contract  between  respondents  provides  that  the  Great 
Northern  shall  neither  receive  nor  deliver  shipments  at  South  Tacoma, 
and  its  traffic  destined  to  or  originating  at  that  point  is  interchanged 
with  the  Northern  Pacific  at  Tacoma.  The  latter  performs  the 
movement  between  Tacoma  and  South  Tacoma. 

In  Public  Service  Com/mission^  Wash.^  v.  N.  P.  Ry.  Oo,^  23  I.  C.  C, 
266,  26  I.  C.  C,  272,  we  required  the  Great  Northern,  as  well  as  the 
Oregon- Washington  Bailroad  &  Navigation  Company  and  the  Chi- 
cago, Milwaukee  &  St.  Paul  Bailway  Company,  to  establish  joint 
interstate  rates  in  connection  with  the  Northern  Pacific  to  and  from 
South  Tacoma.  Similar  action  with  respect  to  Washington  intra- 
state traffic  had  been  taken  by  the  Washington  commission.  In  cer- 
tain instances  the  joint  rates  were  constituted  by  adding  an  arbitrary 
of  $5  per  car  to  the  Tacoma  rates.  A  more  detailed  explanation  of 
the  situation  will  be  found  in  the  cases  cited  and  need  not  be  repeated 
here. 

Following  general  order  No.  28,  respondents  increased  the  $5  arbi- 
trary to  $6.50  for  intrastate  application,  and  in  accordance  with  our 
decision  in  Increased  Rates^  1920^  68  I.  C.  C,  220,  increased  the  inter- 
state arbitrary  to  the  same  figure.  They  seek  to  justify  tte  proposed 
charge  of  $8  on  the  ground  that  such  increase  was  authorized  as  to 
intrastate  traffic  August  26,  1920,  by  the  Washington  commission, 
and  as  to  interstate  traffic  by  general  order  No.  28,  but  that  increases 
were  not  made  at  the  times  as  so  authorized  through  inadvertence. 
How  so  important  rate  advances  were  overlooked  for  long  periods  is 
not  explained  satisfactorily.  The  propriety  of  the  increase  of  the 
interstate  arbitrary  is  alone  before  us. 

Protestants  question  whether  an  increase  in  this  arbitrary  was 
authorized  by  general  order  No.  28.  That  order  is  construed  not  to 
authorize  an  increase  in  switching  charges  incidental  to  line  hauls, 
and  suggestion  is  made  that  the  arbitrary  here  in  question  is  such  a 
charge.  By  orders  of  both  the  state  commission  and  this  Commis- 
sion the  carriers  were  required  to  establish  joint  rates  to  South 
Tacoma.  Under  our  tariff  regulations  the  joint  rates  upon  interstate 
traffic  might  be  published  as  single  amounts  or  by  adding  separately 
an  arbitrary  to  the  Tacoma  rate&  That  the  latter  form  of  publica- 
tion was  chosen  does  not  render  the  rates  any  the  less  joint  rates. 
However,  the  mere  fact  that  the  arbitrary  might  have  been  increased 
under  general  order  No.  28  at  the  time  of  its  promulgation  does  not 
necessarily  now  justify  the  rate  proposed.  The  burden  still  lies 
with  the  respondents  to  justify  the  proposed  increased  rate. 

To  sustain  this  burden  respondents  showed  that  under  general 
order  No.  28  knd  our  order  in  Increased  Rates^  1960^  supra^  the 
Oregon- Washington  Railroad  &  Navigation  Company  increased  the 

61LC.C. 


IKTBRSTATE  COMICEBGE  OOMIOSSION  BEPOBTS. 

$5  arbitrary  to  $8;  that  the  intraterminal  switching  charges  of  the 
Northern  Pacific  within  the  Tacoma  switching  district  range  from 
$9.50  to  $12.50  per  car;  and  that  under  the  divisional  arrangement 
between  the  Great  Northern  and  Northern  Pacific  the  former  is  com- 
pelled to  allow  the  latter  as  its  division  of  the  joint  rate  $12.50,  the 
full  amount  of  its  local  between  Tacoma  and  South  Tacoma. 

The  $5  arbitrary  of  the  Chicago,  Milwaukee  &  St.  Paul  Railway 
Company  for  both  interstate  and  intrastate  application  remained  at 
that  figure  until  August  26,  1920,  when  it  was  increased  to  $6.50. 
The  switching  charges  of  the  Northern  Pacific  within  the  switching 
limits  of  Tacoma,  applicable  to  traffic  on  which  its  connections  get 
a  line  haul,  range  from  $3  to  $9,  except  that  the  charge  is  $9.50  in 
those  cases  in  which  the  tariffs  of  connecting  lines  provide  for  ab- 
sorption of  Northern  Pacific  switching  charges  at  Tacoma.  A  wit- 
ness for  the  Great  Northern  testified  that  it  absorbs  such  charges  on 
lumber  and  forest  products,  live  stock,  and  on  ore  going  to  the 
Tacoma  smelter.  The  divisions  accruing  to  the  Northern  Pacific 
out  of  the  joint  rate  appear  to  have  kept  pace  approximately  with 
its  local  South  Tacoma  rate,  which  was,  about  the  time  of  the  estab- 
lishment of  the  joint  rates,  2  cents  per  100  pounds,  with  a  minimum 
charge  of  $6  and  a  maximum  charge  of  $10.  The  result  was  that 
the  Great  Northern  then  made  a  net  absorption  of  from  $1  to  $5  per 
car  on  South  Tacoma  traffic.  At  no  time  since  the  establishment 
of  the  joint  rates  has  the  arbitrary  equaled  the  Northern  Pacific's 
division  out  of  the  joint  rate.  As  between  the  carriers  the  effect  of 
the  proposed  increase  would  be  merely  to  reduce  the  net  absorption 
made  by  the  Great  Northern  from  $6  to  $4.50. 

Upon  all  the  facts  of  record  we  are  of  opinion  and  find  that  re- 
spondents have  not  justified  the  proposed  increased  rate. 

Protestants  desire  that  South  Tacoma  should  be  included  within 
the  free  switching  limits  of  Tacoma.  They  recognize  that  the  re- 
spective commissions  can  not  properly  deal  with  that  question  in 
this  proceeding,  but  state  it  to  be  their  purpose  to  present  com- 
plaints placing  that  question  in  issue.  Our  finding  here  is  not  de- 
terminative of  that  question. 

An  order  will  be  entered  requiring  the  cancellation  of  the  sched- 
ules and  discontinuing  this  proceeding. 

Hall,  Commissioner^  dissenting: 

I  agree  with  everything  in  this  report  except  the  finding.  The 
facts  of  record,  including  those  stated  in  the  report,  to  my  mind 
lead  to  the  conclusion  that  the  proposed  increase  has  been  justified. 
The  $5  arbitrary  was  fixed  by  us  in  1913.  If  it  was  reasonable 
then,  the  two  increases  of  25  per  cent,  one  made  and  the  other  now 
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sought  to  be  made,  would  result  in  a  reasonable  arbitrary  now.  Both 
increases  have  had  ample  warrant  in  the  increased  cost  of  operation. 
The  other  components  of  the  joint  rates  have  taken  both  increases. 
This  component,  the  arbitrary,  has  taken  only  one. 

No  sufficient  reason  appears  for  the  difference  in  treatment  of  two 
parts  of  the  same  joint  rate. 

I  am  authorized  by  Cohmissiokeb  Daniels  to  state  that  he  con- 
curs in  the  above  expression. 

Commissioner  Esch  did  not  participate  in  the  disposition  of  this 
case. 
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No.  11009. 

SOUTHERN  HARDWOOD  TRAFFIC  ASSOCIATION  ET  AL. 

V. 

DIRECTOR  GENERAL,  ABILENE  &  SOUTHERN  RAILWAY 

COMPANY,  ET  AL. 


Submitted  December  9,  1920.    Decided  March  15,  1921. 


1.  Defendants'  participation  in  tariffs  carrying  joint  rates  on  lumber  and  forest 

products  and  permitting  under  sucli  rates  transit  at  certain  points  while 
contemporaneously  denying  similar  transit  upon  the  same  through  routes 
at  Memphis,  Tenn.,  and  Louisville,  Ky.,  subjects  complainants  to  undue 
prejudice  and  disadvantage.    Undue  prejudice  ordered  removed. 

2.  Transit   arrangements   on   lumber   and  forest  products   at  Memphis   and 

Louisville,  of  the  character  and  extent  prayed  for  by  complainants,  not 
shown  to  constitute  a  necessary  transportation  service  which  defendants 
should  be  required  to  furnish  at  a  reasonable  charge  under  section  15  of 
the  act. 

J,  V.  Nornian  and  Norman  <&  Graham  for  complainants. 

R.  V.  Fletcher,  William  A.  Northcutt,  Claudian  B.  Northrop,  C.  P. 
Stewart,  A.  P.  Humhurg,  and  Henry  O.  Eerhel  for  Director  G^eral 
of  Railroads. 

A.  P.  Humburg  for  Illinois  Central  Railroad  Company,  Yazoo  & 
Mississippi  Valley  Railroad  Company,  and  Chicago,  Memphis  &  Gulf 
Railroad  Company;  William  A.  Northcutt  and  William  Burger  for 
lx)uisville  &  Nashville  Railroad  Company;  Henry  G.  Herbel  and 
Jam^s  M,  Chaney  for  Missouri  Pacific  Railroad  Company;  Claudian 
B.  Northrop  for  Southern  Railway  system  and  Mobile  &  Ohio  Rail- 
road Company;  R.  A.  Chadwick  for  Mobile  &  Ohio  Railroad  Com- 
pany ;  C\  P.  Stewart  for  Cleveland,  Cincinnati,  Chicago  &  St.  Louis 
Railway  Company ;  George  E.  Schnitzer  for  Chicago,  Rock  Island  & 
Pacific  Railway  Company;  A.  J.  Lehmann  for  St.  Louis  Southwest- 
ern Railway  Company ;  and  L.  P.  Nash  for  St.  Louis-San  Francisco 
Railway  Company. 

Pay  Williams  for  Cairo,  111.,  lumber  interests  and  L.  S.  McDonald 
for  certain  Arkansas  lumber  interests,  interveners. 

Report  of  the  Commission. 

Daniels,  Com/missioner: 

The  issues  here  presented  were  made  the  subject  of  a  proposed  report 
by  the  examiner.  Exceptions  thereto  were  filed  and  oral  argument 
has  been  had  thereon. 
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The  complaint  herein  was  filed  November  10,  1919,  by  certain 
hardwood  limiber  dealers  and  manufacturers  of  Memphis,  Tenn.,  and 
Louisville,  Ky.,  individually  and  as  members  of  an  unincorporated 
association.  Practically  all  common-  carriers  subject  to  the  inter- 
state commerce  act  are  named  as  defendants.  The  gravamen  of  the 
complaint  is  defendants'  refusal  to  establish  transit  arrangements 
under  which  hardwood  lumber  and  forest  products,  originating  at 
points  in  the  south  and  southwest  and  destined  to  points  in  the  north, 
east,  and  west,  may  be  stopped  at  Memphis  or  Louisville,  through 
routes  and  joint  rates  being  applicable  via  those  respective  cities,  for 
yarding,  assorting,  grading,  drying,  dressing,  or  further  manufac- 
ture. It  is  alleged  that  such  transit  arrangements  are  accorded  deal- 
ers at  Buffalo,  N.  Y.,  Toledo,  Ohio,  Chattanooga,  Tenn.,  and  else- 
where in  connection  with  through  routes  and  joint  rates  applying 
also  via  Memphis  or  Louisville,  and  that  complainants  are  thereby 
subjected  to  undue  prejudice,  in  violation  of  section  3  of  the  act. 
Another  allegation  of  undue  prejudice  is  predicated  on  the  fact  that 
transit  is  permitted  at  Memphis  and  Louisville  on  grain,  cotton,  and 
other  articles  but  denied  on  lumber.  It  is  further  alleged  that  the 
transit  arrangement  desired  by  complainants  is  a  commercial  necee* 
sity  to  the  lumber  industry,  and  that  the  transportation  service  inci- 
dent thereto  is  a  necessary  transportation  service  which  defendants 
should  be  required  to  furnish  at  Memphis  and  Louisville  at  a  reason^ 
able  charge  under  section  15  of  the  act.  We  are  asked  to  establish 
reasonable  and  nondiscriminatory  rules  and  charges  governing  tran- 
sit on  lumber  and  forest  products,  whether  hardwood  or  pine,  origi- 
nating at  points  in  the  states  south  of  the  Ohio  and  Potomac  rivers 
and  east  of  the  Mississippi  River  and  at  points  in  the  states  of 
Louisiana,  Texas,  Arkansas,  Missouri,  and  Oklahoma  when  the  lum- 
ber is  stopped  at  Memphis  or  Louisville  for  yarding,  assorting,  grad* 
ing,  drying,  dressing,  or  further  manuf acturcf  into  articles  taking  the 
lumber  rates,  and  reshipped  to  points  of  destination  nordi  of  the 
Ohio  River,  to  points  in  the  states  of  Virginia  and  West  Virginia* 
and  to  points  in  western  trunk  line  and  trans-Missouri  territories^ 
provided  the  joint  rates  between  said  points  of  origin  and  destination 
apply  via  Memphis  or  Louisville  and  no  back  hauls  are  involved. 
'  Intervening  petitions  in  opposition  to  the  complaint  were  filed 
in  behalf  of  certain  lumber  dealers  at  Cairo,  HI.,  and  at  various 
points  in  Arkansas. 

Complainants  urge  that  the  tracts  of  timber  from  which  hard- 
wood lumber  is  cut  in  the  southern  states  are  comparatively  small 
in  size  and  widely  scattered,  and  that  much  of  the  sawing  is  done 
by  small  mills,  some  of  which  are  portable  and  are  operated  by 
farmers.     The  average  daily  capacity  of  one  of  these  small  saw 

mills  is  from  5,000  to  7,000  feet,  and  the  output  consists  of  different; 
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wmSj  grades,  and  Tarieties  of  lumber.  The  original  efltaHishmfnt 
of  transit  arrangements  on  hardwood  lumber  at  yarioos  points  in 
the  south  a  number  of  years  ago  grew  out  of  the  following  circnm- 
stances  and  conditions.  The  consuming  markets  of  hardwood  lumber 
require  it  in  carload  lots  of  certain  sizes,  species,  and  grades,  and,  as 
it  was  imposmble  under  the  conditions  then  existing,  for  a  small 
mill  to  accumulate  a  stock  large  enough  to  enable  it  to  make  ship- 
ments direct  to  consuming  points,  concentrating  yards  were  estab- 
lished at  Tarious  places,  to  which  lumber  was  shipped  from  the 
small  mills,  there  assorted,  graded,  dried,  and  dressed,  and  later  re- 
shipped  to  meet  the  requirements  of  the  trade.  See  NoMhmQe  Lumr 
bermen's  Club  v.  L.  <£  A\  B.  R.  Co^  40  L  C.  C,  59,  60. 

In  1896  Memphis  began  to  grow  in  importance  as  a  lumber  market, 
and  from  1900  to  1908  it  was  the  largest  wholesale  hardwood  market 
in  the  country,  due  in  part  to  its  geographical  situation  but  mainly 
to  a  reconsigning  or  reshipping  arrangement  which  for  many  years 
had  been  maintained  by  the  railroads  serving  it,  under  whidi  dealers 
there  could  ship  in  lumber  from  southern  and  western  territory, 
unload,  yard,  assort,  grade,  and  dry  it,  and  witliin  90  days  reship  it 
to  eastern  and  northern  points  at  rates  approximately  from  2  to  4 
cmts  per  100  pounds  leas  than  the  combination  of  rates  to  and  frmn 
Memphis,  but  not  less  than,  althou^  in  many  instances  the  same  as, 
the  through  rates.  In  1908  a  complaint  was  filed  with  us  by  m 
lumber  dealer  at  Cairo.  Via  this  point  through  rates  were  ordi- 
narily made  on  tiie  Cairo  combination.  The  complainant  alleged 
that  Cairo  was  unduly  prejudiced  by  the  arrangement  accorded 
Memphis ;  and  in  September,  1908,  pending  our  decision,  the  arrange- 
ment at  Memphis  was  withdrawn.  There  was  substituted  a  rediip- 
ping  tariff,  still  in  force,  providing  proportional  rates  on  lumber 
yarded  at  Memphis  and  subsequently  reshipped,  the  combination  of 
inbound  and  outbound  rates  under  this  tariff  being  in  gen^«l  1  cent 
per  100  pounds  less  than  the  full  combination  but  higher  than  the 
through  rates  then  in  effect.  In  our  decision  in  that  proceeding, 
Sondheimer  Co.  v.  /.  C.  R.  R.  Co.^  17  L  C.  C,  60,  decided  June  29, 
1909,  we  found  that  the  reshipping  arrangement  at  Memphis,  if 
proper  rates  were  applied  thereunder,  was  not  unduly  prejudicial 
to  Cairo,  and  that  the  rates  established  following  the  filing  of  the 
complaint  were  apparmtly  satisfactory  to  the  varioTK  interests  and 
removed  the  cause  of  complaint.  At  the  present  time  there  is  also 
an  arrangement  permitting  rough  lumber  to  be  drawn  into  Memphis 
from  points  on  the  Illinois  Central  system,  to  be  dressed  or  manu- 
factured into  flooring,  ceiling,  or  other  smaller  pieces  of  lumber,  and 
reshipped  at  the  throng  rate  from  the  original  point  of  shipment 
to  final  destination,  plus  a  transit  charge  of  2  cents  per  100  pounds. 
The  only  other  transit  arrangement  available  to  Memphis  dealers  is 
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one  maintained  by  the  Missouri  Pacific  on  lumber  originating  at 
points  west  of  the  Mississippi  Kiver.  This  arrangement  allows  the 
lumber  to  be  stacked,  dried,  graded,  and  manufactured  at  Memphis 
and  reshipped  on  the  basis  of  the  through  rate  from  point  of  origin 
to  final  destination.  The  withdrawal  of  the  general  transit  arrange- 
ment from  Memphis  in  1908,  together  with  subsequent  greater  in- 
creases in  the  aggregates  of  the  in-and-out  rates  than  in  the  throu^ 
rates,  coincided  with  the  marked  decline  of  that  city  as  a  hardwood 
market,  as  is  shown  by  the  fact  that  there  are  now  only  one  or  two 
yards  doing  a  straight  rehandling  business  compared  with  31  in  1908, 

As  the  hardwood  lumber  industry  developed  in  the  south,  Louis- 
ville also  became  an  important  hardwood  market,  though  without 
the  aid  of  transit  arrangements,  for  the  reason  that  originally  all 
lumber  rates  broke  on  the  Ohio  River  crossings.  Hence,  dealers  at 
Zx>uisville  were  able  to  bring  in  lumber,  hold  it  indefinitely,  and  ship 
it  out  in  any  form  desired  on  the  combination  of  local  rates.  In 
Norman  Lumber  Co.  v.  Lt  dk  N.  R.  R.  Co.,  22  I.  C.  C,  239,  we  refused 
to  require  the  establishment  of  a  transit  arrangement  at  Louisville  in 
order  to  eliminate  alleged  undue  preference  of  Memphis  under  the 
then  existing  relationship,  but  held  that  inasmuch  as  Louisville  as 
well  as  Cairo  was  a  rate-breaking  point  in  the  construction  of  through 
rates  there  was  no  necessity  for  the  establishment  of  transit  at  Louis- 
ville, and  that  the  situation  should  be  corrected  by  fixing  a  proper 
relationship  between  the  Louisville  rates  and  those  applying  through 
Cairo,  the  latter  having  been  adjusted  with  respect  to  the  Memphis 
rates  as  a  result  of  the  Sondheimer  Case,  supra.  In  recent  years, 
however,  the  practice  of  constructing  through  rates  on  lumber  from 
the  south  by  combination  to  and  from  Louisville  or  other  Ohio 
River  crossings  has  been  gradually  abandoned,  and  at  the  present 
time  almost  no  through  rates  are  so  made.  As  a  result  of  this 
change,  it  is  testified,  about  16  concerns  have  been  forced  to  give 
up  the  rehandling  of  lumber  at  Louisville.  Those  who  have  remained 
in  business,  in  the  hope  of  regaining  the  advantages  which  they 
possessed  under  the  former  rate  adjustment,  for  several  years  have 
urged  the  carriers  to  accord  them  transit  arrangements  in  connection 
with  the  through  rates,  but  without  success. 

The  handicap  imposed  on  Memphis  and  Louisville  by  the  loss  of 
the  positive  advantages  which  they  formerly  enjoyed  as  rehandling 
points  for  lumber  has  been  further  increased  because  of  the  fact 
that  carriers  serving  Buffalo,  Grand  Rapids,  Mich.,  Fort  Wayne 
and  Logansport,  Ind.,  and  Toledo,  permit  transit  on  lumber  at 
those  points  in  connection  with  joint  rates  on  lumber  from  south- 
em  points  to  destinations  in  the  north  and  east,  applying  via  Louis- 
ville or  Memphis  or  both.    While  at  the  time  of  our  decision  in  the 
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Sondheimer  Case,  supra,  complainants'  principal  competition  appar- 
ently was  with  Ohio  River  points,  the  record  indicates  that  com- 
plainants now  encounter  vigorous  competition  from  dealers  located 
at  all  of  the  northern  cities  named  above,  but  in  particular  from 
those  at  Buffalo.  From  an  examination  of  the  tariffs  it  appears  that 
transit  arrangements  protecting  the  through  rate  on  rough  hardwood 
lumber  from  the  south  stored,  assorted,  or  dried  were  not  established 
at  Buffalo  until  July,  1912.  Apparently  such  transit  arrangements 
were  originally  established  by  the  Buffalo  lines  in  connection  with 
traffic  from  the  west,  the  natural  route  of  which  lay  through  Buffalo, 
the  location  of  which  point  at  the  eastern  extremity  of  Lake  Erie 
made  it  a  convenient  point  of  concentration  and  reshipment  of  that 
traffic.  But  when  the  source  of  a  large  portion  of  the  lumber  supply 
veered  from  the  west  and  northwest  to  the  south  the  Buffalo  carriers, 
so  far  as  was  within  their  power,  cooperated  with  lumber  dealers  at 
Buffalo,  through  the  medium  of  favorable  rates  and  services,  in 
aiding  them  to  retain  their  interest  in  the  traffic.  Lumber  Transit 
Privileges  at  Bufalo,  N,  Y,,  52  I.  C.  C,  31,  38.  As  above  shown,  this 
operated  to  the  serious  disadvantage  of  Memphis  and  Louisville, 
notwithstanding  their  long  recognized  advantages  as  concentrating 
points  on  lumber  from  the  south  and  the  natural  advantages  of  their 
favorable  location  with  respect  to  the  southern  source  of  supply.  To 
a  somewhat  less  extent  complainants  also  are  in  competition  with 
lumbermen  at  Chattanooga,  Meridian,  Miss.,  and  other  southern 
points,  who  are  accorded  transit  arrangements  by  the  Southern 
Railway  Company.  The  transit  arrangements  available  to  com- 
plainants' competitors  vary  in  detail,  but  in  general  they  permit 
lumber  to  be  stopped  for  yarding,  assorting,  drying,  or  further 
manufacture  and  to  be  reshipped  at  much  lower  total  transportation 
charges  than  complainants  are  forced  to  pay  in  rehandling  lumber 
originating  at  the  same  points  and  reshipped  to  the  same  points  of 
destination.  The  disadvantage  of  Memphis  and  Louisville,  in  con- 
trast with  the  above-named  transit  points,  is  shown  by  a  number  of 
illustrative  exhibits,  based  upon  uniform  loads  of  50,000  and  60,000 
pounds,  to  range  from  $2.50  to  $72  per  car,  based  on  the  rates  in 
effect  prior  to  Increased  Rates,  1920,  58  I.  C.  C,  220. 

Complainants  also  desire  the  establishment  of  arrangements  which 
will  permit  the  manufacture  of  finished  staves,  heading,  and  cooper- 
age material  from  rough  staves  and  their  subsequent  shipment  to 
northern  and  eastern  destinations  on  the  through  rates  applicable  to 
lumber  originating  at  the  same  points  and  shipped  to  the  same  points 
of  ultimate  destination.  At  the  present  time  the  Louisville  &  Nash- 
ville permits  such  transit  at  Louisville  on  lumber  originating  at 
Kenaett,  Ark.,  but  the  evidence  shows  that  no  use  has  been  made  of 

this  arrangement  and  that  its  withdrawal  is  contemplated.    It  is  testi- 
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fied  that  competing  manufacturers  at  Dickson,  Tenn.,  Bay  City,  Mich., 
Cleveland,  Ohio,  Toledo,  and  Buffalo  are  able  to  ship  lumber  from 
the  south  and  southwest  and  stop  it  in  transit  for  manufacture  into 
cooperage  material  at  those  points  on  through  rates,  whereas  Louis- 
ville manufacturers  must  pay  considerably  higher  combination  rates. 

Although  complainants  disclaim  any  attack  upon  the  reasonableness 
of  the  local  rates  to  and  from  Memphis  and  Louisville,  they  point 
out  that  the  disadvantages  of  those  cities  as  rehandling  points  for 
lumber  were  augmented  by  the  rate  increase  of  25  per  cent,  with  a 
maximum  of  5  cents  per  100  pounds,  under  general  order  No.  28  of 
the  Director  General  of  Eailroads.  This  increase  was  applied  both 
to  the  inboimd  and  outbound  rates  paid  by  complainants  but  only 
once  to  the  through  rates  available  to  their  competitors  at  Buffalo 
and  elsewhere.  For  example,  prior  to  June  25,  1918,  the  joint  rate 
from  Beaumont,  Tex.,  to  Cleveland  was  32.8  cents  and  the  com- 
bination rate  via  Memphis  was  39.8  cents.  Under  general  order 
No.  28  the  joint  rate  became  38  cents  and  the  combination  rate  49 
cents.  In  this  manner  the  spread  between  various  joint  rates  appli- 
cable via  Memphis  and  Louisville  and  the  combination  rates  con- 
structed on  those  points  was  increased  as  much  as  4.7  cents  per  100 
pounds  in  some  instances.  A  representative  of  Cairo  lumber  dealers, 
interveners,  also  protested  against  the  double  increases  under  general 
order  No.  28,  but  opposed  the  extension  of  transit  arrangements  as 
a  means  of  readjusting  relationships  between  various  markets. 

While  complainants  aver  that  they  are  prejudiced  chiefly  by  the 
transit  arrangements  accorded  Buffalo  and  other  northern  cities  and 
concede  that  the  prejudice  could  be  removed  by  the  withdrawal  of 
transit  from  their  competitors,  they  strongly  urge  that  transit  should 
be  established  at  Memphis  and  Louisville  not  only  to  correct  the 
alleged  violations  of  the  third  section  of  the  act  but  also  for  reasons 
of  so-called  "  commercial  necessity."  They  assert  that  the  small  saw- 
mills in  the  south  need  constant  supervision  and  -financial  aid  and 
that,  because  of  the  geographical  situation  of  Memphis  and  Louis- 
ville, dealers  at  those  points  are  better  able  to  furnish  this  aid  and 
thereby  increase  the  production  of  the  small  mills,  provided  their 
output  could  be  profitably  rehandled.  In  this  connection  it  is  testi- 
fied that  the  number  of  small  mills  in  operation  to-day  is  not  more 
than  25  per  cent  of  that  in  1907,  and  that  the  granting  of  transit  at 
Memphis  would  increase  the  production  of  lumber  from  25  to  80  per 
cent  because  the  operators  of  small  mills  prefer  to  deal  with  whole- 
salers close  to  home.  In  calling  attention  to  the  widespread  establish* 
ment  of  transit  arrangements  on  Imnber,  complainants  cite  22  such 
arrangements  which  were  granted  in  the  southern  region  by  the 
United  States  Railroad  Administration,  with  a  transit  charge  in  most 
instances  of  2  cents  per  100  pounds.    They  also  cite  transit  arrange- 

eii  C.C. 


138  INTEBSTATE  COMMERCE  COMMISSION  REPOBTS. 

ments  in  effect  at  southern  points  on  other  commodities,  particularly 
cotton,  cottonseed  oil,  and  grain.  Complainants  submit  a  set  of 
proposed  rules  to  govern  the  transit  arrangement  which  they  desire, 
permitting — 

the  stopping  for  yarding,  assorting,  grading,  drying,  dressing,  or  farther  mano- 
facto  re  into  dressed  lumher,  box  and  barrel  material,  ceiling,  flooring,  handles 
in  the  rough,  heading,  hoops,  lumber  siding,  spokes,  club  turned,  staves  and 
vehicle  material  in  the  rough  or  in  the  white,  and  its  forwarding  to  a  subse- 
quent and  further  destination,  and  will  apply  to  such  lumber,  etc.,  as  passes 
through  lumber  mills,  storage  yards,  warehouses,  or  factories. 

The  processes  listed  above  appear  to  be  more  numerous  and  varied 
than  those  now  permitted  at  any  one  competing  point,  but  com- 
plainants state  that  they  would  be  satisfied  with  the  same  general 
kind  of  transit  now  granted  by  the  Southern  Bailway  at  Chatta- 
nooga, Meridian,  and  elsewhere,  which  includes  sorting,  drying,  and 
dressing.  The  proposed  rules  do  not  include  a  "  kind  for  kind  "  rule, 
nor  provide  for  daily  reports,  and  complainants  cite  a  number  of 
transit  tariffs  from  which  such  provisions  have  been  omitted. 

The  principal  lumber-carrying  lines  serving  Louisville  and  Mem- 
phis are  the  Louisville  &  NashviUe  and  the  Illinois  Central.  Both 
oppose  the  extension  of  transit  arrangements  applying  to  lumber. 
The  Southern  Bailway,  whose  lines  also  reach  Memphis  and  Louis- 
ville, is  willing  to  accord  transit  on  the  same  terms  on  which  it  is 
granted  at  other  points  on  its  lines,  but  the  Southern  has  relatively 
few  joint  rates  applicable  through  Memphis  or  LouisviUe.  At  the 
hearing  representatives  of  the  St.  Louis-San  Francisco  Railway 
offered  to  extend  to  Memphis  the  same  reshipping  arrangements 
maintained  by  it  at  other  points  on  its  line.  This  offer  was  accepted 
by  complainants,  who  thereupon  withdrew  their  complaint,  so  far 
as  transit  at  Memphis  is  concerned,  as  to  that  line,  as  well  as  to  the 
St.  Louis  Southwestern  Railway  and  the  Missouri  Pacific  Railroad 
which  reach  Memphis  from  the  west  but  participate  in  no  joint 
rates  via  that  city^and  the  competing  points  north  of  the  Ohio  River. 
The  Chicago,  Rock  Island  &  Pacific  Railway,  which  enters  Memphis 
from  the  west,  opposes  the  granting  of  transit  at  that  point,  on  the 
grounds,  among  others,  that  it  does  not  participate  in  the  haul  be- 
yond and  that  Arkansas  and  Louisiana  milling  points  would  be  sub- 
jected to  disadvantage. 

Defendants  deny  that  there  is  any  commercial  necessity  for  the 
establishment  of  the  transit  arrangements  desired  by  complainants. 
They  submit  testimony  tending  to  prove  that  most  of  the  hardwood 
lumber  originating  in  territory  served  by  the  Illinois  Central  is  now 
manufactured  by  large  mills,  permanently  situated  at  various  points, 
including  Memphis,  said  by  complainants  to  be  the  world's  largest 
manufacturing  center  for  hardwood  lumber.    It  is  testified  that  the 
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small  mills  are  much  less  important  now  than  when  the  hardwood 
lumber  industry  in  the  south  was  in  its  experimental  stage,  and  that 
the  operators  of  the  smaU  mills  have  never  complained  to  the  carriers 
of  any  difficulties  in  marketing  their  product  because  of  the  absence 
of  transit  arrangements  at  Memphis  and  Louisville.  It  is  further 
stated  that  most  of  the  output  of  the  small  mills  goes  directly  to  con- 
suming markets,  only  a  small  part  being  rehandled  at  points  where 
transit  is  available. 

The  Illinois  Central  and  LouisviUe  &  Nashville  object  to  the 
establishment  of  transit  at  Memphis  and  Louisville,  on  the  ground 
that  it  would  result  in  a  material  sacrifice  of  revenue,  and  would 
necessitate  the  granting  of  similar  arrangements  at  other  points  on 
their  lines.  They  also  call  attention  to  the  fact  that  transit  re- 
quires a  double  car  supply  and  additional  terminal  service  and  urge, 
therefore,  that  it  results  in  a  waste  of  transportation.  Further- 
more, they  contend  that,  as  the  rates  on  hardwood  lumber  from 
originating  points  in  the  south  are  not  blanketed  but  graded  accord^ 
ing  to  distance,  transit  would  enable  dealers  to  manipulate  the 
billing  of  their  inbound  shipments  so  as  to  secure  the  lowest  freight 
charges  and  make  it  impossible  for  the  carriers  to  protect  the  in- 
tegrity of  their  through  rates.  Another  objection  is  that  the  grant- 
ing of  transit  at  Memphis  and  Louisville  would  disturb  the  existing 
relationship  between  rates  applying  via  those  points  and  those  via 
other  Ohio  Biver  crossings. 

Complainants'  contention,  as  stated  on  brief,  that  ^^  transit  on 
lumber  and  forest  products  at  Louisville  and  Memphis  is  a  commer- 
cial necessity  and  the  transportation  service  incident  thereto  is  a 
necessary  transportation  service  which  the  carriers  should  be  re* 
quired  to  furnish  at  a  reasonable  cost,"  is  not  persuasive.  In  The 
Five  Per  Cent  Case^  81 1.  C.  C,  351,  408,  we  said  that  transit  is  not 
part  of  the  transportation  service,  sudi  as  the  expedited  movement  of 
freight,  but  ^^  something  offered  to  the  shipper  in  addition  to  the 
transportation  service."  While  our  power  to  require  the  establish- 
ment of  transit  arrangements  in  appropriate  cases  by  virtue 'of  our 
jurisdiction  over  tiie  practices  and  regulations  of  carriers  is  no 
longer  open  to  question,  and  this  power  has  been  exercised  on  occa- 
sion, the  record  discloses  no  sufficient  basis  for  its  exercise  here. 

The  relevant  issue  presented  is  that  of  undue  prejudice  and  prefer- 
ence. For  the  alleged  undue  preference  of  Buffalo  and  other  transit 
cities  the  Illinois  Central  and  Louisville  &  Nashville  urge  that  they 
can  not  be  held  responsible,  inasmuch  as  those  arrangements  are 
maintained  by  other  lines  and  provided  for  in  the  individual  tariffs 
of  the  latter,  in  which  the  two  lines  named  do  not  concur.   They  quote 

pirovisions  in  their  own  lumber  tariffs  to  the  effect  that  the  granting 
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of  transit  and  performance  of  special  services  shall  be  entirely  upon 
the  responsibility  and  at  the  cost  of  the  carrier  granting  the  transit 
and  performing  the  services,  and  without  requiring  the  participa- 
tion therein  of  any  other  carrier  in  the  absence  of  authority  therefor 
from  such  other  carrier. 

Lumber  Tramit  Privileges  at  Bufalo^  N.  Z.,  33  I.  C.  C,  601, 
and  52  I.  C.  C,  31,  which  dealt  with  the  transit  arrangements  on 
hardwood  lumber  at  Buffalo  and  the  relation  of  the  southern  carriers 
thereto,  is  cited  in  support  of  their  contention.  In  that  proceeding 
the  lines  serving  Buffalo  sought  to  obtain  from  the  southern  carriers 
increased  divisions  of  joint  rates  on  hardwood  lumber  shipped  from 
the  south  and  stopped  for  transit  at  Buffalo.  We  there  held  that, 
although  the  southern  lines  permitted  connecting  carriers  to  accord 
transit  at  Buffalo  under  the  through  rates,  the  transit  arrangements 
were  maintained  by  the  Buffalo  carriers  so  largely  for  their  own 
benefit  that  the  expense  thereof  should  be  borne  by  them.  The 
southern  carriers  argued  in  that  proceeding  that  participation  by 
them  in  the  Buffalo  arrangements  through  shrinkage  of  their  divi- 
sions would  make  them  parties  to  discriminations  against  points  in 
central  territory  and  on  their  own  lines  where  no  transit  was 
accorded;  and  they  now  argue  that  since  they  do  not  participate 
in  the  transit  at  Buffalo  they  are  innocent  of  any  unlawful  discrimi- 
nation against  Memphis  and  Louisville.  That  proceeding,  however, 
dealt  primarily  with  the  matter  of  divisions,  which  question  was  of 
direct  concern  only  to  the  connecting  carriers;  and  while  we  men- 
tioned some  of  the  more  important  arguments  against  the  demand 
of  complainants  therein  that  the  southern  lines  be  required  to  par- 
ticipate in  the  transit  arrangements  at  Buffalo,  we  expressly  stated 
that  we  would  not  undertake  to  determine  whether  the  attituda  of 
the  southern  lines  was  correct,  or  to  discuss  in  detail  their  objections 
to  transit  in  general  and  participation  in  the  particular  transit 
arrang^nents  involved  in  that  proceeding. 

The  question  presented,  as  stated  by  complainants,  is  whether, 

where  transit  is  granted  at  one  or  more  points  on  a  through  route  and 

in  conneotion  with  a  joint  rate  it  must  be  granted  at  all  similarly 

situated  points  on  the  same  through  route  where  it  is  necessary  or 

desirable,  is  one  on  which  our  decisions,  unless  allowance  is  made  for 

distinguiidiing  features  in  the  various  cases,  have  not  been  uniform. 

Ib  the  following  cases,  among  others  cited  by  defendants,  we  held  in 

substance  that  undue  prejudice  did  not  exist  by  reason  of  such  a 

situation  where,  as  in  those  cases,  it  appeared  that  the  defendants 

serving  the  points  at  which  transit  was  sought  were  not  interested  in 

or  chargeable  with  the  transit  arrangements  granted  in  a  territory 

fur  removed  from  the  alleged  prejudioed  poini  by  c<»mecting  carrien 
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parties  to  the  through  routes  and  joint  rates.  Oram  dk  Hay  Exchange 
V.  P.  Co.,  82  I.  C.  C,  409;  Indianapolis  Chamber  of  Commerce  v. 
C,  C,  C.  <&  St.  L.  Ry.^  34  I.  C.  C,  267 ;  Meridian  Grain  <&  Elevator 
Co.  V.  A.  <&  V.  Ry.  Co.,  38  I.  C.  C,  478. 

While  those  cases  may  be  distinguished  from  the  instant  case  upon 
the  facts,  in  that  they  involved  a  possible  extension  of  a  transit  ar- 
rangement to  a  territory  which  theretofore  had  been  free  from  that 
practice  whereas  transit  arrangements  of  various  kinds  on  lumber 
are  now  accorded  by  most  of  the  carriers  serving  the  general  territory 
in  which  Memphis  and  Louisville  are  located,  it  is  difficult  to  dis- 
tinguish  them  in  principle.  However,  those  cases  were  decided  at 
a  time  when  our  power  to  regulate  the  rates  and  practices  of  carriers 
was  not  as  broad  as  it  now  is.  By  the  transportation  act,  1920,  our 
powers  were  greatly  enlarged  and  among  other  things  we  have  been 
given  authority  to  establish  minimum  rates.  Even  prior  to  the  trans- 
portation act,  we  had  held  in  other  cases  where  no  question  of  ex- 
tending transit  into  a  new  territory  was  involved,  that  so  long  as 
lines  forming  through  routes  and  publishing  joint  rates  applicable 
thereto  allow  transit  on  basis  of  the  through  rates  at  some  points, 
they  may  be  required  to  accord  transit  on  the  same  basis  at  competing 
points  on  such  through  routes.  Rates  on  Oram  Milled  in  Transit, 
35  I.  C.  C,  27 ;  Henderson  Commercial  Club  v.  /.  C.  R.  R.  Co.,  36 
I.  C.  C,  20. 

In  Rates  on  Chain  Milled  in  Transit,  supra,  we  said,  at  page  31 : 

Req[>ondeiif s  line  from  East  St.  Louis  to  Louisville  and  Cincinnati  and  lines 
south  of  tiiese  Ohio  River  crossings  have  formed  through  routes  and  published 
joint  through  rates  from  East  St  Lonis  to  points  in  southeastern  and  Carolina 
territories,  and  so  long  as  these  lines  allow  transit  on  the  basis  of  the  through 
rates  at  some  points  on  these  through  routes  they  may  properly  be  required  to 
accord  transit  on  the  same  basis  at  other  miUing  points  on  these  through  routes. 
It  Is  no  answer  to  this  proposition  for  respondent  to  say  that,  as  an  East  St 
Louis-Cincinnati  line,  it  lias  no  control  over  what  the  LouisvUle  &  NashvUle, 
as  a  Oindnnati-southeastem  territory  line,  permits  In  the  way  of  transit  at 
Atlanta,  for  example.  By  forming  through  routes  and  publishing  through 
rates  applicable  thereto  both  of  these  carriers  have  merged  their  lines  into  one 
route  or  line  so  far  as  the  particular  traflBc  covered  by  these  through  rates  Is 
concerned.  As  a  single  through  route  or  line,  they  can  not  withhold  from  some 
points  on  that  route  valuable  services  which  they  voluntarily  i>erform  at  other 
points  on  that  route. 

We  are  of  opinion  that  the  decision  last  cited,  applied  in  the  light 
of  East  Tenn.,  etc.  Ry.  Co.  v.  Interstate  Com.,  181  U.  S.,  1,  which 
recognizes  the  right  of  carriers  to  take  into  consideration  actual  com- 
petition when  fixing  rates  affecting  competitive  points,  announces 
the  correct  view,  and  that  the  principle  announced  therein  controls 
in  the  instant  case  and  must  be  followed  if  unlawful  discriminations 
are  to  be  avoided. 
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effect  at  Buffalo,  Toledo,  Gmd  S^iids,  Fort  Warne,  Logmn^mit, 
OialtMiooga.  and  Meridiaii  in  eaaneeljan  wkh  joini  ntes  appticafale 
▼ia  tlioee  pointE  as  weQ  as  Tia  Mptpliig  or  LooisTillft.  to  wldcli  tiie 
liaes  aerrmg  tiie  latter  cities,  whae  no  aach  teMMJt  is  pff  itfcfid,  mre 


paities,  gnbfect  complainantB  to  mdoe  pvefndieeL 

With  respect  to  the  desiied  transit  airam^imiiia  on  eoopermge 
aMteriaL  it  is  taytifird  tliat  eontpiainaiiis  eampele  wiHi  dealers  at 
IHckBon.  Bar  Citr,  CleTdand,  T<riedo,  and  BnSalo,  all  of  whom  mre 
aeeoffded  traneit  br  carriers  serring  those  points.  The  character  of 
the  transt  at  Bnffklo  is  not  sfaovn  of  record,  and  it  appears  thst  the 
arru^ement  at  Dichson  relates  to  rates  vhich  do  not  ap^y  xi* 
Memphis  or  LonisTille.  At  Clereland.  Toledo,  and  Bay  City  coopa> 
mgt  mataiMl  mav  be  stopped  in  transit  for  dreBam^.  sotting,  sbanng, 
grading.  miCTig,  rdiandling,  kiln  drying:  or  manufacturing  in  coo- 
nercion  with  rates  applying  ria  Menphis  or  LooisTille. 

Tm  eontef«tion  of  complainafitK  that  limber  and  ImeSt  products 
are  also  tmdaly  prejadiccd  by  reason  of  the  Hit  diat  at  l&mphis  nnd 
Louisville  transit  is  aeeorded  on  grain,  iron  and  steeL  cotton,  and 
rar*oos  other  commodities  &ils  became  of  the  afasenee  of  any  oom- 
pet:t:re  rebalonsfclp  between  the  respectiTe  comnK«d:tie&  Meridian 
Ormk  <t-  Elerator  Co.  t.  A,  db  F.  i?y.  Co^  tv^no. 

T'LAi  r/.lr^/is  C^itral  and  Looisrille  St,  Xashrilie  can  net  avoid 
r*>jjfjtAlVAAr  for  the  preference  enjoyed  by  Buffalo  and  the  other 
bMOJtd  fMiUM  on  the  ground  that  they  do  noc  canoor  in  the  transit 
arrsngements  accorded  the  pteferied  cities.  By  enteting  into,  and 
p»it>rlpatir:e  ir..  through  routes  and  joint  rates  in  ccxmection  witii 
wK'ch  trxrSA  is  permitted  at  Buffalo  and  elsewhere,  while  Bke  transit 
arra/4^fxr.'::as  are  c^i^l&i  at  Loaisrille  or  Memphis  on  the  same 
te»ro<AgL  ro^t^gs.  those  two  carriers,  as  w^  as  all  other  carriers 
lAttMA  Uj  tLe  throcgh  rootes  and  joint  rates^  become  effecdve  instru- 
ments of  discrimination.  The  matter  of  accordinsr  transit  at  a  cer- 
tzin  point  eLoiM  not  be  regarded  from  the  standpoint  alone  of  one 
carrier  In  tLe  iLro.:;:h  route,  but  from  the  atana^x^int  of  all  the 
carriers  comprisir^  t:^  througli  route.  Hej^^rtcrn  ii>trir%^r€ial  Club 
r.  L  C .  h.  B.  Co^  tupra.  In  51,  Limm  S.  IT.  Rf.  Cp^  t.  Uniied 
htaUM^  'zMf  U.  S^  136,  the  Supreme  Court  said : 

LoealitVts  reqaire  protectSon  as  kkm^  ftvoi  e»MliiBat?»as  «#  cfm^jtcUag  car- 
f|«r*  as  iT^fm  carraen  vhtae  Tails"  reacts  Uwat.  Oear^  lb*  p»v^er  «C  Cte- 
STUM  sjhI  of  tike  Cucnmissicii  to  prevent  iut^^t^^te  curriers  fHau  prMticiBf 

dlvTliLUiatioQ  ag:.:-<t     particular  Kv^Uiy  id  ixH  cvHit^i^  ;\>  tbc«»  wtiioee  rails 
ccter  ft. 

See  also  Commercial  L  luh  of  Oeukkjk  \.  B.  a-  i\  A\  A\  t  *^,  5:2  L  C.  O, 
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The  difficulties  which  the  Illinois  Central  and  Louisville  &  Nash* 
ville  apprehend  in  policing  transit  at  M^nphis  and  Louisville  are  not 
controlling  on  the  issue  of  undue  prejudice  as  it  does  not  appear  that 
any  greater  difficulty  in  policing  would  be  experienced  at  those  points 
than  at  the  other  points  on  the  through  route  which  are  now  ac- 
corded transit 

With  respect  to  the  objections  urged  by  those  carriers,  that  they 
have  no  control  over  the  transit  arrangements  accorded  by  their  con- 
nections, and  that  the  establishment  of  similar  transit  at  Memphis 
and  Louisville  would  adversely  affect  their  revenues,  it  may  be  said 
in  reply  that  if  those  carriers  are  assured  of  a  reasonable  return  for 
the  additional  services  r^idered  in  according  the  transit  at  Memphis 
and  Louisville,  it  does  not  appear  that  they  have  any  just  cause  for 
complaint.  The  record  does  not  afford  a  sufficient  basis  for  deter- 
mining what  would  be  a  reasonable  transit  charge  to  apply  at  Mem- 
phis and  Louisville  on  lumber  transited  at  those  points.  If  the  ex- 
isting transit  arrangements  on  the  through  routes  from  and  to  the 
territories  involved  are  continued  in  effect,  all  of  the  defendants  who 
are  parties  thereto  will  be  expected  to  establish  transit  arrangements 
and  charges  which  will  effect  substantial  equality  as  between  the 
various  transit  points.  If  the  Illinois  Central  or  Louisville  &  Nash- 
ville, in  establishing  similar  transit  arrangements,  conceive  that  their 
revenues  are  adversely  affected  by  the  failure  of  their  connections  to 
establish  reasonably  compensatory  transit  charges,  the  matter  may  be 
brought  to  our  attention  in  an  appropriate  proceeding. 

We  find  that  defendants,  in  so  far  as  they  req>ectively  participate 
in  tariffs  carrying  joint  rates  on  lumber  and  forest  products  applying 
through  Memphis  or  Louisville  from  the  territories  of  origin  to  the 
territories  of  destination  embraced  in  the  complaint,  and  permitting 
in  connection  with  such  joint  rates  transit  at  Buffalo,  N.  Y.,  Toledo, 
Ohio,  Grand  Rapids,  Mich.,  Fort  Wayne  and  Logansport,  Ind.,  Chat- 
tanooga, Tenn.,  or  Meridian,  Miss.,  while  contemporaneously  denying 
similar  transit  arrangements  at  Louisville  or  Memphis  on  the  same 
through  routes,  subject  complainants  to  imdue  prejudice  and  disad- 
vantage. As  stated,  the  complaint  was  withdrawn  as  to  three  of  the 
defendants,  so  far  as  transit  at  Memphis  is  concerned,  and  this  find- 
ing is  not  to  be  understood  as  applying  to  those  three  carriers  with 
respect  to  transit  at  Memphis. 

An  appropriate  order  will  be  entered. 

Hall,  Commissioner j  dissenting : 

The  principles  announced  in  Schmidt  dk  Sons  v.  M.  C.  R.  R.  Co.j 
19  L  C.  C,  535 ;  Grain  dk  Hay  Exchange  v.  P.  Co.,  32  I.  C.  C,  409 ; 
Indianapolis  Chamber  of  Commerce  v.  C.^  C.y  C.  dk  St  L.  Ry.^  34 
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I.  C.  C,  267 ;  and  Meridian  Oraifa  &  Elevator  Co.  v.  A.  cj&  F.  By,  Oo^ 
38 1.  C.  C,  478,  are  sound  and  should  govern  here. 

The  Louisville  &  Nashville  and  Illinois  Central  consistently  refuse 
to  accord  transit  on  lumber.  They  participate  in  joint  rates  under 
which  transit  is  allowed  by  their  connections  north  of  the  Ohio 
River.  Their  lumber  tariffs  specifically  provide  that  they  will  not  be 
responsible  for  the  granting  of  transit  privil^es  by  their  conneo 
tions.  Under  these  circumstances  they  are  not,  in  my  opinion, 
chargeable  with  undue  prejudice  because  they  fail  to  provide  transit 
upon  request  at  Memphis  and  Louisville  on  Uieir  own  lines. 

An  undue  prejudice  is  one  which  the  carrier  can  cure  by  alternative 
methods  at  its  choice.  If  the  Louisville  &  Nashville  and  the  Illinois 
Central  had  the  power,  at  their  choice,  to  effect  discontinuance  of  die 
transit  service  at  Buffalo,  for  example,  or  to  install  the  like  at 
Memphis  and  Louisville,  they  would  be  responsible  for  the  undue 
prejudice  found  and  could  be  required  to  remove  it  But  now  they 
have  no  real  alternative.  If  they  do  not  accord  transit  at  Memphis 
and  Louisville,  the  most  that  they  can  do  is  to  cancel  their  participa- 
tion in  the  joint  rates  imder  which  their  connections  north  of  the 
river  accord  transit  at  Buffalo.  Yet  the  law  fosters  joint  rates,  and 
in  a  proper  proceeding  we  can  require  their  reestablishment. 

Meantime  Buffalo  will  have  had  the  transit  Memphis  and  Louis- 
ville will  not  and  the  majority^  report  finds  no  sufficient  basis  in  tiie 
record  for  requiring  its  establishment  in  those  two  cities.  I  thinlr 
we  should  not  fasten  a  finding  of  undue  prejudice  upon  a  carria* 
not  responsible  for  the  difference  in  treatment  and  without  power  to 
remove  it.  Transit  is  only  one  of  the  many  accessorial  services 
which  one  carrier  in  a  chain  of  communication  may  see  fit  to  accord 
and  another  to  withhold.  That  chain  may  stretch  from  the  Gulf 
to  the  lakes,  or  from  one  ocean  to  the  other,  through  many  varying 
local  transportation  conditions. 

I  can  give  no  adherence  to  the  view  that  because  one  carrier  in  that 

chain  responds  to  the  conditions  under  which  it  operates  by  affording 

an  accessorial  service  of  some  kind  at  points  on  its  line,  eveiy  other 

carrier  in  the  chain  may  be  required  to  do  the  like  or  withdraw  from 

the  joint  rate.    That  view  is  not  formulated  in  the  majority  report 

but  seems  to  follow  from  it  as  a  logical  conclusion. 
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No.  10582. 
AMERICAN  CKEOSOTING  COMPANY 

V. 

DIRECTOR  GENERAL,  CENTRAL  RAILROAD  COMPANY 

OF  NEW  JERSEY,  ET  AL, 


Submitted  May  7,  1920,    Decided  March  15,  1921. 


1.  Defendants*  participation  in  tariffs  carrying  joint  rates  on  lumber  and 

permitting  under  sucli  rates  creosoting  in  transit  at  certain  points,  while 
contemporaneously  denying  similar  transit  upon  the  same  through  routes 
at  Newark,  N.  J.,  found  to  subject  complainant  to  undue  prejudice  and 
disadvantage  with  respect  to  traffic  from  points  in  southern  classifica- 
tion territory  to  points  beyond  Newark. 

2.  Refusal  of  the  defendants  serving  Newark  to  establish  creoso ting-in- transit 

arrangements  at  that  point  found  not  unreasonable. 

/.  L,  Roherts  for  complainant. 

A.  H.  Elder  and  E.  B,  Thomna  for  defendants. 

Report  of  the  Commission. 

Daniels,  Commisaioner: 

The  issues  here  presented  were  made  the  subject  of  a  proposed  re- 
port by  the  examiner;  exceptions  were  filed  by  defendants;  and  the 
parties  have  been  heard  in  oral  argument. 

Complainant  is  a  corporation  engaged  in  shipping  carloads  of 
lumber,  piling,  telegraph  cross  arms,  railroad  ties,  and  wooden  paving 
blocks  from  points  in  southern  classification  territory  to  its  plant 
at  Newark,  N.  J.,  where  they  are  creosoted  and  reshipped  to  points 
of  consumption  in  official  classification  territory.  For  the  move- 
ment of  this  material  complainant  pays  the  rates  to  and  from  New- 
ark, whereas  its  competitors  in  central  territory  and  in  the  south 
have  transit  arrangements  under  which  they  can  ship  to  the  same 
points  of  consumption  at  the  joint  rates  plus  a  transit  charge.  By 
its  complaint  filed  March  24,  1919,  as  amended,  complainant  alleged 
that  the  denial  to  it  of  similar  transit  arrangements,  which  include 
the  cutting  of  paving  blocks  into  shape  at  the  creosoting  plant,  re- 
sulted in  charges  which  were  unjust,  unreasonable,  unjustly  discrimi- 
natory, and  unduly  prejudicial  in  violation  of  sections  1,  2,  and  8 
of  the  act  to  regulate  commerce  and  of  section  10  of  the  federal 
control  act.  It  is  contended  that  just  and  reasonable  carload  rates 
would  be  the  joint  rates  from  the  points  of  origin  to  the  final  desti- 
nations of  the  creosoted  articles  where  the  joint  rates  apply  via 
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Newark,  and  that  where  the  joint  rates  do  not  apply  through  New- 
ark the  said  joint  rates  plus  charges  ranging  from  2.5  cents  for 
30  miles  and  under  to  30  cents  for  500  miles  for  out-of-line  or  back- 
haul movements  would  be  just  and  reasonable.  No  objection  is  made 
to  an  additional  transit  charge  similar  to  that  charged  its  competi- 
tors. We  are  asked  to  prescribe  just  and  reasonable  rates  for  the 
future.  Rates  are  stated  herein  in  cents  per  100  pounds  and  do 
not  include  the  increases  authorized  in  Increased  Bates,  19S0,  58 
I.  C.  C,  220. 

The  process  of  creosoting  consists  of  steaming  the  wood  in  a  retort 
or  cylinder,  removing  the  moisture,  and  running  in  the  creosoting 
oil,  a  coal-tar  product,  under  pressure  for  a  number  of  hours,  then 
removing  the  excess  oil  and  putting  the  wood  in  a  vacuum  to  clean 
it.  Wood  so  treated  is  used  quite  extensively  throughout  the  country, 
especially  in  the  east,  for  railroad  ties  and  telegraph  cross  arms,  for 
paving  streets,  sidewalks,  and  factory  floors,  and  in  the  construction 
of  docks.  The  wood  used  for  creosoting  is  largely  long-leaf  yellow 
pine  originating  in  the  south.  While  some  other  woods,  such  as 
spruce,  originating  in  other  sections  of  the  country,  will  absorb  the 
creosote,  they  curl  and  twist,  and  are  therefore  unsuitable  for  the 
purposes  for  which  creosoted  wood  is  principally  used. 

Complainant's  plant  is  reached  by  the  Pennsylvania  Railroad  and 
the  Central  Railroad  of  New  Jersey,  hereinafter  referred  to  as  the 
Pennsylvania  and  the  Central.  Newark  is  on  the  main  line  of  the 
New  York  division  of  the  Pennsylvania.  Trains  containing  cars  for 
complainant  arriving  at  Newark  over  the  Pennsylvania  are  broken  up 
at  Waverly,  a  large  classification  yard  of  the  Pennsylvania  in  Newark, 
and  the  cars  for  complainant  are  then  moved  over  the  Passaic  and 
Lister  branches  and  over  a  track  operated  jointly  by  the  Pennsyl- 
vania and  the  Central  and  known  as  the  Manufacturers  Extension 
Railroad  to  complainant's  plant,  approximately  6  miles  from  Wav- 
erly. Newark  is  not  on  the  Central's  main  line  to  New  York,  but  is 
on  what  are  known  as  the  Newark-Elizabeth  and  Newark-New  York 
branches.  The  Central's  trains  containing  cars  for  Newark  leave 
the  main  line  at  Elizabethport,  N.  J.,  and  move  for  8  miles  over  the 
Newark-Elizabeth  branch  to  Brills  Junction,  in  Newark,  where  the 
cars  are  classified.  They  are  then  switched  over  the  Manufacturers 
Extension  branch  to  complainant's  plant  Traffic  for  New  York 
may  move  via  the  Central  through  Newark,  the  routing  being  un- 
restricted. As  an  operating  matter  it  is  not  ordinarily  handled 
through  that  point,  but  moves  direct  over  the  main  line  through 
Bayonne,  N.  J.,  to  Jersey  City,  N.  J.  Traffic  from  the  south  and 
west  does  not  move  via  the  Central  through  Newark  or  Jersey  City 
when  destined  to  points  on  the  New  York,  New  Haven  &  Hartford 
Railroad,  but  is  delivered  to  the  Leliigh  &  Hudson  River  Railroad  at 
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Easton,  Pa.,  for  movement  beyond  in  connection  with  the  New  York, 
New  Haven  &  Hartford.  This  is  due  to  the  fact  the  latter  carrier 
refuses  to  accept  this  traffic  from  the  Central  at  Jersey  City,  although 
the  Central  naturally  prefers  the  latter  route  because  of  the  longer 
haul  which  it  would  receive.  Traffic  from  the  south  and  from  St. 
Louis,  Mo.,  and  other  Mississippi  Biver  crossings,  when  routed  by 
way  of  the  Pennsylvania  to  points  in  eastern  New  York  and  in  New 
England,  moves  through  Newark. 

Complainant  creosotes  all  of  the  lumber  material  which  it  receives. 
Much  of  this  material  has  in  the  past  reached  Newark  by  water,  in 
1914  about  40  per  cent  being  received  in  this  way,  of  which  approxi- 
mately 75  per  cent  consisted  of  railroad  ties.  At  the  time  of  the 
hearing  less  freight  was  being  received  by  water  on  account  of  the 
increase  in  ocean  freight  charges,  although  it  is  stated  that  ocean 
freight  charges  are  lower  than  they  were  in  1917  and  1918.  Com- 
plainant's plant  is  on  the  Passaic  Biver  and  has  ample  dock  facilities 
and  a  large  steel  lifting  crane.  As  the  depth' of  the  water  at  the  dock 
is  only  4  feet,  at  high  tide,  freight  must  be  barged  to  the  dock,  a 
service  which  adds  to  the  cost  of  transportation.  An  initial  rail  haul 
18  also  usually  involved. 

Complainant  purchases  railroad  ties  at  points  in  Florida,  such  as 
Jacksonville,  Femandina,  and  Tampa;  also  at  Mobile,  Ala.,  and 
other  southern  points.  Complainant's  competitors  are  said  to  secure 
their  ties  from  the  same  general  territory,  but  complainant's  witness 
was  unable  to  name  specific  points.  Most  of  the  ties  creosoted  by 
complainant  axe  the  property  of  the  railroads.  As  to  the  latter 
traffic  complainant  is  not  interested  in  the  freight  rate  and  fre- 
quently does  not  know  where  the  ties  originate.  Paving  stock  is 
usually  about  4  inches  wide,  3  inches  thick,  and  5  to  10  inches  long. 
It  is  cut  largely  from  the  waste  of  big  timbers  and  is  supplied  prin- 
cipally by  the  larger  miUs.  The  stock  is  cut  into  paving  blocks  at 
the  creosoting  plants ;  hence  any  transit  arrangement  for  creosoting 
wood  paving  blocks  necessarily  carries  with  it  the  sawing  and  dress- 
ing of  the  lumber  at  the  transit  point.  All  the  creosoting  plants  are 
equipped  to  cut  blocks.  Lockhart,  Ala.,  and  Bogalusa,  La.,  are  the 
principal  producing  points  for  paving  block  material,  although  com- 
plainant purchases  some  at  Century,  Fla.  Complainant's  com- 
petitors also  buy  their  stock  at  Lockhart  and  Bogalusa.  Planks  and 
timbers,  also  piling  and  telegraph  cross  arms,  are  creosoted  by  com- 
plainant, and  these  it  purchases  principally  at  mills  in  Georgia, 
Florida,  and  Alabama,  although  it  has  also  received  them  from  Dela- 
ware, Maryland,  and  Virginia. 

Complainant  located  its  plant  at  Newark  in  1910.  Its  principal 
competitors,  most-  of  whom  constructed  their  plants  since  that  time, 
are  located  in  central  territory,  at  Madison,  111.,  Indianapolis  and 
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Bloomington,  Ind.,  and  Toledo,  Ohio.  There  are  other  competitors 
at  Broadf  ord  Junction,  Pa.,  and  Simpson,  Miss.  All  of  these  operate 
under  transit  rules  which  give  them  the  benefit  of  the  joint  rates 
where  they  apply  through  the  creosoting  point,  and  some  of  them 
under  rules  which  also  authorize  the  application  of  the  joint  rates, 
plus  out-of-line  or  back-haul  charges,  the  same  or  substantially  the 
same  in  amount  as  those  sought  by  complainant,  where  the  joint  rate 
is  not  applicable  through  the  creosoting  point.  With  the  exception 
of  Broadford  Junction,  which  is  not  accorded  the  back-haul  service, 
these  plants  are  located  on  through  routes  to  eastern  consuming  ter- 
ritory, and  no  back-haul  movement  is  involved  in  shipments  to  that 
territory.  Broadford  Junction  is  not  directly  intermediate  between 
the  south  and  the  consuming  territory  north  and  east  of  Newark,  the 
creosoted  product  moving  principally  to  points  in  western  New  York. 
No  competitors  are  located  upon  the  rails  of  the  Pennsylvania  or 
the  Central.  The  creosoting-in-transit  arrangement  seems  to  be  quite 
common  except  in  trunk  line  territory. 

There  are  creosoting  plants  other  than  that  of  complainant  in 
trunk  line  territory,  but  complainant  meets  no  competition  of  any 
consequence  from  these  plants.  This  it  ascribes  partially  to  the  fa<^ 
that  these  plants  do  not  have  the  transit  arrangement,  but  chiefly 
to  the  fact  that  they  do  not  seek  to  any  great  extent  the  business  of 
the  public,  but  confine  their  operations  almost  entirely  to  creosoting 
for  railroads,  telegraph  companies,  and  electric-li^t  companies. 
Many  of  these  plants  are  said  to  be  owned  by  the  railroads  and 
to  have  been  operated  at  the  time  of  the  hearing  by  the  United 
States  Bailroad  Administration.  Some  of  these  eastern  plants  have 
refused  business  from  the  general  public  and  turned  inquiries  over 
to  the  complainant.  There  are  also  some  creosote  dipping  plants  in 
New  England,  this  process  being  principally  used  for  shingles. 
Dipped  lumber  does  not  come  into  competition  with  complainant's 
product. 

Competition  is  keen  in  the  sale  of  creosoted  wood  products  and 
especially  so  in  the  sale  of  wood  paving  blocks.  Complainant  sells 
its  creosoted  products  on  a  margin  of  profit  of  about  5  per  cent.  It 
has  lost  many  contracts  on  which  it  has  bid  at  points  in  New  Eng- 
land and  in  New  York  state,  which  its  witness  stated  was  because 
competitors  having  the  transit  arrangement  were  enabled  to  under- 
bid it,  due  to  the  difference  in  freight  rates.  In  other  cases  complain- 
ant has  refrained  from  bidding,  particularly  in  the  territory  lying 
between  Newark  and  central  territory  because  of  its  alleged  dis- 
advantage in  the  matter  of  freight  rates.  Although  the  demand  for 
creosoted  lumber  has  increased  considerably  within  the  past  few 
years,  complainant^s  commercial  output,  as  distinguished  from  creo- 
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soting  done  for  railroads,  has  somewhat  decreased.  The  majority 
of  its  sales  have  been  at  near-by  points  in  New  Jersey  and  New  York. 
Although  the  capacity  of  complainant's  plant  is  1,800  30-ton  cars  a 
year,  in  1918  it  shipped  out  only  about  700  or  750  cars,  and  approxi- 
mately the  same  number  in  1917.  Of  these,  400  cars  in  1918  con- 
sisted of  ties  owned  by  the  Pennsylvania.  This  inability  to  operate 
its  plant  to  capacity  it  attributes  entirely  to  lack  of  transit  arrange- 
ments. The  following  rates,  among  others  cited  by  complainant, 
illustrate  the  disadvantage  to  complainant  by  reason  of  the  adjust- 
ment assailed.  The  rate  from  Meridian,  Miss.,  and  grouped  points 
to  Boston,  Mass.,  on  basis  of  which  creosoting  in  transit  is  permitted 
at  the  central  territory  points,  is  43  cents,  whereas  complainant  pays 
a  rate  of  53.5  cents  from  the  same  points  to  Boston,  39  cents  to 
Newark,  and  14.5  cents  beyond.  The  joint  rate  from  Meridian  to 
New  York  is  39  cents,  while  the  combination  on  Newark  is  47  cents, 
89  cents  to  Newark  and  8  cents  beyond,  resulting  in  a  disadvantage 
to  complainant,  as  compared  with  its  central  territory  competitors  of 
8  cents.  On  shipments  from  Meridian  to  Portland,  Me.,  complain- 
ant's central  territory  competitors  have  an  advantage  of  18.5  cents. 
Much  of  defendants'  testimony  was  directed  toward  showing  the 
diflBculty  of  policing  a  transit  arrangement  at  complainant's  plant. 
The  year  1914,  in  which,  as  stated  above,  approximately  40  per  cent 
of  complainant's  material  was  received  by  water,  was  said  to  be  rep- 
resentative of  any  year  prior  to  the  world  war.  Defendants  urge 
that  while  they  would  have  a  record  of  all  material  moving  in  by  rail, 
they  would  have  no  record  of  the  material  arriving  by  water;  that 
the  lumber  which  arrives  by  water  is  not  marked  in  any  way  to  dis- 
tinguish it  from  lumber  arriving  by  rail;  and  that  under  such  cir- 
cumstances it  would  be  impossible  to  preserve  the  identity  of  the 
inbound  shipments  of  raw  lumber  material,  and  that  no  system  of 
records  would  be  adequate  to  prevent  even  unintentional  substitu- 
tion. The  substitution  at  the  transit  point  of  one  article  for  another, 
when  not  specifically  authorized  by  the  tariff,  is  unlawful  and  will 
subject  the  parties  guilty  thereof  to  criminal  prosecution.  Fahricor 
tion-in-Transit  CJiarges^  29  I.  C.  C,  70;  National  Casket  Co.  v.  S. 
Ry.  Co,^  31  I.  C.  C,  678.  Defendants  serving  central  territory  pro- 
vide transit  arrangements  similar  to  those  sought  by  complainant, 
and  the  tariff  of  one  of  the  defendants,  the  New  York  Central  Bail- 
road,  governing  creosoting  in  transit  at  Toledo,  a  lake  port,  and  at 
other  points  on  its  line  west  of  Buffalo,  N.  Y.,  or  Clearfield,  Pa., 
makes  specific  provision  for  policing  nontransit  tonnage  whether  re- 
ceived or  forwarded  by  rail,  boat,  wagon,  or  otherwise.  Defendants 
assert,  however,  that  there  is  no  movement  by  water  to  the  plant  at 
Toledo  or  to  the  plant  at  Madison,  a  Mississippi  Biver  point 
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Neither  the  Pennsylvania  nor  the  Central  allows  creosoting  in 
transit  or  sawing  and  dressing  of  lumber  in  transit  at  any  point  upon 
its  line.  However,  the  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis 
Railroad,  a  part  of  the  Pennsylvania  system,  allows  creosoting  in 
transit  at  Indianapolis  in  accordance  with  its  tariff  I.  C.  C.  No.  1411 
Apparently  there  are  no  transit  arrangements  for  creosoting  of 
lumber  on  any  of  the  lines  in  trunk  line  territory  except  at  Broad- 
ford  Junction  on  the  Pittsburgh  &  Lake  Erie  Railroad.  There  are 
no  transit  arrangements  for  the  dressing  and  sawing  of  lumber  in 
that  territory  except  on  the  Adirondack  division  of  the  New  York 
Central  Railroad,  where  such  arrangements  were  authorized  a  few 
years  ago  when  the  government  removed  the  duty  from  rough  lumber 
in  order  to  encourage  competition  with  the  Canadian  mills.  This 
is  in  the  nature  of  a  government  arrangement  for  the  purpose  of 
encouraging  manufacturing  in  the  United  States.  Lumber  dealers 
throughout  the  state  of  New  York  have  requested  that  sawing  and 
dressing  in  transit  be  permitted  but  the  carriers  have  consistently 
refused. 

Defendants  urge  that  to  uphold  the  contention  of  complainant  that 
as  a  matter  of  reasonableness  under  section  1  of  the  act  it  is  entitled 
to  the  establishment  of  the  arrangement  sought  in  this  instance, 
would  justify,  if  not  require,  the  further  extension  of  the  arrange- 
ment to  other  creosoting  plants  throughout  trunk  line  territory; 
and  that  the  natural  result  would  be  that  the  lumber  dealers  in  this 
territory  would  demand  the  granting  of  dressing  and  sawing  in 
transit  at  their  plants. 

It  is  apparent  that  the  question  here  presented  is  primarily  one  of 
alleged  undue  prejudice  resulting  from  the  granting  of  a  creosoting- 
in-transit  arrangement  to  complainant's  competitors  and  the  denial 
of  a  similar  arrangement  to  complainant.  The  record  establishes 
that  on  much  traffic  to  points  beyond  Newark  in  eastern  New  York 
and  in  New  England,  which  territory  complainant  asserts  constitutes 
its  natural  market,  it  is  unable,  as  to  all-rail  traffic  at  least,  to  meet 
the  competition  of  creosoting  plants  in  central  territory  by  reason 
of  the  situation  complained  of.  Complainant  contends  that  so  long 
as  the  Pennsylvania  and  the  Central  participate  in  joint  rates  under 
which  the  transit  arrangement  is  allowed  by  the  other  lines  they  are 
necessarily  chargeable  with  imjust  discrimination  and  imdue  preju- 
dice because  they  do  not  allow  the  arrangement  at  Newark  on  their 
own  lines.  On  behalf  of  the  Central  and  the  Pennsylvania  it  is  urged 
that  they  are  not  in  anywise  interested  in  or  chargeable  with  the 
allowance  of  these  transit  arrangements  by  connecting  lines.  Those 
two  carriers  rely  strongly  upon  Ch'ain  d:  Hay  Exchange  v.  P.  Co.s 
32  I.  C.  C,  409,  IruUanapoUs  Chamber  of  Commerce  v.  (7,,  C.^  C.  <& 
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St.  L.  By.y  84 1.  C.  C,  267,  Meridian  Graih  A  Elevator  Co.  v.  A.  <& 
F.  Ry.  Co.^  38  I.  C.  C,  478,  and  other  cases  involving  somewhat 
similar  situations  in  which  complaints  alleging  undue  prejudice  were 
dismissed.  Those  cases,  however,  were  considered  in  Southern  Hard- 
wood TraH^  A880.  v.  Director  General^  61 1.  C.  C,  182,  decided  this 
date,  and  found  to  be  no  longer  controlling  in  view  of  the  enlarged 
powers  conferred  upon  us  by  the  transportation  act,  1920.  In  the 
case  last  cited  we  found  that  defendants'  participation  in  tariffs 
carrying  joint  rates  on  Imnber  and  forest  products  applying  through 
Memphis,  Tenn.,  or  Louisville,  Ky.,  and  permitting  in  connection 
with  such  joint  rates  transit  at  certain  points  on  the  through  routes, 
while  cont^nporaneously  denying  similar  transit  at  Louisville  or 
Memphis,  subjected  the  complainants  therein  to  undue  prejudice. 
The  Central  and  the  Pennsylvania,  as  well  as  other  defendants  here- 
in, are  parties  to  joint  rates  on  creosoted  lumber  applying  through 
Newark  under  which  transit  is  permitted  at  competing  plants  on  the 
through  routes,  but  is  denied  to  complainant  at  Newark,  and  thereby 
they  become  effective  instruments  of  discrimination. 

The  fact,  as  shown  by  complainant,  that  transit  arrangements  are 
provided  by  defendants  on  other  commodities  which  are  not  in  any 
way  competitive  with  creosoted  lumber  does  not  prove  any  unjust 
discrimination  or  undue  prejudice  against  complainant.  Nashville 
Lumbermen's  Club  v.  L.  c6  A^.  R.  R.  Co.^  40  I.  C.  C,  69- 

Complainant's  request  for  the  establishment  of  back-haul  charges 
where  the  joint  rates  do  not  apply  through  Newark  is  based  upon 
the  ground  that  the  outbound  rates  from  Newark  on  the  creosoted 
products  are  unreasonable.  Complainant  relies  mainly  upon  two  ex- 
hibits, the  first  showing  the  divisions  received  by  the  lines  north  and 
east  of  Cairo,  111.,  out  of  rates  on  lumber  from  points  in  the  south 
and  southwest  to  destinations  in  trunk  line  territory,  which  divisions 
for  hauls  of  from  920  to  1,204  miles  are  said  to  be  from  23.8  to  29.9 
cents,  the  second  being  a  comparison  of  the  sixth-class  rate  of  18 
cents  applicable  to  wood  paving  blocks  from  Newark  to  a  number  of 
destinations  in  New  York,  including  Albany,  Rochester,  Syracuse, 
and  Utica,  with  commodity  rates  on  the  same  product  for  hauls  for 
similar  distances  from  St.  Louis,  Madison,  and  Chicago,  111.,  and 
Sandstone,  Minn.,  to  various  destinations  in  Iowa,  Missouri. 
Nebraska,  and  South  Dakota.  With  reference  to  the  first,  it  may  be 
said  that  while  divisions  may  be  considered  as  evidence  they  are  not 
conclusive  and  ordinarily  do  not  afford  a  sound  basis  upon  which 
to  judge  of  the  reasonableness  of  rates.  The  New  York  destinations 
shown  in  the  second  exhibit  mentioned  are  at  an  average  distance  of 
269  miles  from  Newark.  The  average  haul  to  the  western  destina- 
tions is  296.5  miles  and  the  average  rate  11.67  cents.    The  distance 
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rates  of  the  Wabash  Railroad  applicable  to  the  transportation  of 
creosoted  paving  blocks  from  St.  Louis  to  points  in  Missouri  are  also 
cited.  While  these  comparisons  indicate  that  the  rates  out  of  Newark 
to  the  particular  destinations  shown  in  the  exhibits  may  be  rather 
high,  they  are  insufficient,  standing  alone,  to  support  a  finding  and 
order  for  general  application  for  the  future. 

Following  Southern  Hardwood  Trafjic  Asso,  v.  Director  General^ 
supra^  and  upon  the  facts  of  record  in  this  ca9e,  we  find  that  the 
refusal  of  the  Central  and  the  Pennsylvania  to  establish  creosoting- 
in-transit  arrangements  at  Newark  is  not  unreasonable,  but  that 
defendants,  in  so  far  as  they  respectively  participate  in  tariffs  carry- 
ing joint  rates  on  lumber,  piling,  telegraph  cross  arms,  railroad  ties, 
and  wooden  paving  blocks,  applying  through  Newark  from  points 
in  southern  classification  territory  to  points  in  northern  New  Jersey, 
eastern  New  York,  and  in  New  England,  and  permitting  in  con- 
nection with  such  joint  rates  creosoting  in  transit  at  Madison,  In- 
dianapolis, Bloomington,  Toledo,  or  Simpson,  while  contemporane- 
ously denying  similar  transit  arrangements  at  Newark,  subject  com- 
plainant to  imdue  prejudice  and  disadvantage. 

An  appropriate  order  will  be  entered  requiring  the  removal  of  the 
undue  prejudice. 

Hall,  Commissioner^  dissenting: 

This  case  is  similar  in  principle  to  Southern  Hardwood  Traffic 
Asso.  V.  Director  General,  61 1.  C.  C,  132,  and  most  of  what  is  said  in 
my  dissenting  expression  there  is  applicable  here. 

In  central  territory  the  carriers  accord  the  transit ;  in  trunk  line 
territory  they  do  not.  The  Pennsylvania  Railroad  and  Central  of 
New  Jersey,  which  serve  Newark,  do  not  accord  the  transit  at  any 
point  on  their  lines.  Nevertheless,  because  they  participate  in  joint 
rates  with  carriers  which  permit  transit  in  central  territory,  they 
must,  under  the  majority  report,  allow  the  transit  at  Newark  or  cancel 
their  participation  in  the  joint  rates,  although  the  circumstances  and 
conditions  at  Newark  affecting  the  desired  transit  are  plainly  differ- 
ent from  those  at  points  in  central  territory  where  transit  is  allowed, 

and  although  cancellation  of  the  joint  rate  will  not  help  Newark. 
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Submitted  December  SI,  1919.    Decided  March  21,  1921, 


Commodity  rates  charged  on  numerous  carload  shipments  of  packing-house 
products  from  Ottumwa,  Iowa,  to  Memphis,  Tenn.,  on  and  after  November 
17,  1913,  higher  than  the  contemporaneous  fifth-class  rates  from  and  to  the 
same  points,  found  not  unreasonable.    Complaint  dismissed. 

Walter  E.  McComack  for  complainant. 
Kenneth  F.  Burgess  for  defendants. 

Repobt  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Hall,  Commissioner: 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by 
the  examiner. 

Complainant  is  a  corporation  engaged  in  the  meat-packing  busi- 
ness at  Ottumwa,  Iowa.  By  complaint  filed  November  25,  1916,  it 
alleges  that  the  joint  commodity  rate  of  31  cents  charged  on  numer- 
ous carload  shipments  of  packing-house  products  from  Ottumwa  to 
Memphis,  Tenn.,  on  and  after  November  17,  1913,  was  unreasonable 
to  the  extent  that  it  exceeded  25.5  cents.  By  supplemental  complaint 
filed  September  14,  1918,  prior  to  the  hearing,  the  Director  General 
of  Railroads  was  made  a  party  defendant  and  the  increased  rate  of 
39  cents,  effective  June  25,  1918,  was  similarly  assailed.  Reparation 
is  sought  on  all  shipments  that  moved  under  those  rates,  a  partial  list 
of  which  was  filed  with  us  on  November  13,  1915.  At  the  hearing 
complainant  conceded  the  propriety  of  the  percentage  increase  ap- 
plied under  general  order  No.  28,  of  the  Director  General,  and  on 
shipments  made  on  and  after  June  25,  1918,  asks  reparation  to  the 
basis  of  a  rate  of  32  cents.    Rates  are  stated  in  cents  per  100  pounds. 

All  of  the  shipments  moved  over  the  Chicago,  Burlington  & 
Quincy  or  Wabash  to  St.  Louis,  Mo.,  and  the  Terminal  and  Illinois 
Central  beyond. 
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Packing-house  products  generally  are  rated  fifth  class  in  western 
classification  territory.  From  November  17,  1913,  to  June  26,  1918, 
the  fifth-class  rate  from  Ottumwa  to  Memphis  over  tiie  routes  of 
movement  was  29  cents,  minimum  weight  26,000  pounds  up  to 
August  5,  1919,  and  30,000  pounds  thereafter.  The  minimum  in 
connection  with  the  commodity  rate  was  26,000  pounds  until  July 
30, 1919,  when  it  also  was  increased  to  30,000  pounds.  On  June  25, 
1918,  the  class  rate  was  increased  to  36.5  cents  and  the  commodity 
rate  to  39  cents.  Effective  March  6, 1919,  the  latter  was  reduced  to 
the  amount  of  the  class  rate,  pursuant  to  the  following  provision  of 
general  order  No.  28  : 

In  applying  the  increases  prescribed  In  this  section  the  increased  class  rates 
applicable  to  like  commodity  descriptions  and  minimum  weights  between  the 
same  points  are  not  to  be  exceeded,    ♦    ♦    ♦. 

Thereupon,  it  is  testified,  refund  was  made  to  complainant  to  the 
basis  of  36.5  cents  per  100  poimds  on  all  shipments  made  on  and 
after  June  25,  1918,  although  the  39-cent  commodity  rate  had  been 
specifically  published  and  was  applicable. 

Complainant  rests  its  case  principally  upon  the  fact  that  the 
commodity  rates  exceeded  the  contemporaneous  class  rates,  but  asks 
for  reparation  to  the  basis  of  25.5  cents,  or  3.5  cents  less  than  the 
class  rate,  on  shipments  made  prior  to  June  25,  1918,  and  to  the 
basis  of  25.5  cents  plus  25  per  cent,  or  32  cents,  on  shipments  made 
thereafter.  These  bases  rest  upon  the  fact  that  the  amount  of  in- 
crease sought  by  the  carriers  in  1916  Western  Rate  Advance  Case^ 
35  I.  C.  C,  497,  590,  was  generally  3.5  cents,  this  being  the  increase 
necessary  in  most  cases  to  bring  the  commodity  rates  to  the  level 
of  the  fifth-class  rates. 

Complainant  introduced  several  exhibits  to  show  that,  with  but 
few  exceptions,  packing-house  points  throughout  this  territory  en- 
joyed outbound  commodity  rates  on  these  products  which  were  less 
than  the  corresponding  fifth-class  rates.  These  exceptions  were  the 
Missouri  Biver  cities,  which  also  paid  more  than  the  class  rates  up 
to  the  time  of  the  final  adjustment  imder  general  order  No.  28.  By 
one  of  the  exhibits  this  relationship,  as  well  as  a  comparison  of 
commodity  rates,  on  traffic  to  Memphis,  is  given  as  follows,  the 
figures  in  the  first  column  being  the  short-line  distances,  those  in  the 
second  and  fourth  columns  representing  the  rates  in  effect  prior  to 
June  25, 1918,  and  those  in  the  third  and  fifth  columns  representing 

the  subsequent  rates : 
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From— 


Dis- 
tances. 


Fort  Worth,  Tex 

Oklahoma  City,  Okla., 
Wichita,  Kans 

Kansas  City,  Mo 


South  Omaha,  Nebr. 

Sioux  aty,  lowm 

St.  Paul.Mimi 

Austin,  Minn 

Mason  City,  Iowa . . . 
Cedar  Rapids,  Iowa. 

Ottumwa,  Iowa. . . . . 

Chicagani 

St.  Loots,  Mo 


MiUs. 
639 
487 
505 

484 

084 

777 
887 
792 
752 
632 

566 

527 
311 


Paddng-house 
products  rates. 


Prior  to 

June  25, 

1918. 


Centa. 
28 
28 
29.5 

28 

3l" 

31 
31 
31 
31 
81 

31 

27 
21 


On  and 

after 
June  25, 

1918. 


Fifth-class 
rates. 


I^riorto 

June  25, 

1918. 


! 


} 


Cent$. 
70 
58 

55 

27 

29 

50 
51 
51 
50 
89 

29 

37 
30 


On  and 
after 

June  25, 
1918. 


Cents. 
87.5 
72.5 
69 

34 

36.5 

62.5 

64 

64 

62.5 

49 

36.5 

46.5 
37.5 


» In  effect  from  June  25, 191 S,  to  February  19, 1919,  inclusive. 
<  Eflbetive  February  20, 1919.         ' 
» In  effect  from  June  25, 1918,  to  March  5, 1919,  inclusive. 
*  Efltetive  March  6, 1919. 

In  further  support  of  the  complaint  Cudahy  Packing  Co.  v.  A.^  T. 
<&  S.  F.  Ry,,  32  I.  C.  C.  560,  and  Eastern  Live-Stock  Case,  36  I.  C.  C. 
675,  704,  are  cited.  In  the  former  we  condemned  as  unreasonable 
commodity  rates  on  packing-house  products  from  Wichita  and  Kan- 
sas City,  Kans.,  St.  Joseph,  Mo.,  and  South  Omaha,  Nebr.,  to  Utah 
common  points,  originally  equal  to  the  corresponding  class  rates, 
but  higher  during  the  period  in  question  by  reason  of  the  reduction 
of  the  class  rates  pursuant  to  our  order  in  an  earlier  case,  and 
awarded  reparation.  In  that  case  the  carriers  admitted  that  the  fail- 
ure to  reduce  the  commodity  rates  was  anomalous,  explaining  that 
but  for  "  tariff  complications  "  they  would  have  made  them  the  same 
as  the  class  rates.  In  the  latter  case  we  refused  to  approve  rates  on 
packing-house  products  in  eastern  territory  which  would  exceed  the 
existing  fourth-class  rates  on  such  products,  loose,  and  fifth-class 
rates,  packed. 

Defendants'  witness  traced  the  history  of  the  rates  in  controversj^ 
back  as  far  as  1891,  pointing  out  that  to  Memphis  the  rates  on  pack- 
ing-house products  from  Ottumwa  and  other  packing  centers  in 
Iowa,  as  well  as  from  Omaha,  Kansas  City,  and  other  Missouri  River 
points,  were  always  made  with  relation  to  the  rates  from  St.  Louis, 
and  not  to  the  contemporaneous  class  rates.  Thus,  in  1891,  the  rate 
from  Ottumwa  was  28  cents,  10  cents  over  St.  Louis,  and  from 
Chicago  24  cents.  In  1908  the  rates  generally  were  increased  3  cents, 
those  from  Ottumwa,  Oskaloosa,  Iowa  City,  and  Cedar  Rapids,  Iowa, 
remaining  10  cents  over  the  St.  Louis  rate.  From  Des  Moines  and 
Marshalltown,  Iowa,  the  rates  were  10.5  cents,  and  from  Boone,  Iowa, 
12  cents,  over  the  St.  Louis  rate.    From  Omaha,  Nebr.,  Council  Bluffs, 
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Sioux  City  and  certain  other  Iowa  points,  and  St.  Paul,  Minn.,  the 
rates  originally  were  13  cents  over  St.  Louis,  but  in  1900  those  from 
Omaha,  Council  Bluffs,  and  intermediate  points,  and  from  St.  Paul, 
were  reduced  3  cents  and  in  1908  again  increased  3  cents.  It  will  be 
observed  that  for  a  period  prior  to  1900  the  Omaha  rate  was  3  cents 
higher  than  the  Ottumwa  rate,  but  in  that  year  these  points  were  put 
on  a  parity. 

It  is  testified  that,  with  but  few  exceptions,  Omaha  and  Ottumwa 
are  grouped  on  class  and  commodity  rates  to  Memphis;  and  it  is 
emphasized  that  the  general  adjustment  above  outlined,  the  out- 
growth of  competitive  conditions,  has  been  long  continued.  De- 
fendants also  point  out  that  a  slightly  more  liberal  carload  mixture 
was  available  to  Ottumwa  under  the  commodity  rate  than  imder  the 
class  rate.  They  cite  Investigation  of  Alleged  Unreasonable  Rates 
on  Meats^  22  I.  C.  C,  160,  in  which  the  scale  prescribed  for  packing- 
house products  in  southwestern  territory  provided  a  rate  of  50  cents 
for  a  haul  of  600  miles,  with  an  allowance  of  2.5  cents  additional 
for  two-line  hauls.  The  movement  from  Ottumwa  to  Memphis  is 
over  two  lines  in  each  instance.  They  also  cite  certain  of  our  de- 
cisions to  the  effect  that  long-standing  adjustments  afford  some  pre- 
sumption of  reasonableness,  and  Chamher  of  Commerce^  Houston^ 
Tex.^  V.  /.  cfe  G.  N.  Ry.  Co,^  32 1.  C.  C,  247,  and  Sulphuric  Acid  from 
New  Orleans^  La,y  42 1.  C.  C,  200,  in  which  it  was  said  that  commodity 
rates  are  not  unreasonable  merely  because  they  exceed  the  class  rates. 

The  31-cent  rate  from  Ottumwa  to  Memphis  yielded  10.95  mills 
per  ton-mile ;  the  39-cent  rate  13.78  mills.  For  western  classification 
territory  and  the  service  accorded  such  commodities  these  earnings 
do  not  appear  to  have  been  too  high.  The  Ottumwa-Memphis  class 
rates,  with  which  comparison  is  made,  are  shown  by  the  preceding 
table  to  have  been  and  to  be  on  a  materially  lower  level  than  those 
from  the  contrasted  points;  and  it  may  be  observed  that  for  the 
Ottumwa-Memphis  distance  a  fifth-class  rate  constructed  on  the  scale 
prescribed  in  Railroad  Commission  of  Louisiana  v,  A.  H.  T.  Ry.  Co.^ 
48  I.  C.  C,  312,  345,  would  have  been  at  least  54  cents  prior  to  June 
25, 1918,  and  53.5  cents  on  the  scale  in  The  Missouri  River-Nebraska 
Cases,  40  I.  C.  C,  201,  261.  While  the  31-cent  rate  was  higher,  dis- 
tances considered  and  grouping  disregarded,  than  certain  of  the 
comparative  commodity  rates  shown  in  the  same  table,  it  compared 
favorably  with  others.  The  39-cent  rate  appears  to  be  fairly  related 
to  many  of  the  commodity  rates  referred  to  by  complainant  in  its 
exhibits. 

In  Rath  Packing  Co.  v.  /.  C.  R.  R.  Co.,  56  I.  C.  C,  303 ;  Same  v. 

Director  General,  59  I.  C.  C,  427,  we  found  that  commodity  rates  on 

packing-house  products  from  Waterloo,  Iowa,  to  Minneapolis  and 

St.  Paul,  Minn.,  were  unreasonable  to  the  extent  that  they  exceeded 

ni  ICO. 


MOBRELL  &  CO.  V.   C,  B.  &  Q.  R.  R.  CO. 


157 


the  contemporaneous  fifth-class  rates.    In  our  report  upon  reargu- 
ment  we  expressly  stated  at  page  429 : 

The  expression  in  the  original  report  to  the  effect  that  commodity  rates  on 
products  in  excess  of  fifth  class  are  unreasonable  should  not  be  wrested  from 
its  context,  but  should  be  understood  as  applying  only  to  the  particular  rates 
under  attack  and  not  as  establishing  a  general  rule. 

It  is  also  to  be  noted  that  the  rate  found  reasonable  in  the  case 
cited  yielded  ton-mile  and  car-mile  earnings  considerably  in  excess 
of  those  which  in  this  case  it  is  proposed  to  condemn  as  unreasonable. 
This  difference  is  not  wholly  accounted  for  by  the  difference  in 
mileage. 

We  find  that  the  rates  assailed  were  not  and  are  not  unreasonable. 
The  complaint  will  be  dismissed. 

Eastman, C'^^mmismTiier,  dissenting: 

The  evidence  is,  I  think,  sufficient  to  justify  a  conclusion  that  the 
rates  assailed  were  unreasonable.  In  Rath  Packing  Co.  v.  Director 
General,  56  I.  C.  C,  303 ;  59  I.  C.  C,  427,  we  found  that  the  com- 
modity rates  on  packing-house  products  from  Waterloo,  Iowa,  to 
Minneapolis  and  St.  Paul,  Minn.,  were  unreasonable  to  the  extent 
that  they  exceeded  the  contemporaneous  fifth-class  rates,  although 
these  fifth-class  rates  were  "relatively  low."  This  finding  was  in 
consonance,  we  said,  with  carrier  practice  generally  and  with  prior 
decisions  of  the  Commission.  Doubtless  there  may  be  cases  where 
the  fifth-class  rate  could  not  properly  be  used  as  a  measure  of  the 
reasonableness  of  the  rates  on  packing-house  products;  but  in  the 
case  before  us  it  appears,  not  only  that  the  rate  in  question  was  sub- 
sequently reduced  to  the  fifth-class  basis,  but  also  that  after  it  was 
reduced  it  was  and  is  in  harmony  with  the  general  level  of  rates  on 
packing-house  products  from  other  producing  points  to  Memphis. 

In  the  following  table  are  shown  the  rates  to  Memphis  on  packing- 
house products  in  effect  at  the  time  of  the  hearing  from  the  various 
producing  points,  graded  according  to  distance  with  the  ton-mile 
earnings : 


From— 


St.  Louis.  Mo 

Kansas  City,  Mo 

OUahoma  City,  Okla. 

ChiCMO^ni 

Fort  worth,  Tex 

Wlefaita,gana 

Ottumwa,  Iowa 

Cedar  Rapids,  Iowa . . 
South  Omaha,  Nebr.. 

Masoo  City,  Iowa 

8ioax  Ci^,  Iowa 

AostiD,  liflm 

St.  Paul,  Mfim 
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Dis- 

Rates. 

Ton-mile 

tances. 

earnings. 

MOei. 

Centt, 

Mm$, 

311 

26.5 

17 

484 

34 

14 

487 

85 

14 

£27 

84 

12.9 

639 

35 

13 

565 

37 

18 

566 

36.5 

12.9 

632 

39 

12 

684 

36.5 

ia7 

752 

39 

ia4 

777 

89 

10 

Tn 

39 

9,9 

887 

39 

&8 
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From  this  table  it  appears  that  the  rate  from  Ottumwa,  after  the 
reduction  to  the  fifth-class  basis,  was  not  and  is  not  relatively  low 
as  compared  with  the  rates  from  the  other  points,  two  of  which  are  in 
southwestern  territory.  Nor  was  evidence  offered  by  defendants  that 
the  general  level  of  rates  on  this  traffic  from  points  of  production  to 
Memphis  is  subnormal. 

In  view,  therefore,  of  the  excess  over  the  fifth-class  basis,  the  sub- 
sequent reduction  to  this  basis,  and  the  evidence  with  respect  to  the 
level  of  the  corresponding  rates  from  other  producing  points,  it 
seems  to  me  that  the  rates  assailed  have  been  shown  to  be  unreason- 
able. 
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Investigation  and  Suspension  Docket  No.  1251. 

FUEL  WOOD,  PULP  WOOD,  AND  WOOD  BOLTS  BETWEEN 

NORTH  PACIFIC  COAST  POINTS. 


Submitted  February  2S,  1921,    Decided  March  26,  192L 


Proposed  increased  rates  on  fnel  wood,  pulp  wood,  and  wood  bolts,  In  carloads, 
between  points  in  Idaho,  Oregon,  and  Washington,  found  not  Justified  for 
application  on  interstate  traffic.  Suspended  schedules  ordered  canceled. 
Reasonable  and  nonprejudicial  rates  prescribed. 

F.  M.  Dudley^  A.  J.  Laughon^  and  Thomas  Bahner  for  respondents. 

R.  TF.  Clifford  and  0,0,  Colder  head  for  Public  Service  Commission 
of  Washington  and  Public  Utilities  Commission  of  Idaho ;  and  Hal 
F.  Wiggins  for  Public  Service  Commission  of  Oregon. 

William  C.  McCuHoch  and  Rogers  MacVeagh  for  West  Coast 
Lumbermen's  Association  and  Portland  Traffic  &  Transportation  As- 
sociation ;  R,  J,  Knott  for  Western  Pine  Manufacturers'  Association ; 
O.  E,  Carlson  for  Bridal  Veil  Lumber  Company  and  Wind  River 
Lumber  Company ;  /.  B,  Campbell^  Roy  R,  Brown,,  R,  J.  Knotty  and 
A,  F,  Horton  for  Spokane  Merchants'  Association,  Spokane  Chamber 
of  Commerce,  Western  Eetail  Lumbermen's  Association,  Spokane 
Fuel  Dealers'  Credit  Association,  and  Newport  Commercial  Club; 
F.  O,  Donaldson  for  Willamette  Valley  Lumbermen's  Association; 
/.  H,  Lothrop  for  Portland  Traffic  &  Transportation  Association  and 
Portland  Chamber  of  Commerce;  /.  TF.  McCvms  wid  H,  O.  Berger 
for  Traffic  Bureau,  Tacoma  Chamber  of  Commerce ;  and  S,  J,  Wet- 
trick  and  /.  D,  Mansfield  for  Seattle  Chamber  of  Commerce  and 
Seattle  Commercial  Club. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

By  Division  3 : 

By  schedules  filed  to  become  effective  December  1, 1920,  respondents 
propose  to  establish  in  one  tariff  certain  specific  and  distance  rates 
for  general  application  on  interstate  and  intrastate  shipments  of  fuel 
wood,  pulp  wood,  and  wood  bolts,  in  carloads,  throughout  the  states 
of  Washington,  Oregon,  and  Idaho,  in  lieu  of  the  rates  now  published 
in  some  25  separate  tariffs.    Rates  to  and  from  British  Columbia  are 
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also  included,  but  substantially  no  evidence  as  to  these  was  introduced. 
Upon  protest  of  the  Public  Service  Commission  of  Washington,  the 
Western  Pine  Manufacturers'  Association,  and  the  Western  Betail 
Lumbermen's  Association,  we  suspended  the  operation  of  the  pro- 
posed schedules  on  interstate  traffic  until  March  31,  1921,  and  subse- 
quently suspended  their  operation  until  April  30, 1921. 

Similar  action  was  taken  by  the  Washington  commission  and  by 
the  Public  Service  Commission  of  Oregon  and  the  Public  Utilities 
Commission  of  Idaho  with  respect  to  the  operation  of  such  schedules 
on  intrastate  traffic.  At  the  request  of  the  Washington  commission 
a  joint  hearing  with  that  commission  was  had  in  January,  1921,  at 
which  evidence  was  received  concerning  both  state  and  interstate 
traffic.  That  portion  of  the  state  of  Washington  lying  west  of  the 
Cascade  Mountains  will  be  referred  to  as  western  Washington;  the 
remainder  of  the  state  as  eastern  Washington,  and  the  territory  in 
Oregon,  Idaho,  and  eastern  Washington  will  be  referred  to  as  the 
eastern  district. 

Fuel,  wood  is  a  low-grade  commodity  which  is  burned  as  refuse 
by  the  lumber  mills  when  it  can  not  be  marketed.  Generally  speak- 
ing, it  includes  mill  wood,  which  is  a  by-product  of  sawmills;  slab 
wood,  which  is  the  refuse  of  logs  manufactured  into  lumber;  and 
cordwood,  which  is  a  forest  product  slightly  more  valuable  than  slab 
wood.  Pulp  wood  is  used  in  the  manufacture  of  paper.  Very  little 
moves  interstate  in  the  northwest.  There  is  perhaps  no  interstate 
movement  of  wood  bolts.  Equipment  not  suitable  for  other  com- 
modities can  be  used  for  the  transportation  of  such  wood,  and  claims 
for  loss  and  damage  are  infrequent. 

Three  scales  of  rates  are  now  applicable  to  this  traffic  in  the  north- 
west, the  so-called  western  scale  .applying  intrastate  in  western 
Washington ;  a  scale  initiated  by  the  Director  General  of  Bailroads 
and  increased  25  per  cent  applying  intrastate  in  Oregon;  and  the 
so-called  eastern  scale  applying  interstate  in  the  eastern  district,  and 
intrastate  in  eastern  Washington,  between  eastern  and  western  Wash- 
ington, and  between  points  in  Idaho  on  the  Northern  Pacific  and 
Chicago,  Milwaukee  &  St.  Paul.  Two  distance  scales  are  proposed 
by  the  carriers.  It  is  proposed  (1)  to  extend  the  application  of  the 
eastern  scale  generally  to  interstate  and  intrastate  traffic  in  Wash- 
ington, Oregon,  and  Idaho,  with  the  exception  of  intrastate  traffic  in 
Oregon;  and  (2)  to  apply  the  so-called  Southern  Pacific  scale, 
hereinafter  described,  on  intrastate  traffic  in  Oregon.  Since  the 
hearing,  by  order  of  March  1,  1921,  the  Oregon  commission  has  pre- 
scribed an  intrastate  scale  to  become  effective  in  that  state  March 
31,  1921.  The  latter  will  be  referred  to  as  the  Oregon  scale.  The 
following  table  shows  rates  for  representative  distances  under  each 
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of  the  above  distance  scales.    Bates  are  stated  in  cents  per  cord  of 
128  cubic  feet. 


Table  sJunoing  rates  for  representative  distances  under  present  and  proposed 

distance  scales. 


Distances. 

Eastern 

scale 
(present 
and  pro- 
posed). 

Western 

scale 
(present). 

Oregon 
intrastate 

scale 
initiated 
by  Director 

General 
plus  25  per 
cent  (pres- 
ent). 

Southern 
Pacific 

scale  (pro- 
posed). 

Orepon 
commlssioo 
scale  (pre- 

sodbed). 

Not  over  10  miles 

Cents. 
125 
156.5 
156.5 
172 
172 
187.5 
195.5 
203 
211.5 
219 
219 
227 
234.5 
250 
250 
265.5 
265.5 
265.5 
281.5 
281.5 
397 
297 
312.5 
312.5 
344 
344 
375 
375 
406.5 
406.5 
437.5 
437.6 
460 
460 
500* 
500 
531.5 

Cents. 

86.5 

94 
102 
109.5 
117.5 
125 
133 
140.5 
149 
156.5 
156.5 
164.5 
172 
180 
187.5 
195.5 
195.5 
203 
211.5 
219 
227 
234.5 
242.5 
250 
258 
265.5 
274 
281.5 
289.5 
297     . 
305 
312.5 
320.5 
328 
336.5 
344 

Cents. 
112.5 
112.5 
112.5 
137.5 
137.6 
150 
150 
175 
175 
175 
200 
200 
200 
225 
225 
225 
237.5 
237.5 
237.5 
287.5 
287.5 
287.5 
287.5 
287.5 
335 
325 
325 
325 
325 
375 
875 
375 
375 
375 

Cents. 
112.5 
117.6 
125 
137.5 
14a  5 
156.5 
172 
187.5 
308 
219 
219 
234.5 
250 
274 
274 
297 
397 
297 
330.6 
320.5 
344 
344 
867.5 
367.5 
89a6 
390.5 
414.5 
414.5 
414.5 
437.5 
437.5 
461.5 
461.5 
461.5 
484.5 
484.5 
508 
531.5 

Cents. 
95 

Not  over  15  miles 

100 

Not  over  20  miles 

105 

Not  over  25  miles 

110 

Not  over  30  miles 

115 

Not  over  40  miles 

130 

Not  over  50  miles 

150 

Not  over  60  miles 

160 

Not  over  70  miles 

170 

Not  over  75  mile?? ,    . 

180 

Not  over  80  miles 

180 

Not  over  90  miles 

190 

Not  over  100  miles 

300 

Not  over  110  mi i^<*- .^ ^ 

310 

Not  over  120  miles 

380 

Not  over  125  miles 

230 

Not  over  130  miles 

230 

Not  overl40  miles 

230 

Not  over  150  miles 

340 

Not  over  160  miles 

240 

Not  over  170  miles 

250 

Not  over  180  miles 

360 

Not  over  190  miles 

360 

Not  over  200  miles 

370 

Not  over  210  miles 

385 

Not  over  220  miles 

385 

Not  over  230  miles 

aoo 

Not  over  210  miles 

300 

Not  over  250  miles 

800 

Not  over  260  miles 

335 

Not  over  270  miles 

335 

Not  over  280  miles 

360 

Not  over  290  miles 

860 

Not  over  300  miles 

360 

Not  over  310  miles 

STB 

Not  over  320  miles 

375 

Not  over  340  miles 

400 

Not  over  360  miles 

562.5 
594 
625 
656.5 

435 

Not  over  380  miles 

450 

Not  over  400  miles 

1 

Not  over  420  miles ' 

; 1 

Not  over  440  miles 

687.5 
719 
750 
781.5 

t                 1 

Not  over  460  miles 

:.; !...'  : --- 

Not  over  480  miles 

■••••••••••• 

Not  OVerflnO  miles,  rtrr-r-r. t      , 

The  eastern  scale  provides  the  highest  rates  now.  in  effect.  The 
bulk  of  the  traffic  in  the  eastern  district  moves  at  specific  rates  much 
lower  than  the  scale.  The  western  scale  is  obviously  low.  The  in- 
creases in  that  scale  proposed  by  the  carriers  range  from  25  per  cent 
to  as  high  as  66  per  cent  The  Southern  Pacific  scale  is  lower  than 
the  eastern  scale  for  distances  of  70  miles  and  less.  The  greater  por- 
tion of  the  traffic  moves  for  such  distances.  The  Oregon  scale  ap- 
parently would  deprive  the  carriers  of  a  portion  of  the  increased 
revenue  granted  them  following  our  decision  in  Increased  RateSy  1920^ 
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58  I.  C.  C,  220.  The  scale  initiated  by  the  Director  General,  unlike 
the  eastern  scale,  is  low  enough  to  obviate  the  necessity  of  publishing 
numerous  specific  rates  for  application  as  exceptions  thereto;  and, 
unlike  the  western  scale,  is  not  seriously  objectionable  to  the  carriers 
from  a  revenue  standpoint. 

The  eastern  scale  and  the  specific  rates  applying  as  exceptions 
thereto  were  voluntarily  established  by  the  carriers.  Bespondents 
propose  to  cancel  all  specific  rates  which  are  lower  than  the  eastern 
scale,  and  to  retain  those  rates  which  are  higher.  They  contend  that 
the  low  specific  rates  were  originally  published  to  enable  sawmills  to 
dispose  of  certain  woods  which  theretofore  had  been  burned  as  refuse, 
and  to  develop  traffic  in  competition  with  teamsters  who  delivered 
cordwood  direct  to  the  purchaser.  The  western  scale  was  prescribed 
by  the  Washington  commission  in  1909.  The  Great  Northern  was 
not  a  party  to  the  order,  and  did  not  apply  the  scale  generally.  It 
now  applies  the  western  scale  south  of  Seattle  and  the  eastern  scale 
north  of  that  city.  The  scale  initiated  by  the  Director  General  was 
established  April  29, 1919.  It  was  the  intention  at  that  time  to  pro- 
vide uniform  rates  for  application  throughout  the  northwest,  but  the 
plan  was  not  carried  into  effect.  Most  of  the  fuel  wood  in  Oregon  had 
previously  moved  at  specific  rates  which  were  lower  than  the  scale 
initiated  by  the  Director  General,  so  that  the  adoption  of  that  scale 
resulted  in  advances.  The  rates  were  further  increased  25  per  cent 
after  our  decision  in  Increased  Rates ^  1920^  supra*  Thereafter,  on 
August  31, 1920,  following  an  order  of  the  Oregon  commission  direct- 
ing the  removal  of  discrimination,  the  Southern  Pacific,  not  a  party 
to  this  proceeding,  again  increased  its  rates  on  fuel  wood  to  the  pulp- 
wood  basis.  The  rates  thus  increased  are  those  now  proposed  by  the 
carriers  in  the  Southern  Pacific  scale. 

Respondents  assert  that  their  primary  object  is  to  secure  a  uniform 
and  nonprejudicial  basis  of  rates  for  general  application  on  like 
commodities  throughout  the  states  of  Washington,  Oregon,  and 
Idaho.  No  differences  in  transportation  conditions  warrant  the 
present  differences  in  rates.  There  should  be  greater  uniformity  in 
rate  making  in  this  territory  to  eliminate  discriminations  and  in- 
equalities ;  but  such  uniformity  need  not  necessarily  be  accomplished 
by  such  extensive  rate  increases  as  respondents  propose.  They  con- 
tend that  the  specific  rates  in  the  eastern  district  and  the  distance 
rates  in  western  Washington  are  discriminatory ;  also  that  these  rates 
are  unreasonably  low  and  should  be  increased  to  furnish  necessary 
additional  revenue.  The  rates  on  fuel  wood  are  lower  than  the  rates 
on  all  other  commodities  except  logs.  The  rates  proposed  by  respond- 
ents are  somewhat  lower  than  the  rates  in  Wyoming,  Nebraska,  Colo- 
rado, and  Utah,  but  the  movement  in  Wyoming  and  Nebraska,  an^l 
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possibly  Colorado,  is  comparatively  light  The  comparatively 
greater  density  of  poptdation  west  of  the  Cascade  Mountains  is  to 
be  borne  in  mind.  The  proposed  rates  might  adversely  affect  the 
volume  of  traffic  There  has  been  a  heavy  movement  under  the  east- 
em  scale,  but  the  movement  at  rates  substantially  lower  than  that 
scale  has  been  much  larger*  The  increase  in  value  of  fuel  wood 
from  1915  to  1920  was  greater  than  the  increase  in  freight  rates,  but 
the  cost  of  producing  fuel  wood,  including  the  cost  of  logs  and  of 
labor,  increased  also.  Coal  has  been  cheaper  than  wood  at  certain 
times,  considered  from  the  standpoint  of  heat  units.  There  is  com- 
petition between  these  commodities,  especially  in  western  Washing- 
ton, where  coal  is  mined  in  the  Puget  Sound  region. 

The  rates  proposed  by  respondents  would  not  bring  about  the 
uniformity  contemplated.  One  scale  would  apply  interstate  and  a 
different  scale  would  apply  intrastate  in  Oregon,  and  numerous  spe- 
cific rates  higher  than  the  interstate  scale  would  apply  as  exceptions 
thereto.  A  reasonable  and  nondiscriminatory  basis  of  rates  for  gen- 
eral application  throughout  these  northwestern  states  is  desirable, 
and  the  necessity  for  consistency  and  equality  is  recognized  in  the 
various  proposals  brought  forward  in  this  proceeding.  As  author- 
ized by  section  13,  paragraph  (3),  of  the  interstate  commerce  act,  we 
•have  conferred  with  the  Public  Service  Commission  of  Washington, 
how  the  Department  of  Public  Works,  and  with  the  Public  Utilities 
Commission  of  Idaho  as  to  the  basis  of  rates  to  be  prescribed.  The 
following  scale  of  distance  rates  has  been  submitted  to  those  commis- 
sions for  their  comment  and  is  agreeable  to  them : 


Distances. 

Ratesper 
cord  of  128 
cubic  feet. 

Distaoces^ 

Ratesper 
cord  of  128 
cubic  feet. 

Not  over  10 nilM t - 

Centi. 
115 
125 
135 
145 
155 
166 
176 
185 
195 
205 
215 
225 
236 
245 
265 
265 
275 
285 
286 
306 

Not  over  210  miles. 

Cents. 
312.5 

"Sot  over  flOmUes, 

Not  over  220  miles 

320 

Not  aver  30  miles 

Not  over  230  miles 

327  & 

Not  over  40  miles 

Not  over  240  miles 

335 

Not  ovtf  50  miles 

Not  over  250  miles 

342.5 

Not  ovtf  60  miles 

Not  over  260  miles 

360 

Not  over  70  mik^f 

Not  over  270  mi lefi... 

367  & 

Not  over  80  miles 

Not  over  280  miles 

365 

Not  over  90  miles 

Not  over  290  miles 

372.& 

Not  overlOO  miles 

Not  over  300  miles 

380 

Not  over  110  mileff 

Not  over  820  miles 

390 

Not  overl30  miles 

Not  over  340  ni}kw 

400 

Not  over  130  miles 

Not  over  360  miles 

410 

Not  over  140  miles 

Not  over  380  miles 

420 

Not  over  Iff)  mihw 

Not  over  400  miles 

430 

Not  over  160  m\\m 

Not  over  420  miles 

440 

Not  over  170  mi]«! 

Not  over  440  miles 

460- 

Not  over  180  milep 

Not  over  460  miles 

460 

Not  over  190  mile" 

Not  over  480  miles 

470 

Not  over  aOO  miles 

Not  over  600  miUM. 

480 

Upon  a  consideration  of  the  facts  of  record,  we  are  of  opinion  and 
find  that  the  proposed  increased  rates  in  the  schedules  under  aua- 

61 L  O.  O. 


164  INTERSTATE  COMMERCE  COMMISSION  REPORTS. 

pension  have  not  been  justified.  We  further  find  that  the  rates 
named  in  the  foregoing  table  for  the  respective  distances  will  be 
reasonable  and  just  for  interstate  application  on  respondents'  lines 
in  and  between  the  states  of  Washington,  Oi*egon,  and  Idaho. 

An  appropriate  order  will  be  entered  requiring  the  cancellation  of 
the  schedules  under  suspension  and  the  establishment  of  the  rates 
herein  found  reasonable  and  just. 


m»*»i 


No.  11451. 
GOODMAN  DEILLING  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  FORT  WORTH  & 
DENVER  CITY  RAILWAY  COMPANY,  ET  AL. 


Submitted  November  S,  1920.    Decided  March  S,  1921. 


1-  Rates  on  oU-weU  outfits  and  supplies,  In  carloads,  from  Burkburnett,  Ter^ 
to  Mansfield  and  Gahagan,  La.,  and  on  wronght-iron  pipe  in  carloads, 
from  Wichita  Falls,  Tex.,  to  Gahagan,  fonnd  unreasonable.  Bates  for 
the  future  prescribed,  and  r^aration  awarded. 

2.  Rates  on  boilers  and  electric  generators,  in  less  than  carloads,  from  Burk- 
burnett to  Gahagan,  and  on  swivels,  wire  rope,  and  pipe  fittings,  in  less 
than  carloads,  from  Wichita  Falls  to  Gahagan  found  not  unreasonable. 

Z.  F.  Daspit  for  complainant. 

Robert  Thompson^  L.  M.  Hogsett^  and  George  Thoinpson  for 
defendants. 

Keport  of  the  Commission. 

Division  3,  Commissioners  Haix,  Eastman,  and  Ford. 

By  Division  3 : 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by 
the  examiner. 

Complainant,  Abe  Goodman,  trading  under  the  name  of  the  Good- 
man Drilling  Company,  alleges  that  the  rates  charged  on  oil-well 
outfits  and  supplies  and  wrought-iron  pipe,  in  carloads,  and  on 
boilers,  electric  generators,  swivels,  wire  rope,  and  pipe  fittings, 
in  less  than  carloads,  shipped  in  November,  1919,  from  Burkburnett 
and  Wichita  Falls,  Tex.,  to  Mansfield  and  Gahagan,  La.,  were  unjust, 
unreasonable,  and  unduly  prejudicial.  We  are  asked  to  award 
reparation  and  to  establish  reasonable  rates. for  the  future.  Rates 
will  be  stated  in  amounts  per  100  pounds. 
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The  shipments  from  Burkbumett  consisted  of  five  carloads  of  oil- 
well  outfits  and  supplies,  three  of  which,  aggregating  185,000  pounds, 
were  to  Mansfield,  and  two,  which  appear  to  have  aggregated  173,700 
pounds,  to  Gahagan.  Charges  were  collected  at  the  applicable 
class-A  rates  of  80  cents  to  Mansfield  and  90  cents  to  Gahagan,  ex- 
cept that  one  shipment  to  Mansfield  was  undercharged  40  cents. 
Electric  generators  and  extra  boilers  were  shipped  in  the  same  cars, 
and  on  these  the  applicable  less-than-carload  first-class  rates  of 
$1,375  to  Mansfield  and  $1,715  to  Gahagan  were  collected.  The  less- 
than-carload  shipments  to  Mansfield  weighed  20,100  pounds,  and 
those  to  Gahagan  18,600  pounds.  A  reconsigning  charge  of  $5  per 
car  was  assessed  on  some  of  the  cars,  but  that  is  not  in  issue. 

The  carload  of  wrought-iron  pipe  shipped  from  Wichita  Falls  to 
Gahagan  weighed  64,000  pounds;  2,250  pounds  of  wire  rope,  1,000 
pounds  of  swivels,  and  150  pounds  of  pipe  fittings  were  loaded  in  the 
same  car.  Charges  were  collected  at  the  applicable  fifth-class  carload 
rate  of  86.5  cents  on  the  pipe,  fourth-class  rate  of  $1.09  on  the  wire 
rope,  and  first-class  rate  of  $1,715  on  the  swivels  and  fittings. 

At  the  hearing  some  inconclusive  evidence  was  offered  to  show  that 
the  weights  on  which  the  charges  were  assessed  were  erroneous,  but 
in  the  complaint  it  is  not  specifically  alleged  that  the  charges  col- 
lected were  based  on  erroneous  weights.  In  his  exceptions  complain- 
ant declares  that  defendants  have  admitted  since  the  hearing  that 
the  weight  of  one  shipment  to  Gahagan  from  Burkburnett  was  64,200 
pounds  instead  of  122,500.  We  can  not  verify  this  from  the  record, 
but  if  charges  have  been  collected  on  the  basis  of  an  erroneous  weight 
defendants  should  promptly  refund  the  overcharge. 

The  shipments  from  Burkbumett  to  Mansfield  moved  over  the 
Missouri,  Kansas  &  Texas  to  Shreveport,  La.,  the  Kansas  City  South- 
em  and  the  line  of  the  Mansfield  Railway  &  Transportation  Com- 
pany, 396  miles.  Those  from  Burkburnett  to  Gahagan  moved  over 
the  same  route  to  Shreveport  and  the  Texas  &  Pacific  beyond,  407 
miles.  The  shipment  from  Wichita  Falls  to  Gahagan  moved  over 
the  Missouri,  Kansas  &  Texas  to  Henrietta,  Fort  Worth  &  Denver 
City  to  Fort  Worth,  and  Texas  &  Pacific,  378  miles. 

Burkburnett  and  Wichita  Falls  are  located  in  Texas  common- 
point  territory  toward  its  northwestern  boundary.  Between  these 
points  and  Shreveport  rates  on  a  distance  basis  were  prescribed  in 
Railroad  Commission  of  Louisiana  \.  A.  II.  T,  Ry.  Co,^  48  I.  C.  C, 
312.  In  order  to  avoid  fourth  section  violations  the  Shreveport 
rates  have  been  published  to  apply  between  Texas  common-point 
territory  and  certain  Louisiana  points  located  in  a  narrow  strip 
bounded  on  the  west  by  the  Louisiana-Texas  state  line  and  on  the 
east  by  a  line  extending  from  the  Arkansas-Texas  state  line  at  Tex- 
arkana  in  a  southeasterly  direction  to  Shreveport,  and  thence  south- 
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west  to  the  Sabine  River  at  Logansport,  La.  Points  in  Louisiana 
east  of  this  line  are  in  what  is  known  as  New  Orleans  territory  and, 
generally  speaking,  take  New  Orieans  rates  on  traffic  to  and  from 
Texas.  Mansfield  is  31  miles  south  of  Shreveport  on  the  Kansas 
City  Southern  and  the  line  of  the  Mansfield  Railway  &  Transporta- 
tion Company.  Gahagan  is  42  miles  southeast  of  Shreveport  on  the 
Texas  &  Pacific.  Both  of  these  points  are  in  New  Orleans  territory, 
and  the  rates  charged  on  the  shipments  to-  Gahagan  were  the  New 
Orleans  rates.  To  Mansfield  a  lower  scale  of  class  rates  applies  from 
certain  Texas  common  points,  including  Burkbumett  and  Wichita 
Falls. 

When  the  shipments  moved  carload  commodity  rates  of  55  cents 
on  oil-well  outfits  and  supplies  and  30  cents  on  wrought-iron  pipe 
were  in  effect  from  Burkbumett  and  Wichita  Falls  to  Shreveport. 
These  rates  also  applied  to  Vivian,  Gilliam,  Keith ville,  and  Logans- 
port,  La.,  located  in  the  strip  of  territory  above  mentioned  taking 
Shreveport  rates.  Complainant's  claim  for  reparation  is  based  on 
these  rates  as  to  the  portions  of  the  shipments  entitled  to  carload 
rates.  As  to  the  portions  taking  less-than-carload  rates  no  claim  is 
made  on  the  shipments  to  Mansfield,  but  on  the  shipments  to  Guhagan 
we  are  asked  to  award  reparation  to  the  basis  ol  the  Mansfield 
rates. 

Complainant  compares  the  carload  rates  assailed  with  rates  on  oil- 
well  supplies,  in  carloads,  from  New  Orleans  to  Beaumont,  Tex.,  298 
miles,  39  cents,  and  from  Oklahoma  City,  Okla.,  to  Mansfield,  453 
miles,  and  to  Gahagan,  461  miles,  66.5  cents;  also  with  rates  on 
wrought-iron  pipe,  in  carloads,  from  New  Orleans  to  Houston,  Tex., 
382  miles,  24  cents,  and  from  Pittsburgh,  Pa.,  to  Gahagan,  1,221 
miles,  74  cents. 

Complainant  also  calls  attention  to  the  fact  that  in  Thompson^ 
Ritchie  c&  Co.  v.  F.,  S.  cfe  P.  By.  Co.,  39  I.  C.  C,  287,  we  prescribed 
the  then  existing  Shreveport  scale  for  application  between  Texas 
points  and  Euston,  La.,  a  point  66.3  miles  east  of  Shreveport  on  the 
Vicksburg,  Shreveport  &  Pacific.  Other  cases  are  cited  by  com- 
plainant wherein  we  have  extended  the  application  of  the  Shreveport 
scale. 

For  defendants  it  is  contended  that  no  justification  exists  for  the 
application  of  the  Shreveport  scale  to  the  points  here  under  con- 
sideration. They  point  out  that,  with  reference  to  Texas  traffic, 
Mansfield  and  Gahagan  are  in  one  established  rate  group  and  Shreve- 
port in  another;  and  that  under  any  blanket  system  of  rates  abrupt 
rate  differences  are  likely  to  exist  between  points  near  to  each  other 
but  in  different  rate  groups.  They  urge  that  if  the  Shreveport  rates 
were  extended  to  these  points  in  New  Orleans  territory  it  would  tend 
to  disturb  the  entire  rate  structiure,  and  that  this  record  is  insuffi- 
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cient  to  warrant  a  change  of  that  character.  They  also  contend  that 
the  facts  in  the  Buston  case  are  different  in  that  Ruston  is  a  large 
wholesale  center  and  a  jobbing  competitor  of  Shreveport,  whereas 
neither  Mansfield  nor  Gahagan  is  of  commercial  importance. 

Contemporaneously  there  were  in  effect  from  New  Orleans,  La., 
and  points  in  New  Orleans  territory,  including  Mansfield  and  Ga- 
hagan, to  Burkbumett  and  Wichita  Falls,  carload  commodity  rates 
of  72.5  cents  on  oil-well  supplies,  and  42.5  cents  on  wrought-iron 
pipe. 

Mansfield  and  Gahagan  are  near  the  western  boundary  of  New  Or- 
leans territory,  and  although  the  distances  to  these  points  from  Burk- 
bumett and  Wichita  Falls  are  not  greatly  in  excess  of  one-half  the 
distance  from  the  latter  points  to  New  Orleans  proper,  this  is  but  an 
incident  of  the  group  system  of  rate  making.  Generally  speaking, 
group  rates  are  made  with  reference  to  the  average  distance  to  all 
points  within  the  group.  As  was  said  in  Clyde  Coal  Co.  v.  P.  R.  R. 
Co.,  23  I.  C.  C,  135 : 

All  grouping  for  rate  purposes  Is  necessarily  more  or  less  arbitrary.  Group 
lines  generally  have  the  appearance  of  Injustice  to  some  point  Just  across  the 
line.  Yet  the  line  must  be  drawn  somewhere  or  the  grouping  abandoned.  Once 
established,  groups  should  not  be  lightly  or  unnecessarily  disturbed. 

While  denying  that  the  rates  charged  were  unreasonable,  defend- 
ants contend  that  rates  for  the  future  should  not  in  any  event  be  less 
than  the  westbound  commodity  rates  above  mentioned.  They  assert 
that  the  northbound  and  eastbound  rates  in  this  territory,  on  account 
of  lighter  traffic,  are  normally  higher  than  the  southbound  and  west- 
bound rates.  They  point  to  the  differentials  of  4  cents  on  oil-well 
outfits  and  6  cents  on  pipe  between  the  northbound  and  southbound 
rates  in  Kansas  City  territory,  and  express  the  belief  that  eastbound 
commodity  rates  less  than  4  cents  higher  on  oil-well  supplies,  and  6 
cents  higher  on  pipe,  than  the  westbound  rates  have  not  been  justified. 

The  average  ton-mile  earnings  on  the  oil-well  outfits  and  supplies, 
and  on  the  pipe,  under  the  rates  charged  were  4.1  and  4.57  cents, 
respectively ;  under  the  westbound  New  Orleans  group  rates  of  72.5 
cents  on  oil-well  outfits  and  supplies  and  42.5  cents  on  pipe  they 
would  be  3.6  and  2.36  cents,  respectively ;  and  under  the  Shreveport 
rates  sought,  2.73  and  1.58  cents,  respectively. 

With  respect  to  the  portions  of  these  shipments  moving  at  car- 
load rates  we  find  that  the  rates  charged  were  unreasonable  to  the 
extent  that  they  exceeded  72.5  cents  on  the  oil-well  outfits  and  sup- 
plies, and  42.5  cents  on  the  pipe;  that  for  the  future  the  rate  on  oil- 
well  outfits  and  supplies,  in  carloads,  from  Burkbumett  to  Mans- 
field and  Gahagan,  and  on  wrought-iron  pipe,  in  carloads,  from 
Wichita  Falls  to  Gahagan,  should  not  exceed  72.5  and  42.5  cents, 
respectively,  subject  to  the  increases  authorized  in  Increased  Rates'^ 

61  I.*  O.  O. 


168  INTEHSTATE  GOMMEBCE  COMMISSION  BEPOBTS. 

1920^  58  I.  C.  C,  220 ;  that  complainant  made  the  shipments  as  de- 
scribed and  paid  and  bore  the  charges  thereon;  that  he  has  been 
damaged  in  the  amount  of  the  difference  between  the  charges  paid 
and  those  which  would  have  accrued  at  the  rates  herein  found 
reasonable  in  the  past;  and  that  he  is  entitled  to  reparation,  with 
interest.  In  view  of  the  question  raised  as  to  the  correct  weight  of 
one  of  the  shipments  complainant  should  comply  with  rule  V  of  the 
Kules  and  Practice.  The  collection  of  the  undercharge  mentioned 
may  be  waived. 

While  no  satisfactory  explanation  appears  for  the  existing  spread 
in  less-than-carload  class  rates  between  Mansfield  and  Gahagan, 
a  reasonable  relationship  of  those  rates  can  not  be  determined  upon 
this  record.  We  find  that  the  less-than-carload  rates  charged  on  the 
shipments  to  Gahagan  were  not  unreasonable. 

An  order  for  the  future  will  be  entered. 

Eastman,  Commissioner^  dissenting: 

As  the  majority  point  out,  the  distances  to  Mansfield  and  Gahagan 
from  Burkbumett  and  Wichita  Falls  are  not  greatly  in  excess  of 
one-half  of  the  corresponding  distances  from  the  latter  points  to 
New  Orleans.  On  the  other  hand,  both  Mansfield  and  Gahagan  are 
near  Shreveport.  I  am  not  persuaded  that  there  is  sound  reason  for 
including  these  points  in  a  group  with  New  Orleans  or  for  with- 
holding from  them  the  distance  rates  which  near-by  Shreveport  en- 
joys and  which  have  met  with  our  approval 
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No.   11209. 

PEERLESS  PORTLAND  CEMENT  COMPANY 

V. 

DIKECTOR  GENERAL,  AS  AGENT,  AND  MICHIGAN 
CENTRAL  RAILROAD  COMPANY. 


Subtnitted  March  18, 192 L    Decided  March  21, 19Z1. 


Bate  of  $15  per  car  for  intrastate  transportatioii  of  wet  marl.  In  carloads,  from 
Spring  Arbor  to  Union  City,  Mich.,  during  federal  omtrol,  found  unreason- 
able to  the  extent  that  It  exceeded  $7.50  per  car.    Reparation  awarded. 

Joh/n  C.  Oraham  and  William  M,  Hatch  for  complainant. 
JoJm  F.  Finerty,  Royal  McKenna^  and  Fred  W.  Held  for  de- 
fendants. 

Report  op  the  Commission. 

DivisioK  3,  Commissioners  Hall,  Aitghison,  and  Eastman. 

By  Division  3 : 

Defendants  filed  exceptions  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation,  manufactures  cement  at  Union  City, 
Mich.  By  complaint  filed  January  20,  1920,  as  amended,  it  alleges 
that  the  rate  of  $15  per  car  assessed  on  and  after  June  25,  1918,  for 
the  intrastate  transportation  of  wet  marl,  in  carloads,  from  Spring 
Arbor,  Mich.,  to  Union  City,  was  unreasonable  in  violation  of  section 

I  of  the  act  to  regulate  commerce  and  section  10  of  the  federal  con- 
trol act.    Reparation  only  is  sought. 

Spring  Arbor  and  Union  City  are  local  points  on  the  Air  Line 
division  of  the  Michigan  Central  between  Jackson  and  Niles,  Mich., 

II  and  43  miles,  respectively,  west  of  Jackson.  Shipments  average 
about  15  cars  daily,  including  Sundays,  while  complainant's  cement 
plant  is  in  operation.  In  lots  of  this  number  the  loaded  cars  are 
hauled  to  Union  City  and  the  empties  returned  to  Spring  Arbor 
in  a  train  which  the  Michigan  Central  provides  especially  therefor, 
but  which  also  hauls  shipments  of  coal  for  complainant,  empty  box 
cars  for  cement  shipments,  and  such  other  carload  freight  as  may 
be  offered  for  shipment  between  Jackson  and  Union  City.  The 
train  makes  one  round  trip  daily.  Thirty-six  open-top  hopper- 
bottom  cars  owned  by  complainant,  of  capacity  between  35  and  40 
tons,  are  used  in  the  transportation  of  the  wet  marl.  The  loaded 
and  empty  cars  are  handled  in  a  single  string  by  the  Michigan  Cen- 
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tral  from  and  to  sidings  at  Spring  Arbor  and  Union  City.  Com- 
plainant performs  the  switching  between  those  sidings  and  points 
of  loading  and  unloading. 

No  claims  for  damage  have  ever  been  filed.  Defendants'  inci- 
dental accounting  work  is  made  comparatively  simple,  in  that  one 
freight  bill  is  issued  for  the  aggregate  of  several  days'  shipments, 
instead  of  a  separate  bill  for  each  carload. 

The  shipments  on  which  reparation  is  sought  moved  between 
June  25,  1918,  and  February  29,  1920,  both  inclusive.  During  the 
winter  months  the  cement  plant  was  closed  and  no  shipments  moved. 
The  applicable  rate  was  $15  per  car,  the  minimum  for  a  carload  line 
haul  established  June  25,  1918,  under  general  order  No.  28  of  the 
Director  General  of  Railroads.  Charges  for  a  time  on  and  after 
that  date  were  erroneously  collected  at  a  lower  figure,  the  exact  basis 
for  which  is  not  disclosed.  Defendants  presented  bills  for  under- 
charges which  complainant  refused  to  pay,  and  proceedings  in  coort 
for  their  recovery  have  been  instituted.  Since  March,  1919,  charges 
have  been  collected  on  the  basis  of  $15  per  car. 

Wet  marl  is  a  carbonate  of  lime,  in  the  form  of  mud,  which  com- 
plainant obtains  by  dredging  and  uses  in  the  manufacture  of  cement. 

About  1901  the  supply  of  wet  marl  adjacent  to  the  cement  plant  of 
complainant  at  Union  City  became  practically  exhausted,  and  com- 
plainant purchased  several  hundred  acres  of  marl  deposits  at  Spring 
Arbor.  Preliminary  to  the  purchase  it  conferred  with  the  Michigan 
Central  relative  to  the  matter  of  transportation  and  rates,  with  the 
result  that  an  arrangement  was  made  whereby  tlie  former  agreed  to 
furnish  all  cars  for  transporting  the  marl,  while  the  latter  agreed  to 
construct  and  maintain  all  plant  tracks  for  complainant  and  to  es- 
tablish a  rate  of  $5  per  car.  Complainant  thereupon  purchased  the 
property  and  equipped  it  with  the  necessary  docks,  boats,  dredges, 
locomotives,  etc.  Some  five  years  ago  the  Michigan  Central  declined 
to  make  further  additions  to  or  longer  to  maintain  complainant's 
plant  tracks,  and  since  that  time  the  performance  of  this  part  of 
the  original  agreement  has  been  assumed  by  complainant.  On  Octo- 
ber 26,  1914,  the  rate  was  increased  by  5  per  cent  to  $5.25  per  car; 
and  on  May  2,  1918,  the  aggregate  was  increased  by  15  per  cent  to 
$6.04  per  car.  Effective  June  25, 1918,  the  $16  rate  was  established. 
Complainant  protested  against  the  latter,  but  without  effect. 

Since  the  termination  of  federal  control  the  Public  Utilities  Com- 
mission of  Michigan,  upon  petition  of  complainant  and  after  hear- 
ing, has  found  the  $15  rate  unreasonable  to  the  extent  that  it  exceeded 
$7.50  during  the  period  from  March  1  to  August  25,  1920,  inclusive, 
and  thereafter  to  the  extent  that  it  might  exceed  $10.50  per  car.  The 
latter  rate  became  effective  September  1,  1920,  in  compliance  with 
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the  Michigan  commission's  order,  and  is  the  equivalent  of  $7.50  in- 
creased by  40  per  cent,  the  increase  authorized  by  us  on  interstate 
traffic  in  the  eastern  group  in  Increased  Rates^  19S0^  68  I.  C.  C,  220. 
The  Michigan  commission  subsequently  filed  an  application  with  us 
asking  approval,  under  section  208  of  the  transportation  act,  1920,  of 
its  orders  awarding  reparation  during  the  period  from  March  1  to 
September  1, 1920,  in  the  amount  of  the  difference  between  $15  per 
car  and  the  rates  found  reasonable. 

Complainant  does  not  contend  that  by  reason  of  the  agreement 
hereinbefore  described  defendants  were  estopped  from  increasing  the 
rate  originally  established.  Its  position  is  that  an  increase  of  more 
than  25  per  cent  in  the  rate  in  effect  June  24, 1918,  was  unjust  and 
unreasonable.  It  calls  attention  to  the  fact  that  a  number  of  com- 
modities of  a  greater  commercial  value  than  wet  marl,  including 
sand,  gravel,  slag,  and  stone,  were  excepted  from  the  application  of 
the  minimum  carload  rate.  The  rates  on  the  commodities  named 
were  increased  1  cent  per  100  pounds. 

For  defendants  it  is  contended  that  the  rate  in  effect  prior  to  June 
25, 1918,  was  unduly  low  and  that  the  rate  of  $15  per  car  was  not  un- 
reasonable. They  undertake  to  support  this  contention  by  exhibits 
showing,  for  comparable  distances,  rates  on  marl  and  clay  from  and 
to  other  points  in  Michigan  and  on  a  number  of  other  low-grade 
commodities  from  and  to  points  in  central  territory  and  in  trunk 
line  territory,  which  result  in  carload  rates  either  as  high  as,  or  in 
most  instances  higher  than,  the  rate  assailed.  But  the  circumstances 
and  conditions  surrounding  the  transportation  of  traffic  under  those 
rates  are  not  disclosed.  A  witness  for  defendants  was  of  opinion 
that  if  there  was  any  movement  thereunder  it  would  be  in  carriers' 
cars  and  that  terminal  services  in  connection  therewith  would  be 
performed  by  the  carriers. 

The  principal  reasons  advanced  by  defendants  for  the  establish- 
ment of  the  $15  minimum  carload  rate  are'that  a  great  many  charges 
for  short  hauls,  particularly  of  low-grade  materials,  were  insuffi- 
cient to  pay  even  the  operating  costs ;  and  that  the  shortest  line  haul 
usually  involves  the  furnishing  of  equipment,  terminal  service  at 
points  of  origin  and  destination,  and  other  expenses  incidental  to 
long  hauls  except  those  attached  to  the  additional  road-haul  service. 
They  assert  that  it  was  understood  and  .intended  that  the  carload 
minimum  rate  would  have  the  effect  of  increasing  the  rate  for  many 
short  hauls  in  greater  proportion  than  for  hauls  on  traffic  generally, 
and  that  it  was  not  until  some  time  after  this  and  other  specific  in- 
creases were  decided  upon  that  it  was  concluded  to  apply  a  25  per 
cent  increase  to  rates  on  traffic  generally.  They  maintain  that  the 
circimistances  imder  which  the  rate  of  $5  was  originally  established 
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indicate  that  the  elements  of  cost  of  service  and  reasonable  return 
on  the  investment  were  not  considered  by  the  Michigan  Central,  but 
rather  that  the  purpose  was  to  afford  complainant  a  rate  which  would 
enable  it  to  continue  to  operate  its  cement  plant.  No  evidence  was 
offered  as  to  cost  of  the  service. 

As  before  stated,  complainant  performed  practically  all  the  ter- 
minal service  in  connection  with,  and  furnished  all  cars  for,  the 
transportation  of  these  shipments;  and  for  the  past  five  years  it  has 
also  borne  the  cost  of  maintaining  the  plant  tracks  which  the  Michi- 
gan Central  had  originally  assumed.  Both  the  loaded  and  empty 
cars  were  hauled  by  the  Michigan  Central  substantially  in  train  lots. 
Under  the  circumstances  the  rate  assailed,  which  yielded  46.9  cents 
per  car-mile,  was  excessive. 

We  find  that  the  rate  applicable  on  these  shipments  was  unreason- 
able to  the  extent  that  it  exceeded  $7.50  per  car;  that  complainant 
made  the  shipments  as  described  and  paid  and  bore  the  charges  there- 
on; that  it  was  damaged  thereby,  and  is  entitled  to  reparation. in  the 
amount  of  the  difference  between  the  charges  paid  and  those  that 
would  have  accrued  upon  the  basis  herein  found  reasonable,  with  in- 
terest. Complainant  should  comply  with  rule  V  of  the  Kules  of 
Practice.    Collection  of  outstanding  undercharges  may  be  waived. 
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No.  10813. 

PENICK  &  FORD,  LIMITED, 

V, 

DIRECTOR  GENERAL,  TEXAS  &  PACIFIC  RAILWAY 

COMPANY,  ET  AL. 


Bu}miit€d  March  11,  1920,    Decided  March  26,  1921. 


Practices  of  the  Director  General  and  of  the  trunk  line  and  terminal  carriers 
of  assessing  demnrrage  at  complainant's  plant  at  Harvey,  La.,  under  three 
separate  average  agreements,  found  not  to  have  resulted  in  unreasonable 
or  otherwise  unlawful  demurrage  charges. 

Nuel  D.  Behtapj  John  S.  Burchmore^  and  Luther  M.  Walter  for 
complainant. 
Henry  G.  Herhel  and  James  M.  Chaney  for  defendants. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

ArrcHifiON,  Camwiasioner: 

Complainant  has  excepted  to  the  conclusions  suggested  in  the  re- 
port proposed  by  our  examiner. 

Complainant  is  a  corporation  dealing  in  molasses,  syrups,  and 
sugars  at  Harvey,  La.,  on  the  west  bank  of  the  Mississippi  River 
within  the  port  and  switching  limits  of  New  Orleans,  La.  It  al« 
leges  that  the  demurrage  charges  assessed  for  the  detention  of  cars 
at  its  plant  under  separate  average  agreements  with  the  Texas  & 
Pacific  Railway  Company,  the  Missouri  Pacific  Railroad  Company, 
and  the  Trans-Mississippi  Terminal  Railroad  Company,  are  unrea- 
sonable to  the  extent  that  they  exceed  the  charges  that  would  have 
accrued  had  they  been  assessed  imder  a  single  average  agreements* 
The  complainant  asks  reparation  during  the  two-year  period  imme- 
diately preceding  the  filing  of  the  complaint  on  August  11,  1919. 
For  convenience  we  will  refer  to  the  Trans-Mississippi  Terminal 
Railroad  Company  as  the  terminal  company,  and  to  the  Texas  & 
Pacific  Railway  Company  and  Missouri  Pacific  Railroad  Company 
as  the  trunk  lines. 

Prior  to  about  April  1,  1916,  complainant's  plant  was  served  by 
the  Texas  &  Pacific,  and  the  average  agreement  under  the  demurrage 
rules  which  complainant  had  entered  into  with  that  road  applied' 
in  connection  with  the  detention  of  all  cars  switched  to  and  from 
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complainant's  plant  by  the  Texas  &  Pacific,  irrespective  of  what 
carrier  performed  the  line  haul  to  or  from  New  Orleans.  Under  an 
agreement  entered  into  early  in  1916,  the  Missouri  Pacific  was  granted 
trackage  rights  over  the  main  line  of  the  Texas  &  Pacific  up  to  the 
yard  limits  at  New  Orleans.  The  terminal  company  was  organized 
about  the  same  time,  and  took  over  by  purchase  or  lease  all  the  ter- 
minal tracks  and  facilities  of  the  Texas  &  Pacific  at  New  Orleans,* 
including  the  switch  track  serving  complainant's  plant.  By  agree- 
ment the  trunk  lines  mentioned  acquired  the  right  to  use  the  tracks  and 
facilities  of  the  terminal  company.  The  latter  company  is  a  sepa- 
rate corporation,  and  files  its  individual  tariffs  with  us,  but  half  its 
stock  is  owned  by  the  Texas  &  Pacific  and  half  by  the  Missouri 
Pacific. 

About  April  1,  1916,  when  the  terminal  company  commenced  op- 
erations, the  complainant  was  required  against  its  protest  to  enter 
into  three  separate  average  agreements— one  with  each  of  the  trunk 
lines  mentioned  and  one  with  the  terminal  company — ^in  lieu  of  the 
previous  single  agreement  with  the  Texas  &  Pacific.  The  average 
agreements  of  the  two  trunk  lines  apply  only  in  connection  with 
traffic  on  which  those  respective  roads  have  the  line  haul  to  or  from 
New  Orleans,  and  the  average  agreement  with  the  terminal  com- 
pany applies  in  connection  with  all  other  traffic  switched  to  and 
from  complainant's  plant  by  that  company.  This  arrangement 
has  continued  in  effect  up  to  the  present  time.  C!omplainant  ex- 
plains that  the  present  arrangement  results  in  the  payment  by  it 
of  more  demurrage  charges  than  would  accrue  under  the  pre- 
viously existing  arrangement.  Under  the  single  demurrage  agree- 
ment formerly  in  effect  all  credits  earned  could  be  offset  against 
all  debits  incurred,  while  under  the  present  agreement  credits 
earned  under  one  average  agreement  may  be  offset  only  against 
debits  incurred  under  the  same  agreement,  and  an  excess  of  debits 
over  credits  under  either  of  the  average  agreements  during  a  given 
period  results  in  the  payment  of  demurrage  by  complainant, 
although  the  total  of  credits  earned  under  the  three  average  agree- 
ments may  equal  or  exceed  the  total  debits.  Under  the  three  average 
agreements  the  demurrage  which  complainant  would  pay  is  less 
than  the  amount  which  would  accrue  under  the  straight  demurrage 
plan. 

The  trunk  lines  do  not  serve  complainant's  plant  with  their  own 
power.  Switching  of  the  traffic  of  these  roads  to  and  from  com- 
plainant's plant  is  performed  over  the  track  and  by  the  engine  and 
crew  of  the  terminal  company.  The  terminal  company's  agent  is 
also  the  agent  of  each  of  the  trunk  lines,  and  issues  separate  bills 
of  lading  in  the  name  of  each  of  them  on  traffic  for  those  roads, 
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respectively,  and  in  the  name  of  the  terminal  company  on  its  traffic. 
The  switching  service  at  complainant's  plant  at  present,  as  prior  to 
April  1,  1916,  is  performed  over  the  same  track  and  by  one  engine 
crew.  Complainant  contends  that  this  unity  of  service  makes  the 
separation  of  the  demurrage  charges  in  reality  only  an  accounting 
matter,  and  affords  no  justification  for  the  increased  charges.  Com- 
plainant referred  to  one  other  plant  at  New  Orleans  where  traffic 
originating  at  or  destined  to  points  on  various  lines  is  included 
under  a  single  average  agreement  with  the  line  performing  the 
switching  service,  and  to  other  terminal  lines  having  only  one  aver- 
age agreement  with  each  industry  which  they  serve  covering  all  the 
traffic;  but  it  was  not  shown  that  the  circumstances  were  similar  to 
those  at  complainant's  plant. 

The  defendants  put  in  evidence  a  copy  of  a  contract  between  the 
three  roads  referred  to  respecting  the  operation  and  use  of  the  ter- 
minal tracks  and  facilities  in  question.    The  following  is  an  excerpt: 

It  Is  further  agreed  that  as  to  freight  equipment  the  railway  company,  party 
hereto,  delivering  the  same  to  or  receiving  the  same  from  the  Terminal  Company 
shaH  be  held  liable  and  bound  for  all  per  diem  charges  accruing  thereon,  and 
said  equipment,  while  in  the  charge  of  the  Terminal  Company,  shall  be  consid- 
ered as  in  the  charge  of  the  railway  company,  party  hereto,  delivering  it  to  or 
receiving  it  from  the  Terminal  Company,  and  said  railway  company  shall  aooount 
for  the  per  diem  charges  thereon  and  the  Terminal  Company  will  make  aU 
Interchange  reports  for  the  railway  companies,  parties  hereto.  It  is  further 
agreed  that  all  demurrage  charges  that  may  be  collected  by  the  Terminal  Com- 
pany on  freight  equipment  delivered  to  it  by  either  the  Pacific  Company  or  the 
Iron  Mountain  Company,  shaU  be  paid  to  the  company  delivering  said  equip- 
ment to  the  Terminal  Company. 

The  tariffs  of  the  terminal  company  on  file  with  us  contained  the 
following : 

The  Missouri  Pacific  Railroad  Company  and  the  Texas  &  Pacific  Railroad 
( J.  L.  Lancaster  and  Pearl  Wight,  Receivers),  their  successors  or  assigns,  own- 
ing the  right  to  use  the  Trans-Mississippi  Terminal  Railroad  Company's  tracks 
and  faculties,  aU  traffic  to  and  from  stations  shown  in  Item  No.  125, 
via  these  lines,  or  to  and  from  industries  and  warehouses  located  on 
Trans-Mississippi  Terminal  Railroad  Company's  tracks,  moving  from  and  to 
points  beyond  the  Trans-Mississippi  Terminal  Railroad  Company  stations,  via 
those  lines,  will  be  treated  as  their  trafllc  and  handled  under  the  tariffs  pub- 
lished by  those  companies,  where  the  Missouri  Pacific  Railroad  Company  and 
(or)  the  Texas  &  Pacific  Ry.  (J.  L.  Lancaster  and  Pearl  Wight,  Receivers), 
receive  a  line  haul  to  or  from  stations  west  of  Mile  Post  9. 

The  defendants  contend  that  in  switching  traffic  of  either  of  the 
trunk  lines  to  and  from  complainant's  plant,  the  terminal  company 
acts  merely  as  agent  for  such  trunk  line,  and  that  it  is  as  if  the  rails 
of  each  of  the  three  carriers  referred  to  separately  and  actually 
reached  complainant's  plant.    Under  the  tariff  provision  quoted,  the 
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individual  tariff  rules  of  the  trunk  lines  mentioned  apply  to  traffic 
of  the  character  described  from  and  to  complainant's  plant. 

The  complainant  protested  soon  after  the  present  arrangement  was 
instituted,  and  certain  officials  of  the  trunk  lines  indicated  a  willing- 
ness to  go  back  to  the  system  of  one  average  agreement ;  but  this  was 
not  done  because,  in  the  opinion  of  the  legal  departments  of  the  car- 
riers, such  consolidation  of  accounts  through  one  average  agreement 
would  violate  the  antipooling  provision  of  the  act  to  regulate  com- 
merce. The  first  paragraph  of  section  5  of  the  act  as  it  then  stood 
read  as  follows : 

That  It  shaU  be  unlawful  for  any  common  carrier  subject  to  the  provisions 
of  this  Act  to  enter  into  any  contract,  agreement,  or  combination  with  any  other 
common  carrier  or  carriers  for  the  pooling  of  freights  of  different  and  com- 
peting railroads,  or  to  divide  between  them  the  aggregate  or  net  proceeds  of 
the  earnings  of  such  railroads,  or  any  portion  thereof;  and  in  amy  case  of  an 
agreement  for  tiio  pooling  of  freight  as  aforesaid,  each  day  of  its  continuance 
shall  be  deemed  a  separate  offense. 

Demurrage  charges,  which  are  in  part  a  penalty  and  in  part  com- 
pensation for  the  use  of  equipment,  constitute  a  portion  of  the  earn- 
ings of  the  carriers,  and  it  may  well  be  that  a  contract  or  agreement 
under  which  the  credits  earned  at  a  particular  point  or  industry  on 
the  traffic  of  one  carrier  might  be  used  to  offset  debits  incurred  in 
connection  with  traffic  of  another,  is  at  least  within  the  spirit  of  the 
inhibition  of  the  section  quoted.  However,  we  are  not  required  to 
determine  the  validity  of  this  defense,  for  we  have  not  been  referred 
to  any  requirement  of  law  which  compels  several  carriers  subject  to 
the  act,  against  their  will,  to  enter  into  a  single  joint  arrangement 
with  a  shipper  for  the  interchange  of  demurrage  credits  and  debits. 

The  defendants  insist  that  the  average  agreement  is  a  conces- 
sion from  the  straight  demurrage  charge  which  a  carrier  may  law- 
fully grant  or  withhold,  and  that  if  granted  it  may  be  done  in 
whatever  manner  and  restricted  by  whatever  rules  and  regulations 
it  may  see  fit  to  prescribe,  even  to  the  extent  of  being  arbitrary, 
provided  undue  prejudice  does  not  result,  and  cite  Wdshbum-Crosby 
Milling  Co.  v.  S.  By.  Co.^  22  I.  C.  C,  465.  No  undue  prejudice  is 
alleged  in  this  case. 

With  respect  to  the  period  covered  by  the  complaint  prior  to  federal 
control  we  conclude  that  the  situation  at  complainant's  plant  was 
the  same  as  if  the  rails  of  the  three  carriers  mentioned  separately 
reached  the  plant  and  that  each  of  the  carriers  was  within  its  rights 
in  applying  its  separately  established  demurrage  rules  in  connection 
with  the  traffic  which  it  handled,  and  that  it  was  not  unlawful  to 
require  the  execution  of  separate  average  agreements. 

From  January  1,  1918,  until  March  1,  192(),  the  trunk  lines  and 
the  terminal  company  were  operated  under  federal  control.    While 
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the  Director  General  might  have  provided  for  the  assessment  of 
demurrage  at  complainant's  plant  on  traffic  handled  by  the  three 
lines  in  question  under  a  single  average  agreement,  he  did  not  do 
so,  and  nothing  in  the  federal  control  act  required  that  he  should 
so  do.  We  do  not  think  that  it  was  unreasonable  that  the  Director 
General  did  not  make  the  radical  change  in  policy  which  this  would 
have  necessitated.  There  is  force  in  the  contention  that  with  respect 
to  demurrage  it  was  within  the  discretionary  power  of  the  President 
or  his  representative,  the  Director  General  of  Eailroads,  in  the 
first  instance  to  treat  the  railroad  corporations  as  a  unit  or  as 
separate  lines.  The  assessment  of  average  demurrage  is  a  conces- 
sion from  the  straight  demurrage  charge  and  is  a  privilege  or  op- 
tion extended  on  the  part  of  the  carrier.  Washburn-Crosby  Milling 
Co.  V.  S.  Ry.  Co,^  supra.  We  have  not  been  referred  to  any  rule  of 
law  which  compelled  the  Director  General  to  extend  such  privilege 
or  option.  The  adoption  or  retention  by  the  Director  General  of 
the  plan  of  separate  average  agreements  executed  by  the  com- 
plainant with  each  of  the  carriers  referred  to  under  federal  control 
is  not  shown  to  have  resulted  in  an  unreasonable  regulation,  practice, 
or  charge. 

In  the  absence  of  an  attack  upon  the  measure  of  the  demurrage 
charges  assailed,  or  of  any  showing  of  undue  prejudice,  the  record 
affords  no  basis  for  a  finding  that  the  demurrage  charges  assailed, 
during  the  period  covered  by  the  complaint,  resulting  from  the 
operation  under  three  average  agreements  at  complainant's  plant, 
and  which  were  less  than  the  charges  which  would  have  accrued 
under  the  straight  demurrage  plan,  were  unreasonable  or  otherwise 
unlawful. 

An  order  will  be  entered  dismissing  the  complaint. 
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No.  11838. 
GREAT  FALLS  BRICK  &  TILE  COMPANY 

V. 

DIRECTOR  GENERAL,  CHICAGO,  BURLINGTON  &  QTHNCY 

RAILROAD  COMPANY,  ET  AL. 


Suhmitted  January  5,  1921.    Decided,  March  5,  1921. 


Rates  on  brick  (except  bath  or  enamel),  hollow  building  tile,  and  fire  clay,  in 
straight  or  mixed  carloads,  from  Great  Falls,  Mont,  to  certain  points  in 
Wyoming,  found  unreasonable  and  unduly  prejudicial.  Reasonable  and 
nonprejudicial  relationship  prescribed  for  the  future. 

e/.  W.  Goodman  for  complainant. 

II,  P.  Schiffer  for  Great  Falls  Commercial  Club,  intervener. 

F.  6r.  Dorety  and  R.  J.  Ilagman  for  defendants. 

Report  of  the  Commission. 

Division  3,  Commissioners  HAUi,  Eastman,  and  Ford. 

Ford,  Commissioner: 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner,  and  the  case  was  argued  orally  before  us,  in  the  light  of 
which  we  have  modified  the  conclusions  suggested  by  him. 

Complainant  is  a  corporation  engaged  in  the  manufacture  of  brick, 
hollow  building  tile,  and  kindred  clay  products,  with  plant  at  Great 
Falls,  Mont.  By  complaint  fil^d  March  22,  1920,  as  amended,  it 
alleges  that  the  combination  rates  maintained  by  defendants  on 
brick  (except  bath  or  enamel),  hollow  building  tile,  and  fire  clay,  in 
straight  or  mixed  carloads,  from  Great  Falls  to  certain  points  in 
Wyoming,  are  unjust,  unreasonable,  unjustly  discriminatory,  and 
unduly  prejudicial  in  violation  of  sections  1,  2,  and  3  of  the  act  to 
regulate  commerce.  Reasonable  rates  are  asked  for  th«  future.  Rates 
are  stated  in  cents  per  100  pounds  and  do  not  include  increases  under 
Increased  Rates,  1920,  58  1.  C.  C,  220. 

The  Great  Falls  Commercial  Club,  a  voluntary  association  of  firms 
and  individuals,  intervened  in  support  of  the  complaint. 

The  points  of  destination  here  concerned  are  in  Wyoming.  They 
include  all  points  on  the  Chicago,  Burlington  &  Quincy  Railroad, 
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hereinafter  referred  to  as  the  Burlmgton,  between  Parkman  and 
Newcastle,  both  inclusive,  located  on  what  is  termed  its  Sheridan 
line,  and  all  points  between  Frannie  and  Orin  Junction,  both  in- 
clusive, on  what  is  called  its  Casper  line ;  also  points  on  the  Wyoming 
&  Northwestern  from  Powder  River  to  Lander.  The  destination 
territory  wiU  be  sometimes  hereinafter  referred  to  as  the  Wyoming 
territory. 

Complainant  alleges  that  its  principal  competitors  are  at  Denver, 
Colo.,  and  Dickinson  and  Hebron,  N.  Dak.,  and  that  there  are  joint 
rates  in  effect  from  these  points  to  the  Wyoming  territory.  Dickin- 
son and  Hebron  are  located  on  the  Northern  Pacific  Railway,  not  a 
party  to  this  proceeding.  The  record  shows,  however,  that  during 
the  year  1919  only  two  cars  of  brick  were  shipped  from  Hebron  and 
none  from  Dickinson  to  this  territory,  and  that  practically  the  only 
competition  encountered  by  complainant  therein  is  from  Denver. 

From  Denver  the  Burlington  reaches  this  territory  over  its  own 
rails.  The  Colorado  &  Southern,  not  a  party  to  this  proceeding, 
also  serves  it  from  that  point  in  connection  with  the  Burlington. 
From  Great  Falls  the  route  is  via  the  Great  Northern  Railway  to 
BUIings,  Mont.,  235  miles,  and  thence  the  Burlington's  Sheridan  line ; 
or  via  the  Great  Northern  to  Mossmain,  Mont.,  223  miles,  and  thence 
the  Burlington's  Casper  line;  or  via  Mossmain  and  the  Burlington 
to  Powder  River,  Wyo.,  and  thence  Wyoming  &  Northwestern  to 
points  on  that  line. 

There  are  no  joint  rates  in  effect  on  the  commodities  here  under 
consideration  from  Great  Falls  to  the  Wyoming  territory.  The  ap- 
plicable interstate  rates  are  on  the  basis  of  the  Great  Northern's  local 
intrastate  commodity  rates  from  Great  Falls  of  16  cents  to  Mossmain 
and  17  cents  to  Billings,  and  the  Burlington's  local  interstate  rates 
from  those  junctions  to  destinations.  To  points  on  the  Wyoming  & 
Northwestern  the  local  rates  of  that  carrier  from  Powder  River  to 
destinations  are  added. 

The  Burlington's  rates  from  Denver  to  this  territory  are  to  a  great 
extent  blanketed.  The  following  table  shows  the  blanket  rates  on 
brick  (except  bath  or  enamel) ,  hollow  building  tile,  and  fire  clay,  in 
straight  or  mixed  carloads,  minimum  weight  50,000  pounds,  from 
Denver  to  points  here  concerned  on  the  Burlington,  the  extent  of  the 
blankets,  the  average  distances  to  same,  and  average  ton-mile  earn- 
ings, as  compared  with  the  average  rates,  distances,  and  earnings  to 
the  same  points  from  Great  Falls. 
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From  Denver. 

From  Great  Palls. 

To  points  on— 

Average 
distances. 

Rates. 

Averas^e 
earnings 
per  ton- 
mile. 

Average 
distances. 

Average 
rates.^ 

Average 

earnings 

per  ton- 

mUe. 

Casper  line,  including  Cody  branch,  be- 
tween Bonnevilie  and  Frannie,  both 
fnchi5iVf> 

MiUn. 
«631 

479 

OMite. 
30 

29 

MiUt. 
9.51 

12.10 

336 
47a4 

Crate. 
32.M 

43.09 

liUU, 
19.37 

Sheridan  line  between  Newcastle  and 
ShMldan,  both  inclusive 

18.41 

>  The  Great  Northern  permits  the  mixing,  in  carloads,  of  brick  and  fire  clay  at  the  commodity  rate 
but  not  hollow  building  tile. 

« The  short-line  route  from  Denver  to  points  on  Casper  line  is  Colorado  &  Southern  to  Wendover,  Wyo., 
and  Burlington  beyond.   This  route  is  70  miles  shorter  than  route  via  Burlington  alone. 

The  grouped  points  on  the  Casper  line,  including  those  on  the 
Cody  branch  of  the  Burlington,  will  be  hereinafter  referred  to  as  the 
Frannie  group,  the  grouped  points  on  the  Sheridan  line  as  the  Sheri- 
dan group.  These  two  groups  include  all  of  the  destinations  on  the 
Burlington  here  concerned  except  six  on  the  Casper  line  located 
southeast  of  Bonneville,  of  which  Casper  may  be  taken  as  representa- 
tive, and  three  points,  namely,  Parkman,  Ranchester,  and  Dietz, 
located  on  the  Sheridan  line  northwest  of  Sheridan  and  near  the 
Wyoming-Montana  state  line.  Casper  is  a  point  which  complainant 
is  particularly  interested  in  reaching.  The  Burlington's  rate  from 
Denver  to  Casper,  406  miles,  is  25  cents.  The  rate  to  the  same  point 
from  Great  Falls,  540  miles,  is  46  cents.  The  ton-mile  earnings  un- 
der the  respective  rates  are  12.32  and  17  mills.  Parkman,  Ranchester, 
and  Dietz  take  a  30-cent  rate  from  Denver  for  an  average  distance 
of  587  miles.  The  average  rate  from  Great  Falls  to  these  points  is 
35  cents  for  an  averaci^e  distance  of  362  miles.  There  are  no  through 
rates  on  the  commodities  here  under  consideration  from  Denver  to 
points  on  the  Wyoming  &  Northwestern  applying  in  connection  with 
that  line  and  the  Burlington.  Such  traffic  from  Denver  apparently 
moves  Colorado  &  Southern  to  Wendover  or  Guernsey,  Wyo.,  Bur- 
lington to  Orin  Junction,  Chicago  &  North  Western  to  Casper,  and 
thence  Wyoming  &  Northwestern. 

Complainant  asserts  that  the  Wyoming  territory  is  a  natural  zone 
for  the  distribution  of  its  products,  but  that  due  to  the  comparatively 
high  freight  rates  from  Great  Falls  it  has  been  unable  to  meet  the 
prices  of  its  competitors,  especially  from  Denver,  and  hence  has  been 
unable  to  develop  its  trade  in  this  territory.  It  maintains  that  the 
rates  from  Great  Falls,  mile  for  mile,  should  be  on  a  parity  with  the 
rates  from  Denver,  and  proposes  the  establishment  of  a  mileage  scale 
of  rates  which  begins  at  19  cents  for  300  and  over  275  miles,  and  in- 
creases 1  cent  for  each  additional  25  miles  until  it  reaches  33  cents 
for  650  and  over  625  miles.    Complainant  states  that  this  proposed 
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scale  is  based  on  the  scale  of  joint  rates  maintained  by  the  Northern 
Pacific  and  the  Burlington  from  Hebron  to  the  Wyoming  territory. 
The  rates  from  Hebron  apply  over  the  Northern  Pacific  to  Billings, 
371  miles,  and  the  Burlington  beyond. 

Defendants  object  to  this  proposed  scale.  They  assert  that  the 
rates  from  Hebron,  which  were  initiated  by  the  Northern  Pacific,  are 
extremely  low  and  out  of  line  with  the  general  level  of  such  rates  in 
that  territory;  and,  further,  that  they  are,  in  effect,  paper  rates,  as 
practically  no  traflBc  moves  under  them.  The  Burlington  admits, 
however,  that  the  present  relation  between  the  rates  from  Great  Falls 
and  from  Denver  to  the  Wyoming  territory  is  tmduly  prejudicial  to 
Great  Falls.  It  asserts  its  willingness  to  establish  rates  from  its 
junctions  Mossmain  and  Billings  to  points  on  its  line  here  concerned 
which  will  conform  to  the  mileage  basis  of  rates  published  by  it 
from  Fromberg,  Mont.,  and  Sheridan,  where  brick  plants  are  main- 
tained, to  the  same  destinations.  To  points  on  the  Casper  line  rates 
constructed  on  such  a  basis  would  range  from  11  cents  from  Moss- 
main  to  Frannie,  60  miles,  to  23  cents,  to  Orin  Junction,  385  miles ; 
to  points  on  the  Sheridan  line  from  12  cents  from  Billings  to  Park- 
man,  118  miles,  to  22  cents  to  Newcastle,  321  miles.  Tlie  Burlington 
claims  that  by  establishing  such  rates  the  combination  rates  that 
would  result  from  Great  Falls  to  the  Wyoming  territory  would  be 
fair  and  reasonable  and  would  remove  the  undue  prejudice  that  exists 
against  Great  Falls  in  favor  of  Denver. 

Complainant,  while  admitting  that  the  adjustment  proposed  by 
the  Burlington  would  afford  a  certain  measure  of  relief,  contends 
that  it  would  be  wholly  inadequate  and  much  less  than  that  to  which 
it  is 'entitled.  It  further  states  that  it  is  not  in  competition  with 
the  brick  plants  at  Fromberg  and  Sheridan,  as  those  plants  do  not 
make  the  same  character  of  brick  as  complainant. 

As  above  shown,  the  Burlington  rates  from  Denver  to  the  Wyo- 
ming territory  apply  on  either  straight  or  mixed  carloads.  The  Great 
Northern  states  that  it  has  not  been  its  practice  to  allow  such  a  mix- 
ture in  connection  with  the  commodity  rate.  However,  it  does  per- 
mit the  mixing  of  brick  and  fire  clay,  in  carloads,  at  the  commodity 
rate  from  Great  Falls,  and  there  appears  no  good  reason  why  the 
same  permission  should  not  be  accorded  with  respect  to  hollow  build- 
ing tile. 

The  average  distance  from  Denver  to  points  within  the  Sheridan 
group  as  shown  is  479  miles,  approximately  the  same  as  the  average 
distance  from  Great  Falls  to  the  same  points.  There  is,  however, 
a  striking  difference  in  the  rates,  Denver  taking  a  29-cent  rate  to  this 
group,  while  from  Great  Falls  the  rates  range  from  37  cents  to  51 
cents,  and  average  43.69  cents.    To  the  Frannie  group  there  is  a 
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rate  of  30  cents  applicable  for  an  average  distance  of  631  miles  over 
the  Burlington  as  compared  with  an  average  rate  of  32.54  cents  for 
an  average  distance  of  336  miles  from  Great  Falls  to  the  same  points. 
There  is  no  showing  that  the  rates  maintained  by  the  Burlington  are 
too  low,  nor  is  it  shown,  other  than  that  the  movement  from  Great 
Falls  involves  a  two-line  haul,  that  there  is  any  difference  in  the 
transportation  and  operating  conditions  from  Great  Falls  as  com- 
pared with  Denver  to  the  territory  here  concerned. 

As  the  Burlington  has,  on  traffic  from  Denver,  grouped  most  of 
the  Wyoming  territory,  it  seems  logical  that  in  prescribing  rates  for 
the  future  from  Great  Falls  we  should  deal  with  the  groups  as  we 

find  them. 

We  find  that  the  rates  assailed  are,  and  for  the  future  wiU  be, 

unreasonable  and  unduly  prejudicial,  to  points  on  the  Burling- 
ton, Parkman  to  but  not  including  Sheridan,  to  the  extent  that  they 
exceed  or  may  exceed  rates  1  cent  per  100  pounds  lower  than  the 
rates  contemporaneously  maintained  from  Denver;  to  points  on  the 
Burlington,  Sheridan  to  Newcastle,  both  inclusive,  to  the  extent 
that  they  exceed  or  may  exceed  the  rates  contemporaneously  main- 
tained from  Denver  by  mote  than  2  cents  per  100  pounds ;  to  points 
on  the  Burlington,  Bonneville  to  Frannie,  including  points  on  the 
Cody  branch,  to  the  extent  that  they  exceed  or  may  exceed  rates  5 
cents  per  100  pounds  lower  than  the  rates  contemporaneously  main- 
tained from  Denver ;  and  to  points  on  the  Burlington,  Orin  Junction 
to  but  not  including  Bonneville,  to  the  extent  that  they  exceed  or 
may  exceed  the  rates  contemporaneously  maintained  from  Great 
Falls  to  the  Bonneville-Frannie  group  last  above  described  by  more 
than  5  cents  per  100  pounds. 

The  record  does  not  justify  a  finding  that  the  local  rates  of  the 
Wyoming  &  Northwestern  from  Powder  River  are  unreasonable. 

The  question  of  reasonable  and  nondiscriminatory  rates  on  brick, 
clay,  and  hollow  building  tile  between  points  in  the  United  States  is 
now  before  us  in  docket  No.  10733,  National  Paving  Brick  Manufac- 
turers A 880.  V.  A.  (&  V.  Ry.  Co.^  on  a  more  comprehensive  record. 
Our  findings  herein  are  without  prejudice  to  any  conclusions  we  may 
reach  in  that  case. 

An  appropriate  order  will  be  entered, 
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No.  11640. 
SWIFT  &  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT. 


BuImUted  December  20,  1920,    Decided  March  S,  1921. 


Charges  by  defendant  for  the  interstate  transportation  of  less-than-carload  ship- 
ments of  dressed  poultry,  butter,  eggs,  and  cheese  from  points  in  Illinois, 
Indiana,  Iowa,  Michigan,  and  Ohio  not  found  unjust  or  unreasonable. 
Complaint  dismissed. 

B.  D.  Rynder  for  complainant. 
Clyde  E,  Sharey  for  defendant. 

Report  op  the  Commission. 

DivisioK  3,  CoMicissiOKERs  Hall,  Eastman,  and  Fobd. 

Ford,  Commissioner: 

The  complainant  corporation  alleges  that  the  freight  charges  as- 
sessed by  the  defendant  for  the  transportation,  during  the  period 
from  March  15,  1919,  to  September  5,  1919,  of  numerous  less-than- 
carload  shipments  of  dressed  poultry,  butter,  eggs,  and  cheese  from 
complainant's  plants  located  in  the  states  of  Illinois,  Indiana,  Iowa, 
Michigan,  and  Ohio  to  interstate  destinations,  were  imjust  and  un- 
reasonable in  that  the  defendant  allowed  the  complainant  not  in 
excess  of  $3  per  net  ton  for  ice  and  nothing  for  the  salt  supplied  for 
the  initial  icing  of  the  shipments,  and  that  a  just  and  reasonable 
allowance  would  have  been  the  cost,  but  not  to  exceed  $4  per  net  ton 
for  the  ice  and  75  cents  per  100  pounds  for  the  salt.  Reparation  only 
is  asked. 

The  freight  charges  assailed  covered  both  the  haul  and  the  re- 
frigeration service,  no  extra  charge  being  made  for  the  latter  service. 
Prior  to  March  15,  1919,  in  the  case  of  traffic  where  the  freight 
charges  did  not  include  refrigeration,  defendant  made  a  charge  of 
not  less  than  $2.50  per  net  ton  for  ice  furnished  by  him  to  protect 
perishable  freight  during  transit,  the  charge  including  the  cost  of 
labor  and  salt,  subject  to  the  exception  that : 

At  points  where  it  is  impracticable  for  the  railroad  companies  to  furnish  ice 
for  such  shipments  it  may  be  furnished  by  shippers  and  the  allowance  to  ship- 
pers therefor  sbaU  be  the  actual  cost  of  the  ice,  but  not  exceeding  $8  per  ton  of 
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2,000  pounds,  for  the  actual  weight  of  the  ice  furnished  *  *  *  the  amount 
named  above  will  include  the  expense  allowed  for  ice,  labor,  and  salt 

A  corresponding  allowance  was  made  under  similar  circumstances  in 
the  case  of  traflSc,  such  as  that  involved  in  this  proceeding,  where  the 
freight  charges  included  the  icing  service.  Effective  March  15,  1919, 
defendant's  charge  for  furnishing  ice  was  increased  to  $4  per  net  ton 
and  a  new  charge  of  75  cents  per  100  pounds  for  the  salt  supplied 
was  established.  Effective  August  16,  1919,  the  allowance  to  the 
shipper  who  furnished  the  ice  at  points  where  it  was  impracticable 
for  defendant  to  furnish  it,  was  increased  to  the  actual  cost  of  the  ice, 
but  not  exceeding  $4  per  net  ton.  On  September  5,  1919,  the  actual 
cost  of  the  salt,  but  not  to  exceed  75  cents  per  100  pounds,  was  allowed 
to  the  shipper. 

The  contention  of  complainant  is  in  effect  that  as  the  defendant's 
charge  for  furnishing  ice  and  salt  during  the  period  of  movement 
was  $4  per  net  ton  and  75  cents  per  100  pounds,  respectively,  to  allow 
complainant  less  for  furnishing  the  same  resulted  in  unreasonable 
charges  on  the  shipments.  Complainant  admits  that  it  was  more 
convenient  for  it  to  do  the  icing  than  it  was  for  defendant,  and  re- 
sulted in  a  more  prompt  movement  of  the  shipments. 

In  furnishing  the  ice  and  salt  for  these  shipments  the  complainant 
admittedly  performed  a  transportation  service  which  it  was  im- 
practicable for  defendant  to  perform.  There  is  no  evidence  of 
record,  however,  that  the  through  charges  assessed  on  the  shipments, 
less  the  allowance  made  to  complainant  for  ice  and  salt  furnished, 
were  unjust  or  unreasonable  for  the  service  performed  by  defendant. 

The  complaint  will  be  dismissed. 
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No.  8118.* 

INMAN-POULSEN  LUMBER  COMPANY  ET  AL. 

V. 

SOUTHERN  PACIFIC  COMPANY  ET  AL. 


Submitted  July  27,  1920.    Decided  March  15,  1921. 


On  further  hearing  reparation  awarded  on  shipments  of  lumber  from  Portland, 
Oreg.,  to  various  points  on  account  of  damage  due  to  unduly  prejudicial 
rates.    Original  reports,  42  I.  C.  C,  275  and  55  I.  C.  C,  857. 

James  G.  Wilson  for  complainants. 

Ben  C.  Dey^  Fred  H.  Wood^  C,  W.  Durhrow^  and  Elmer  Westlake 
for  defendants. 

Report  of  the  Commission  on  Fubtheb  Hearing. 

By  the  Commission  : 

The  issues  here  presented  were  made  the  subject  of  a  proposed  re- 
port and  exceptions  thereto  were  filed  by  defendants. 

In  our  original  report  in  No.  8118, 42  I.  C.  C,  275,  we  found  that  the 
Southern  Pacific  Company's  rates  on  fir  and  hemlock  lumber  and 
lath,  in  straight  or  mixed  carloads,  from  Portland,  Oreg.,  to  San 
Francisco  and  certain  other  California  points,  were  and  for  the 
future  would  be  unduly  prejudicial  to  the  extent  that  they  exceeded 
or  might  exceed  the  rates  contemporaneously  maintained  by  that 
carrier  on  like  traffic  from  Oregon  points  in  the  Willamette  Valley 
and  on  the  so-called  Tillamook  branch  to  the  same  destinations,  but 
that  the  allegation  of  unreasonableness  had  not  been  sustained.  At 
the  original  hearing  complainants  stated  that  the  adjustment  com- 
plained of  had  been  in  effect  for  only  a  short  period,  and  that  few 
shipments  had  moved  from  and  to  the  points  concerned  during  that 
period,  but  that  shipments  were  still  being  made.  They  requested 
the  privilege  of  filing  with  us,  if  the  rates  assailed  were  found  to  be 
unreasonable  or  unduly  prejudicial,  a  statement  of  the  shipments 
upon  which  reparation  was  claimed.  No  finding  was,  therefore, 
made  at  that  time  upon  the  question  of  reparation. 

A  supplemental  complaint  asking  that  the  Spokane,  Portland  ft 
Seattle  Railway  Company  be  made  an  additional  party,  and  that 
reparation  be  granted  on  a  number  of  shipments  set  forth  in  an 

1  Tbii)  report  also  embraces  No.  9364,  Same  v,  Sam^. 
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exhibit  to  the  complaint,  was  filed  with  our  permission  May  14, 1917. 
A  supplemental  hearing  was  had  and  in  the  report  therein,  49  I.  C.  C, 
600,  we  found  that  no  evidence  had  been  offered  showing  the  details 
of  the  shipments,  that  complainants  had  paid  and  borne  the  freight 
charges,  or  that  they  had  suffered  damage  as  a  result  of  the  undue 
prejudice.    The  complaint  was  dismissed. 

Upon  complainants'  petition  for  rehearing  an  order  was  entered 
June  27, 1918,  reopening  the  case.  At  the  second  supplemental  hear- 
ing it  was  stipulated  by  the  parties  that  the  testimony  and  briefs  in 
No.  9364,  Inman-PouUen  Lvmber  Co.  v.  S.  P.  Co.^  65  I.  C.  C,  367, 
on  the  matter  of  reparation,  should  be  considered  as  if  introduced  in 
this  case,  the  issues  as  to  reparation  in  the  two  cases  being  identicaL 
In  the  cited  case  we  found,  among  other  things,  that  the  rates  on  fir 
and  hemlock  lumber,  except  rough  green  fir  and  lath,  also  on  mining 
timbers,  mine  wedges,  fence  posts,  and  railroad  ties,  in  straight  or 
mixed  carloads,  from  Portland,  Oreg.,  to  points  on  the  Southern 
Pacific  south  and  east  of  San  Francisco,  not  including  bay  points,  and 
to  points  on  the  Atchison,  Topeka  &  Santa  Fe  east  of  Mojave,  Calif., 
were,  during  certain  specified  periods,  unduly  prejudicial  to  the  ex- 
tent indicated.  It  was  held  that  damage  had  not  been  proven  and 
reparation  was  denied. 

On  February  9, 1920,  complainants  in  No.  9364  filed  a  petition  for 
rehearing,  whereupon  orders  were  entered  March  9  and  11,  1920,  re- 
opening Nos.  9364  and  8118,  upon  the  question  of  reparation  under 
our  findings.  The  two  cases  were  consolidated  and  further  hearing 
was  held.  No  further  evidence  was  submitted  for  defendants,  and  it 
is  unnecessary  to  repeat  the  facts  upon  which  our  former  conclusions 
were  based. 

It  is  clear,  and  we  so  found  in  the  original  report  in  No.  9364,  that 
the  Portland  and  Willamette  Valley  mills  are  in  keen  competition 
with  each  other;  that  lumber  is  sold  delivered;  that  when  the  rates 
from  Willamette  Valley  were  reduced  certain  of  the  Portland  mills 
agreed  among  themselves  to  quote  delivered  prices  in  certain  terri- 
tory bfksed  on  the  Valley  rates  and  not  on  the  Portland  rates;  that 
the  consignees  deducted  the  Portland  frei^t  charges  from  the 
invoice  price;  and  that  complainants  lost  the  difference  between  such 
freight  charges  and  those  that  would  have  accrued  at  the  Willamette 
Valley  rates.  We  also  found  that  the  record  "  nowhere  showed  that 
the  Valley  mills  reduced  their  delivered' prices  by  the  amounts  of 
the  reduction  in  their  rates,  or  that  they  set  the  price  at  which  com- 
plainants were  obliged  to  sell,''  and  concluded  as  follows: 

We  can  award  reparation  for  damages  resulting  from  unduly  prejudicial 
rates  only  where  the  evidence  qs  to  fact  and  amount  of  damage  would  be  solB- 
clent  to  sustain  a  recovery  in  court  Anadarko  Cotton  OH  Co,  v.  A.,  T.  d  8,  F. 
Ry,  Co,,  20  I.  O.  C,  43.    The  evidence  before  us  does  not  show  that  the  Wllla- 
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mette  Valley  rates  were  the  proximate  cause  of  any  injury  which  the  complain- 
ants sustained  following  the  establishment  of  those  rates^  or  what,  if  any,  was 
the  damage  resulting  from  an  injury  so  causod.  In  the  absence  of  such  a  show- 
ing there  is  no  assurance  that  the  relationship  between  the  rates  from  two 
originating  regions  resulted  in  Injury  to  the  complainants. 

It  was  for  the  purpose  of  allowing  complainants  an  opportunity 
to  introduce  additional  proof  of  damage  that  the  further  hearing 
was  granted. 

There  is  uncontroverted  evidence  that  immediately  after  October 
22,  1915,  when  the  17.5-cent  rate  was  put  into  effect  on  fir  and  hem- 
lock lumber  and  lath  from  the  Willamette  Valley  to  San  Francisco 
Bay  points  and  other  intermediate  points,  the  Williamette  Valley 
mills  dropped  their  selling  prices  to  the  full  extent  of  the  reduction 
in  the  freight  rates;  that  they  set  the  price  at  which  complainants 
were  obliged  to  sell,  and  that  complainants  met  the  full  reduction  in 
price  by  absorbing  the  difference  in  freight  rates  in  order  to  hold 
their  business.  A  witness  testified  that  this  was  done  by  the  issuance 
of  a  general  discount  sheet  to  their  customers  with  the  notation  "  use 
in  connection  with  the  l7.5-cent  rate ;  not  in  connection  with  the  rate 
in  effect  from  Portland." 

The  mill  prices  were  the  same  at  both  the  Willamette  Valley  and 
the  Portland  mills,  but  the  freight  rates  from  Portland  to  the  des- 
tination territory  were  0.25  cent  to  4  cents  higher  than  those  paid 
by  complainants'  competitors  for  substantially  similar  service.  Pre- 
viously the  rates  had  been  the  same  to  all  points  of  destination  in- 
volved, and  to  certain  points,  like  Fresno,  Calif.,  for  instance,  the 
rates  remained  the  same  from  both  the  Valley  and  Portland.  The 
sales  that  were  made  to  such  points  netted  complainants  the  same 
amounts  as  the  Valley  mills  received,  and  of  course  no  reparation  is 
claimed  as  to  such  shipments.  Both  Portland  and  the  Valley  now 
enjoy  the  same  rates  to  all  points. 

At  the  time  the  shipments  moved  complainants  were  engaged  in 
manufacturing  the  same  kinds  of  lumber  as  their  competitors  in  the 
Willamette  Valley,  which  was  sold  in  the  same  general  competitive 
markets;  they  were  forced  to  and  did  meet  the  reduced  prices  at 
which  their  competitors  sold,  and  under  such  circumstances  it  was 
impossible  to  add  the  differences  in  the  freight  rates  to  their  selling 
prices.  Complainants  were  compelled  to  absorb  such  differences  out 
of  their  profits.  They  have  now  shown  with  reasonable  certainty 
that  they  were  compelled  to  forego  certain  profits  solely  because  the 
freight  rates  from  Portland  exceeded  the  rates  contemporaneously 
available  to  their  competitors  in  the  Valley  on  like  traffic,  and  that 
they  have  suffered  a  pecuniary  loss  as  a  result  of  the  additional 
transportation  charges  paid.    It  follows,  therefore,  that  the  Wil- 
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lamette  Valley  rates  were  the  proximate  cause  of  the  injury  which 
the  complainants  sustained  following  the  establishment  of  those 
rates,  and  their  damage  is  measured  by  the  difference  in  freight 
rates. 

Complainants  refer  to  our  findings  in  our  original  report,  42 
I.  C.  C,  275,  that  lumber  from  the  Tillamook  branch  was  moving 
through  Portland  to  the  same  destinations  under  rates  that  were  in 
violation  of  the  long-and-short-haul  rule  of  the  fourth  section,  and 
contend  that  they  are  therefore  entitled  to  reparation  to  the  extent  of 
the  difference  between  the  higher  charges  paid  from  Portland  and 
the  rate  of  17.6  cents.  This  contention  is  without  merit.  Iten 
Biscuit  Co.  V.  C,  B.  &  Q,  R.  R.  Co.,  50  I.  C.  C,  724;  53  I.  C.  C, 
729 ;  and  Oregon  Fruit  Co,  x.  S.  P.  Co.,  50  I.  C.  C,  719. 

We  find  that  complainants  made  the  shipments  as  described  and 
paid  and  bore  the  charges  thereon  at  the  rate  which  was  found  in 
the  original  reports  herein  to  have  been  unduly  prejudicial;  that  they 
have  been  damaged  to  the  extent  that  the  charges  collected  exceeded 
the  charges  that  would  have  accrued  at  the  rates  contemporane- 
ously applicable  from  the  Willamette  Valley  and  Tillamook  branch 
points  in  Oregon  taking  Willamette  Valley  rates  as  described  in  our 
original  reports  herein ;  and  that  they  are  entitled  to  reparation,  with 
interest.  Complainants  should  comply  with  rule  V  of  the  Rules  of 
Practice. 

Hall,  Commissioner,  dissenting: 

In  our  last  report  in  No.  9364,  55  I.  C.  C,  357,  we  found  that  the 
rates  on  the  commodities  named  from  Portland  to — 

(a)  points  on  the  Southern  Pacific  south  and  east  of  San  Fran- 
cisco, but  not  bay  points,  between  October  17,  1916,  and  March  14, 
1917,  both  inclusive,  and — 

(6)  points  on  the  Santa  Fe  east  of  Mojave  between  October  22, 
1915,  and  March  14,  1917,  both  inclusive, 

were  unduly  prejudicial  to  the  extent  that  they  exceeded  the  rates 
contemporaneously  in  eflfect  from  Willamette  Valley  points  to  the 
same  destinations.  It  will  be  observed  that  the  reparation  period 
imder  (a)  is  about  5  months,  and  under  (b)  about  17  months,  both 
ending  on  March  14, 1917. 

In  our  earlier  report  in  No.  8118,  42  I.  C.  C,  275,  we  had  found 
on  November  29,  1916,  that  the  rates  on  these  commodities  from 
Portland,  but  including  also  rough  green  fir,  to — 

(c)  San  Francisco  and  bay  points  and  points  north  thereof  to 
and  including  Marysville,  and  also  to  Auburn,  Calif.,  had  been  since 
October  22, 1915,  were,  and  for  the  future  would  be  unduly  prejudicial 
to  the  extent  of  their  excess  over  contemporaneous  rates  on  like  traffic 
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from  Willamette  Valley  and  Tillamook  branch  points  to  the  same 
destinations.  Here,  as  in  (&),  the  reparation  period  is  about  17 
months. 

The  testimony  as  to  reparation  purports  to  cover  the  entire  period 
since  October  22, 1916,  when  rates  on  these  commodities  from  Valley 
points  became  less  than  from  Portland.  There  seems  to  be  no  separa- 
tion in  the  testimony  between  shipments  to  Southern  Pacific  points 
under  (a),  shipments  to  Santa  Fe  points  under  (&),  and  shipments 
to  bay  points  and  north  under  (c). 

The  evidence  as  to  both  the  fact  and  the  measure  of  damage  due 
to  undue  prejudice  as  the  proximate  cause  is  vague,  general,  and 
unimtisfactory,  and  in  my  opinion  is,  for  the  following  reasons,  in- 
sufficient upon  which  to  make  an  award  of  reparation : 

1.  There  is  no  evidence  to  show  definitely  just  when  complainants 
reduced  their  prices  to  the  extent  of  the  difference  in  the  rates.  The 
witness  for  the  Eastern  &  Western  Lumber  Company,  the  principal 
witness  at  the  further  hearing,  testified  that  it  might  have  been  a 
week,  10  days,  or  two  weeks  after  the  reduction  in  the  rates  from 
the  Valley  before  his  company  commenced  to  absorb  the  difference  in 
freight  rates.  The  witness  for  the  North  Pacific  Lumber  Company 
testified  that  he  did  not  know  when  his  company  commenced 'to 
absorb  that  difference.  At  the  former  hearing  the  witness  for  the 
first-named  company  introduced  copies  of  correspondence  which 
show  that  as  late  as  September  23,  1916,  that  company  thought  it 
probable  that  in  the  future  it  would  have  to  absorb  the  difference  in 
tbe  freight  rates. 

2.  Our  findings  of  undue  prejudice  in  55  I.  C.  C,  357,  did  not  in- 
clude rough  green  fir,  the  rates  on  which  from  the  Valley  were  from 
7.5  cents  to  4  cents  under  the  other  lumber  rates  after  September  1, 
1911.  Extension  of  this  difference  to  the  higher  grades  of  lumber  on 
October  22, 1915,  could  hardly  have  made  it  necessary  thereafter  for 
complainants  to  absorb  the  difference  on  rough  green  fir.  One  witness 
testified  that  about  10  per  cent  of  his  company's  lumber  sold  at  CaU- 
fomia  points  was  rough  green,  without  distinguishing  between 
destinations  under  (a)  and  destinations  under  {c). 

8.  There  is  said  to  be  very  little  difference  between  rough  green  and 
dimension  lumber  other  than  the  surfacing  of  the  latter  at  a  cost  of 
25  or  60  cents  per  thousand  feet.  Since  September  1,  1911,  com- 
plainants paid  higher  rates  on  rough  green  than  the  Valley  mills 
paid.  It  seems  very  improbable  that  it  became  necessary  for  them  to 
absorb  the  difference  when  it  was  extended  to  include  dimension  lum- 
ber. There  is  noUiing  of  record  to  show  how  many  of  the  shipments 
on  which  reparation  is  asked  consisted  of  dimension  lumber. 

4.  There  is  no  satisfactory  evid^ioe  showing  that  the  Valley  mills 
set  the  prices  and  that  complainants  were  forced  to  meet  such  prices 
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to  retain  their  business.  The  record  shows  that  the  prices  of  the 
Valley  and  Portland  mills  were  the  same  in  a  general  way;  that  when 
the  prices  of  the  Valley  mills  were  reduced  to  the  extent  of  the  re- 
duction in  the  freight  rate  the  general  discount  sheet  of  the  Port- 
land mills  was  prohahly  the  same  as  the  Valley  mills ;  that  the  prices 
of  the  Valley  and  Portland  mills  were  practically  the  same;  that 
prices  fluctuated  from  week  to  week;  that  there  might  be  some  items 
of  stock  on  which  the  prices  would  not  be  the  same;  that  the  Port- 
land mills  cut  prices  occasionally;  that  the  witness's  company  (East- 
em  &  Western  Lumber  Company)  went  further  than  meeting  the 
competition  of  the  Valley  mills  when  it  was  interested  in  cutting 
prices ;  that  it  did  not  keep  discount  sheets  before  the  trade  with  the 
regularity  some  mills  did ;  that  if  prices  changed  the  Portland  mills 
knew  it  within  a  day  or  two,  would  probably  hear  about  it  right 
away  and  would  prohahly  hunt  around  and  find  out  who  was  doing  it, 
and  if  it  were  from  the  Valley  they  would,  fall  in  line  with  them« 

The  record  appears  to  show  quite  clearly  that  the  Valley  mills 
made  the  market  at  times,  complainants  at  other  times,  and  other 
mills  at  still  other  times.  When  mills  other  than  the  Valley  mills 
made  the  market  apparently  complainants  met  the  market  so  made. 
It  can  not  fairly  be  said  on  this  record  that  the  Valley  mills  made 
the  market  at  all  times  from  October  22,  1915,  to  March  17,  1M7, 
or  at  any  particular  time  during  that  period,  or  that  complainants 
or  any  of  them  were  forced  to  forego  profits  on  all  or  on  any  par- 
ticular shipments  made  during  that  period  because  of  the  difference 
in  the  freight  rates.  Certainly  the  difference  in  the  freight  rates 
was  not  the  cause  of  loss  of  profits  when  complainants  made  the 
market,  when  mills  other  than  the  Valley  mills  made  the  market,  and 
when  complainants'  prices  were  higher  than  those  of  the  Valley 
mills.  Complainants  lost  no  profits  on  shipments  booked  before  and 
shipped  after  the  reduction  in  rates  from  the  Valley.  Yet  repara- 
tion is  asked  on  all  shipments  made  during  this  period. 

The  record  is  significantly  bare  of  price  figures,  whether  mill  price 
or  selling  price  of  complainants,  or  mill  price  or  selling  price  of 
other  Portland  mills,  Valley  mills,  or  Tillamook  branch  mills.  It 
fails  to  specify  the  transactions  on  which  complainants  were  dam- 
aged by  the  undue  prejudice  found.  Complainants'  claims  are  sev- 
eral. Each  must  recover  for  itself,  if  at  all,  and  it  is  worthy  of  at 
least  passing  remark  that  only  four  of  the  mills  at  Portland  are  be- 
fore us  as  complainants. 

In  short,  we  have  here,  lumped  together  in  the  finding  of  damage, 
all  shipments  made  by  all  four  of  the  complainants  at  any  time  dur- 
ing the  periods  when  the  rates  were  found  by  our  earlier  reports  to 
have  been  unduly  prejudicial,  without  distinction  between  those  on 
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which  damage  resulted  from  difference  in  the  freight  rates,  and  those 
on  which  such  damage  is  not  proven  or  indeed  could  not  have  re- 
sulted, because  booked  before  and  shipped  after  the  rate  change, 
shipped  when  complainants  or  some  of  them  made  the  market, 
shipped  when  other  mills  not  in  the  Valley  made  the  market,  or 
shipped  when  complainants'  prices  were  higher  than  those  of  the 
Valley  mills.  Proof  thus  lacking  can  not  be  supplied  by  compliance 
with  rule  V. 

In  my  opinion  the  complainant43  have  failed  in  their  proof  despite 
the  additional  opportunity  given  them  at  their  request  on  this  fur- 
ther hearing,  and  despite  the  intimations  in  our  last  report  of  the 
particulars  in  which  their  proof  was  then  lacking.  The  complaints 
should  be  dismissed. 

61 1. 0.  C. 


192  INTERSTATE  COMMERCE  OOliiMISSlON  REPORTS. 


No.  11441. 
HOBART  MILL  &  ELEVATOR  COMPANY  ET  AL. 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  AND  ST.  LOUIS-SAN 

FRANCISCO  RAILWAY  COMPANY. 


SubmiUed  October  17,  19t0.    Decided  March  51,  1991. 


Defendant's  distribution  of  cars  for  grain  loading  from  July  to  December,  1919* 
found  unduly  prejudicial  to  complainants  at  Gold  Springs,  Okla.,  and 
unduly  preferential  of  their  competitors  at  Roosevelt,  Mountain  Parte, 
and  Snyder,  Okla.  Proceeding  held  open  temporarily  to  permit  com- 
plainant to  make  a  showing  for  further  hearing  as  to  damages. 

Rummons  <&  Hughes  for  complainants. 
M.  G.  Roberta  for  defendants. 

Repobt  of  the  Commission. 

Division  1,  Commissioners  McChord,  Meter,  and  Aitohison. 
AiTCHisoN,  Commissioner: 

The  issues  here  presented  were  made  the  subject  of  a  proposed  re- 
port, to  which  complainants  filed  exceptions. 

Complainants,  Hobart  Mill  &  Elevator  Company  and  George  B. 
Tarr,  jointly  own  and  operate  a  grain  elevator  at  Cold  Springs, 
Okla.,  and  ship  grain  to  interstate  points.  By  amended  complaint 
filed  April  28,  1920,  they  allege  that  the  St.  Louis~San  Francisco 
Railway,  hereinafter  called  defendant,  subjected  them  to  undue  preju- 
dice in  failing  and  refusing  to  furnish,  from  July  1, 1919,  to  Decem- 
ber 1,  1919,  the  proportion  of  cars  to  which  they  were  lawfully  en- 
titled, and  unduly  preferred  other  operators  of  grain  elevators  at 
near-by  points  by  furnishing  them  a  larger  proportion  of  cars  than 
was  furnished  to  complainants.  They  ask  for  reparation,  but  for  no 
other  relief. 

Cold  Springs  is  on  defendant's  line  between  Enid,  Okla.,  and  Ver- 
non, Tex.  The  alleged  preferred  elevators  are  located  on  the  same 
line  in  Oklahoma  at  the  following  points;  two  at  Roosevelt,  about 
5  miles  north  of  Cold  Springs ;  one  at  Mountain  Park ;  and  one  at 
Snyder,  about  8  and  10  milee,  respectively,  south  of  Cold  Springs. 
During  the  wheat  shipping  season  of  1919  there  was  an  acute  short- 
age of  grain  cars  in  this  territory. 
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From  July  1  to  December  1,  1919,  lY  cars  were  furnished  to  com- 
plainants. Defendant's  records  indicated  that  for  the  same  period 
89  cars  were  furnished  to  one  elevator  at  Roosevelt,  44  to  the  other, 
and  47  to  the  elevator  at  Mountain  Park.  It  appears  that  36  cars 
were  furnished  to  the  elevator  at  Snyder  for  this  time,  excluding  a 
period  of  about  72  days,  for  which  no  records  were  produced.  Com- 
plainants were  furnished  10  cars,  apparently  after  December  1, 1919, 
and  during  a  period  when  an  embargo  was  in  effect  on  grain  ship- 
ments generally.  These  10  cars  were  furnished  as  a  result  of  a  spe- 
cial investigation  and  report  on  grain-car  shortage  at  stations  on  the 
division  of  defendant  on  which  Cold  Springs  is  located. 

Complainants  contend  that  under  a  fair  and  equitable  distribution 
they  should  have  received  45  cars  during  the  period  in  question; 
that  by  reason  of  the  alleged  undue  prejudice  they  were  prevented 
from  shipping  in  interstate  commerce  28  cars  of  wheat,  and  were 
deprived  of  the  profits  thereon.  There  were  various  estimates  upon 
the  capacity  of  the  cars  ranging  from  1,000  bushels  for  the  smaller 
to  1,500  bushels  for  the  larger  cars.  The  average  profit  upon  wheat 
actually  shipped  by  complainants  during  the  period  in  question  was 
stated  to  be  about  10  cents  a  bushel. 

No  settled  practice  or  fixed  rule  was  in  effect  for  the  distribution 
of  grain  cars  between  stations  on  defendant's  line.  The  defendant's 
chief  dispatcher,  who  was  in  charge  of  the  distribution  of  cars,  testi- 
fied that  he  made  such  distribution  on  the  basis  of  the  amount  of 
grain  on  hand  at  the  various  stations,  as  reported  to  him  daily  by 
the  station  agents. 

The  table  below  shows  the  capacity  of  the  elevators  of  complain- 
ants and  their  competitors  at  Roosevelt,  Mountain  Park,  and  Snyder, 
with  the  number  of  cars  furnished  to  each  during  the  period  from 
July  1  to  December  1, 1919 : 


Elevator. 


Looation. 


Complainaiits' 

Hobart  MUl  &  Elevator  Co. 

Hoffine&Co 

Beardon&  Bams 

H.  S.  Lewis 


Total. 


Cold  Springs.  Okla. . . 

Roosevelt,  Okla 

do.... 

Mountain  Park,  OUa. 
Snyder,  Okla 


49,000 


Elevator 

Cars 

capacity. 

furnished. 

BufhdB. 

Can. 

7,000 

17 

12,000 

44 

12,000 

89 

10,000 

47 

8,000 

136 

183 


1  During  periods  July  1-20  and  October  1  to  December  1, 1919. 

There  is  some  confusion  in  the  record  as  to  the  capacity  of  the 
elevators  operated  by  complainants'  competitors.  In  the  above  table 
the  highest  capacity  placed  upon  them  by  any  witness  is  shown. 
During  the  period  covered  by  the  complaint  all  of  these  elevators 
were  continuously  filled  to  capacity. 
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The  capacity  of  complainants'  elevator  at  Cold  iSprings  is  about 
14  per  cent  of  the  total  capacity  shown.  Had  they  received  their 
proportionate  share  of  the  cars  distributed,  on  the  basis  of  grain 
on  hand,  they  would  have  received  not  less  than  25  cars  out  of  the 
183  furnished  during  the  period  in  question. 

The  chief  dispatcher  was  unable  to  explain  the  marked  discrepancy 
between  the  number  of  cars  furnished  complainants  and  those 
furnished  their  competitors  at  the  stations  named.  That  defendant's 
officials  were  convinced  that  complainants  had  not  been  equitably 
dealt  with  in  the  matter  of  car  distribution  is  indicated  by  the 
instructions  given  in  December,  1919,  after  an  investigation  of 
the  situation,  that  complainants  be  excepted  from  the  operation  of 
a  general  embargo  which  had  been  placed  on  shipments  of  grain 
from  this  territory  in  order  that,  as  defendant's  witness  expressed 
it,  they  might  have  "a  chance  to  catch  up."  This  latter  action 
of  defendant  was  clearly  unduly  prejudicial  to  other  shippers,  who 
were  held  to  the  strict  observance  of  the  embargo,  and  could  not 
justify  any  previous  undue  or  unreasonable  prejudice  against  the 
complainants. 

Upon  the  record  we  find  that  the  defendant's  practice  in  the  dis- 
tribution of  cars  for  grain  loading  during  the  period  in  question 
was  imduly  prejudicial  to  the  complainants  and  unduly  preferential 
of  their  competitors  at  Koosevelt,  Mountain  Park,  and  Snyder, 
Okla.  The  present  record  is  not  such  that  we  can  determine  with 
any  degree  of  certainty  the  amount  of  the  damages,  if  any,  sustaine<l 
by  complainants  by  reason  of  such  undue  prejudice.  The  defendant's 
subsequent  distribution  of  cars  is  satisfactory  to  complainants  and 
no  relief  for  the  future  is  sought.  The  complainants  will  be  allowed 
30  days  from  and  after  the  service  of  this  report  within  which  to 
make  a  showing  in  support  of  an  application  for  further  hearing 
on  the  question  of  damages;  in  default  thereof,  the  complaint  will  be 
dismissed. 
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Investigation  and  Suspension  Docket  No.  1232. 
COAL  FROM  ILLINOIS  TO  MICHIGAN. 


Sulnnitted  March  16, 1921.    Decided  March  51, 1921. 


Profposed  cancellation  of  joint  rates  on  coal  from  mines  on  the  Minneapolis  & 
St  Louis  Railroad  in  lUinols  to  destinations  in  Ohio  and  Michigan  fouBd 
not  justified.    The  suspended  schedules  ordered  canceled. 

F.  B^  Townsend  and  M.  M.  Joyce  for  respondents. 
James  A.  Fenelon  for  protestant. 

Repokt  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastjcan. 

Hall,  Commissioner: 

By  schedules  filed  to  take  effect  November  3, 1920,  the  Minneapolis 
&  St.  Louis  Bailroad,  hereinafter  called  respondent,  proposed  to 
cancel  the  joint  rates  on  bituminous  coal  from  mines  located  on  its 
line  at  or  near  Bartlett,  Hanna,  Farmington,  and  Middle  Grove,  in 
the  so-called  Fulton-Peoria  district  of  Illinois,  to  destinations  in 
Ohio  and  Michigan,  leaving  in  effect  higher  combination  rates. 
Upon  protest  of  the  Coal  Trade  Bureau  of  Illinois  operation  of  the 
schedules  was  suspended  until  April  2, 1921.  Later,  by  supplement, 
respondent  voluntarily  postponed  the  effective  date  until  June  1, 1921. 

For  justification  of  the  proposed  cancellation  respondent  relies 
mainly  upon  a  showing  that  its  divisions  of  the  joint  rates  are  not 
satisfactory.  It  contends  that  these  rates  were  established  on  short 
notice  during  federal  control  as  an  emergency  measure  to  relieve  a 
coal  shortage  in  northern  Ohio  and  Michigan ;  that  no  consideration 
was  then  given  to  divisions;  that  since  the  termination  of  federal 
control  it  has  failed  to  secure  what  it  regards  as  fair  divisions ;  that 
the  emergency  has  passed ;  and  that  it  should  no  longer  be  required 
to  participate  in  the  joint  rates.  Increased  charges  which  result 
from  cancellation  of  joint  rates  can  not  be  justified  on  the  ground 
that  the  divisions  are  unsatisfactory.  Switching  Absorptions^  47 
I.  C.  C,  583,  586.  If  satisfactory  divisions  can  not  be  agreed  upon 
that  matter  may  be  presented  to  us  in  an  appropriate  proceeding. 

fiespondent  called  attention  to  ton-mile  earnings  ranging  from  5.6 
to  7.2  mills  to  five  destinations  in  Michigan,  but  introduced  no  other 
evidence  tending  to  show  that  the  existing  rates  are  too  low  or  that 
the  combination  rates  would  be  reasonable. 
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Protestant  shows  that  cancellation  of  the  joint  rates  would  leave 
applicable  to  16  representative  destinations  in  Michigan  combina- 
tion rates  higher  by  from  54  cents  to  $2.52  per  ton.  It  contends  that 
this  would  exclude  the  mines  located  on  respondent's  line  from  the 
Michigan  market,  because  competing  mines  in  the  same  district  would 
still  have  the  joint  rates,  and  would  also  disturb  the  rate  relationship 
existing  between  the  mines  on  respondent's  line  and  those  in  the 
Springfield  and  other  Illinois  districts.  Bespondent  admits  that,  if 
joint  rates  are  to  be  maintained  from  competing  mines  in  the  Fulton- 
Peoria  district,  it  would  probably  want  to  restore  them  after  satis- 
factory divisions  had  been  agreed  upon. 

Bespondent  contends  that  Michigan  is  not  the  normal  market  for 
Illinois  coal,  but,  as  protestant  shows,  there  has  been  a  substantial 
and  regular  movement  since  the  joint  rates  were  established. 

We  find  that  the  proposed  schedules  have  not  been  justified.  An 
order 'will  be  entered  requiring  their  cancellation  and  discontinuing 
this  proceeding. 
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No.  11237. 
W.  H.  DAUGHERTY  &  SON  REFINING  COMPANY 

DIRECTOR  GENERAL,  AS  AGENT,  BALTIMORE  &  OHIQ 

RAILROAD  COMPANY,  ET  AL. 


PORTIONS  OF  FOURTH  SECTION  APPLICATION  NO.  2060. 


Submitted  October  19,  1920.    Decided  March  1,  1921. 


1.  Rate  on  petrolatum,  in  barrels*  in  carloads,  from  Petrolia,  Pa.»  to  Mempbia, 

Tenn.,  via  Ohio  River  crossings,  found  unreasonable  and  unduly  preju- 
didaL    Reparation  awarded. 

2.  Rate  applicable  on  the  same  commodity  transported  in  like  manner  from  and 

to  the  same  points  via  Potomac  Yard,  Ya.,  found  not  unreasonable  ot 
unduly  preJudiciaL 
8.  Fourth  section  relief  deaiied. 

O.  D.  CKcmberlm  for  complainant. 
FrwncU  R.  Ctob%  for  defendants. 

Refobt  of  the  Commission. 

DiYisiox  3,  Commissioners  Hall,  Eastman,  and  Fobd.  . 

Bt  Division  3: 

Exceptions  to  the  report  proposed  by  the  examiner  were  filed  mid 
argued  before  us  by  complainant  and  defendants.  *  >    ' 

Complainant,  a  oorporaticm  refining  petroleum  at  Petrolii,  Fa.^ 
alleges  that  the  rate  of  87.5  cents  assessed  by  defendants  on  certain 
carioad  shipments  of  petrolatum  in  barrels  moving  during  the  period 
from  December  2,  1918,  to  December  3,  1919,  from  Petrolia  to 
Memphis,  Tenn.,  was  unjust,  unreasonable,  unjustly  discriminatory, 
and  imduly  prejudicial  as  compared  with  the  rate  of  86.5  cents  to 
Memphis  contemporaneously  in  effect  from  Kams,  Butler/  Neoline^, 
and  Oil  City,  Pa.  We  are  asked  to  prescribe  a  reasonable  rate  for  the 
future  and  to  award  reparation.  Rates  are  stated  in  cents  per  100 
pounds  and  do  not  include  the  increases  authorized  in  Incteetsed 
Bates,  19t0,  58  I.  C.  C,  220. 

Those  portions  of  Fourth  Section  Application  No.  2060  by  which 
authority  is  sought  to  charge  rates  on  petrolatum  from  Oil  City  to 
Memphis  lower  than  the  rates  contemporaneously  maintained  on 
like  traffic  from  Petrolia  and  other  intermediate  points  were  heard 
with  this  complaint. 
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The  shipments  were  in  seven  carloads  and  were  tendered  to  the 
Baltimore  &  Ohio  without  routing  instructions.  Some  mo^ed 
through  the  Ohio  River  crossings  and  x)thers  through  Potomac  T^ard, 
Va.  Charges  were  collected  on  four  at  the  second-class  any-quantitj 
rate  of  87.5  cents,  governed  by  thQ  southern  classification ;  and  on  tht 
other  three  at  a  rate  of  36.5  cents,  since  billed  for  undercharges  to 
the  basis  of  the  87.5-cent  rate.  Ck>mplainaiit~has  refused  paymenl 
of  the  undercharge  bills  and  prays  that  defendants  b^  directed  to 
cancel  them.    The  87.5-cent  rate  was  applicable  over  both  routes. 

A  commodity  rate  of  36.5  c^ts  was  cotttemporaneoudy  in  effect 
through  the  Ohio  Kiver  crossings  from  points  adjacent  to  or  beyond 
Petrolia.  After  the  filing  of  the  complaint  but  prior  to  the  heuing, 
defendants  established  a  commodity  rate  of  36.5  cents  from  Petrolia, 
applicable  via  Ohio  Biver  crossings,  thereby  correcting  any  fourth 
section  departure  that  may  have  existed.  This  rate  was  subsequently 
reduced  to  33.5  cents.  The  rate  via  Potomac  Yard  remained  87J 
cents.  The  reasonableness  of  the  86.5-cept  rate  is  not  challenged  and 
on  brief  complainant  requested  ibat  its.pcayear  f«r  a  rate  for  tht 
future  be  dismissed. 

Petrolatum  is  the  residue  of  crude  petroieun^t  after  extraction  of  the 
lightor  oils,  purified  by  filtration  thicfughofuUer's  eactk  It.  is  gen- 
erally recognized  as  a  petroleum  p3D^iid>|  slid  <M)]iqpla]Diint'8  wiiness 
testified  that  it  is  the  practice  of  car|riers  generally  in  official  and 
western  classification  territories  to  afford  it  petroleum  rates,  which 
are  less  than  fifth  class. 

Complainant  relies  principally  upon  the  fact  that  a  commodity 
bsto  of  36:5  cents  was  cMitemporatneously  in  effect  cm  petrolatum  frcnn 
Oil  City,  Neoline,  Foxburg,  Kams,  and  Bujlder,  Pa.,  to  Memphw  via 
Obio  Biver  crofisings.  Competitors  oiconplsinant  are  located  at  all 
these  points  and  Petrolia  is  intermediate  to  Oil  City  amd  Fo^mig. 
Complainant  directs  attention  to  the  fact  that  petrc^tom,  in  oommcm 
with  other  petroleum  produets^  is  now  accorded,  commodity  rates 
to  the  south  from  Petrolia  and  other  points  in  central  territory.  B 
construes  the  subsequent  estabUshment  of  the  36.6Hcent  rate  via 
.Ohio  Siver  crossings  as  a  virtual  admisBdon  that  no  higher  rate  is 
justified  and,  therefore,  that  the  87^5-oeBt  rate  was  unreasonable. 

Defttidants  introduced  no  evidence  as  to  the  reassnableneas  of  the 
Mto  assailed  or  in  justification  of  the  maintenance  of  lower  rates  via 
Ohio  River  crossings  from  the  other  oil-pcoduoing  points  in  the  Oil 
City  district  They  refer  to  the  fact  ihat  complainant  made  no  re- 
quest lor  the  establishjtaent  of  a  commodity  rate  prior  to  the  tiate 
these  shipments  moved  and  maintain  that  the  subsequent  establish- 
mmt  of  the  rate  of  36«5  cents  should  not  be  taken  as  a  oonf  essioD  that 
the  rate  charged  was  unreasonable.  They  urge  that  maintenance  of 
a  rate  of  36.5  cente  from  other  points  in  the  vicinity  of  Petrolia  might 
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constitute  undue  prejudice,  but  does  not  establish  the  unreasonable- 
ness of  the  rate  attacked;  that  class  rates  are  properly  applied  to 
isolated  shipments  such  as  these ;  and  that  there  has  been  no  showing 
that  the  applicable  second-class  rate  was  unreasonable.  The  record 
fails  to  show  the  volume  of  movement  of  petrolatum  from  the  com- 
petitive points  mentioned  or  whether  other  shipments  have  moved 
from  Petrolia  to  Memphis. 

From  Petrolia  to  Memphis  via  Cincinnati,  a  two-line  haul,  the 
distance  is  850  miles.  Based  on  an  average  weight  of  approximately 
50,000  pounds,  the  87.5-cent  rate  yielded  ton-mile  earnings  of  20.6  mills 
and  car-mile  earnings  of  51.5  cents.  The  rate  of  86.5  cents  would 
yield  ton-mile  earnings  of  8.6  mills  and  car-mile  earnings  of  21.5 
cents.  The  distance  via  Potomac  Yard  is  1,639  miles,  and  the  87.5- 
cent  rate  for  a  four-line  haul  yields  ton-mile  earnings  of  10.7  mills 
and  car-mile  earnings  of  26.7  cents. 

We  find  that  the  rate  applicable  on  the  shipments  which  moved 
via  Ohio  River  crossings  was  imreasonable  and  unduly  prejudicial 
to  iht  extent  that  it  exceeded  36.5  cents;  that  complainant  made  such 
shipments,  paid  and  bore  the  charges  thereon,  and  has  been  damaged 
in  the  amount  of  the  difference  between  the  charges  paid  and  those 
that  would  have  accrued  at  the  rate  herein  fotmd  teasonable;  and 
that  it  is  entitled  to  reparation  in  the  sum  of  $678.72,  with  interesfi. 
Collection  of  undercharges  on  such  shipments  may  be  waived.  We 
further  find  that  the  rate  applicable  on  such  ri&ipm^ts  as  moved  via 
Potomac  Yard  was  not  unreasonable  or  unduly  prejudicial.  We  art 
without  authority  to  order  refund  of  war  taxes. 

The  fourth  section  application  will  be  denied  to  the  extent  that  it 
is  involved. 

Appropriate  ordeiis  will  be  entered. . 

Hall,  Cammiaaianery  disstoting: 

The  petrolatum  in  these  shipments  had  a  value  of  from  6  to  IS 
eents  a  pound  delivered.  A  shipment  of  50,000  pounds  would  thus  be 
worth  from  $3,000  to  $6,000* 

It  is  not  contended  that  the  87.5-cent  rate  was  an  unreasonable 
second-class  rate  or  that  petrolatum  was  improperly  classified,  but 
that  it  was  unreasonable  and  unduly  pro  judicial  to  assess  a  class  rate 
on  these  shipments  when  commodity  rates  were  ootitemporaneously  in 
effect  from  near-by  points.  We  have  no  evidence  of  any  movement 
to  Memphis  from  any  of  the  near-by  refineries,  and  so  far  as  we  know 
the  commodity  rates  from  these  points  are  "  paper  "  rates.  We  know 
of  no  shipments  from  Petrolia  to  Memphis  other  than  the  seven  here 
eoDsidered. 

In  my  opinion  these  were  isolated  shipments  to  which  class  ratoi 
are  properly  applicable  and  the  complaint  should  be  dismissed. 
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No.  11086. 
VIRGINIA  IRON,  COAL  &  COKE  COMPANY 

<^- 

DIRECTOR   GENERAL,   AS    AGENT,   AND    NORFOLK   A 

WESTERN  RAILWAY  COMPANY. 


SuJ)mitted  Octoher  tO,  1920.    Decided  March  1,  1921. 


Demurrage  charges  assessed  on  27  carloads  of  iron  ore  at  Roanoke,  Ya.,  found 

unreasonable.    Reparation  awarded. 

Z>.  D.  Hutty  jr.^  L.  A.  NuckoU^  and  Fnmk  Lyon  for  complainant. 
Lucian  H,  Cockey  jr.^  and  Laoian  H,  Gocke^  ^.,  for  de&ndaniB, 

Rbpobt  of  thb  CoiniiBsioK. 

D1V1310N  3,  CoMMisaioKESs  HajjLj  Eastman,  Ain>  Ford. 

By  Division  8 : 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by  the 
examiner.  We  hare  reached  conclusions  differing  from  thode  pro- 
posed by  him. 

Complainant,  a  corporation  manufacturing  pig  iron  at  Roanoke, 
Va.,  reoeired  at  rarious  times  in  December,  1917,  and  January,  1918, 
a  total  of  27  carloads  of  ex-lake  and  local  iron  ore.  Demurrage 
charges  aggregated  $2,807.  By  complaint  filed  December  15, 1919,  it 
alleges  that  these  charges  were  illegal,  unreasonable,  unjustly  dis- 
criminatory, and  unduly  prejudicial.  An  award  of  reparation  and 
the  establishment  of  a  reasonable  charge  for  the  future  are  asked. 

The  ore  was  frozen  in  transit  and  complainant  failed  to  unload 
any  of  the  cars  within  the  prescribed  free  time.  When  the  ship- 
talents  were  received  defendants*  demurrage  tariff  provided  as  fol- 
lows: 

No  demnrrage  diarges  shaU  be  collected  under  these  rales  for  detention  of  «at« 
tiurongh  causes  named  below.  Demurrage  charges  assessed  or  collected  under 
•nch  conditions  shaU  be  promptly  canceled  or  refonded  by  the  carrier. 

2.  When  shipmaits  are  frozen  whUe  In  transit  so  as  to  prevent  unloading 
during  the  prescribed  free  time.  ♦  ♦  ♦  Under  this  rule  a  consignee  •  •  • 
flhaU  not  be  entitled  to  additional  time  unless  within  the  prescribed  firee  time 
he  shaU  serve  upon  the  carrier^s  agent  a  written  statement  that  the  lading  was 
froien  v^oia  arrivai 
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Complainant  served  no  written  statement  upon  the  Norfolk  ft 
Western,  hereinafter  called  defendant,  that  the  ore  was  frozen  upon 
artiral,  but  gave  verbal  notice  to  defendant's  employee  within  48 
hours  after  placement  of  the  cars,  and  defendant  actually  knew  that 
the  frozen  condition  of  the  ore  precluded  unloading  within  the  free 
time.  This  employee,  whose  duty  it  was  to  determine  whether  cars 
were  loaded  or  empty,  and,  if  loaded,  the  reason  for  their  detention, 
made  daily  written  reports  to  the  terminal  trainmaster  of  defendant 
at  Koanoke  that  the  ore  was  frozen  and  that  the  cars  had  not  been 
unloaded  for  that  reason.  The  terminal  trainmaster  suggested  that 
steam  be  used  to  thaw  the  ore. 

The  primary  purpose  of  imposing  demurrage  is  to  promote  the 
prompt  movement  of  cars  in  the  public  interest.  Failure  to  release 
cars  within  a  reasonable  time  is  a  wrong  against  other  shippers  de- 
siring to  use  them  and  against  the  general  public,  which  can  to  a 
large  extent  be  avoided  by  the  enforcement  of  appropriate  demurrage 
rules  and  penalties.  *  Shippers,  however,  are  entitled  to  a  reasonable 
free  time  for  loading  or  unloading  cars,  and  the  principle  has  long 
been  recognized  that  demurrage  should  not  be  imposed  for  delays 
occasioned  by  weather  interference  as  defined  in  the  demurrage  rule 
above  quoted  in  part.  When  a  shipment  is  tendered  for  delivery  in 
a  frozen  condition  and  for  that  reason  can  not  be  unloaded  within 
the  prescribed  free  time,  it  is  not  unreasonable  to  require  that  due 
notice  to  that  effect  be  given  in  order  that  the  carrier  may  have  the 
necessary  information  upon  which  to  base  its  demurrage  charges  and 
be  afforded  opportunity  to  take  proper  steps  to  expedite  unloading. 
Manifestly  a  notice  in  writing  is  highly  desirable  as  evidence  of  the 
fact  that  notice  was  given,  and  also  tends  to  promote  the  orderly  con- 
duct of  business  and  to  prevent  unlawful  concessions  and  discrimina- 
tions that  would  result  from  a  lax  enforcement  of  the  ^^  weather '^ 
rule. 

It  is  clearly  shown  in  this  case,  however,  that  complainant's  failure 
to  serve  written  notice  did  not  add  to  the  detention  of  the  cars,  entail 
any  additional  service  by  the  carrier,  or  hamper  it  in  any  way  in 
dealing  with  the  situation.  The  essential  facts  which  justly  entitled 
complainant  to  additional  free  time  for  unloading  are  uncontroverted. 
While  we  are  not  to  be  understood  as  condemning  the  tariff  pro- 
vision for  written  notice  as  a  rule  of  general  application,  we  find 
upon  the  particular  facts  of  record  herein  that  the  demurrage  charges 
collected  on  the  shipments  were  imreasonable. 

We  further  find  that  complainant  made  the  shipments  as  de- 
scribed and  paid  and  bore  the  demurrage  charges  thereon ;  and  that 
it  has  been  damaged  and  is  entitled  to  reparation  in  the  sum  of  $2,807, 
with  interest.    An  order  will  be  entered  accordingly. 
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Haj44j  CommiiHoTier^  diWBnting : 

In  my  opinion  the  demurrage  rule  requiring  written  notice  within 
the  prescribed  free  time  is  not  unreasonable  for  general  application 
and  should  not  be  departed  from  in  this  case  where  onl  notice  was 
given  to  a  minor  emplc^ee  of  defendants  after  expiration  of  the  free 
time.  A  showing  as  strong  can  be  made  in  many  other  cases,  and  the 
tendency  would  be  to  eventual  elimination  of  the  rule.  We  would 
then  have  to  decide  in  each  case  whether  what  had  been  done  coaati- 
tuted  notice.  The  carriers  would  have  like  opportunity  and  the  door 
would  be  open  for  unlawful  discriminations  between  i^ppers. 

It  is  not  clearly  shown  that  complainant  made  diligent  efforts  to 
unload  until  the  latter  part  of  January,  and,  following  Pennsa. 
R.  R.  Co.  V.  Kittarming  Co.,  253  U.  S.,  819,  and  Wharton  Steel  Co. 
V.  Director  General,  59  L  C.  C,  613,  we  should  find  that  the  undoa 
detention  of  these  cars  did  not  necessarily  result  from  the  frooen 
state  of  their  contents. 

The  complaint  should  be  dismissed. 
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No.  11698. 
PARLOU  CITY  LUMBER  COMPANY 

V. 

DIKECTOR  GENERAL,  AS  AGENT,  VICKSBURG,  SHREVE- 
PORT  &  PACIFIC  RAILWAY  COMPANY,  ET  AL. 


SubnUtted  November  9,  1920.    Decided  March  5,  1921. 


Bate  an  wall  board,  In  less  than  carloads,  from  Qreenville,  Mis&,  to  Monroe^ 

La.,  found  to  be  unreasonable. 

H.  J.  Fernandez  for  complainants. 
D.  Lynch  Younger  for  defendants. 

Befobt  of  thb  Commission. 

Division  8,  Commissioners  Hall,  Eastman,  and  Ford. 

By  Division  8 : 

Complainants  are  F.  A.,  W.  F.,  F.  C,  and  L.  F.  Terzia  and  F.  A. 
Terzia,  jr.,  copartners  engaged  in  the  lumber  business  at  Monroe, 
La.,  under  the  trade  name  of  Parlor  City  Lumber  Company.  By 
complaint  filed  August  4,  1920,  as  amended,  they  allege  that  the 
rate  charged  on  a  less-than-carload  shipment  of  wall  board  on 
August  28,  1919,  from  Greenville,  Miss.,  to  Monroe  was  unreason- 
able and  in  violation  of  the  fourth  section.  Reparation  only  is 
asked.    Rates  will  be  stated  in  cents  per  100  pounds. 

No  routing  was  inserted  by  the  shipper  in  the  bill  of  lading,  and 
the  shipment  moved  over  the  Yazoo  &  Mississippi  Valley  to  Vicks- 
burg  and  the  Vicksburg,  Shreveport  &  Pacific  beyond.  It  weighed 
9,030  pounds,  and  freight  charges  of  $83.63  were  collected  at  the 
applicable  joint  third-class  rate  of  92.5  cents.  Contemporaneously 
there  was  in  effect  a  combination  rate  of  69  cents,  made  up  of  a  fifth- 
class  rate  of  25  cents  from  Greenville  to  Vicksburg,  and  a  third-class 
rate  of  44  cents  from  Vicksburg  to  Monroe.  Defendants  admit  that 
the  rate  charged  was  unreasonable  to  the  extent  that  it  exceeded  this 
combination  rate  and  express  willingness  to  make  reparation  to  that 
basis,  which  is  satisfactory  to  complainants.  Defendants  stated  that 
the  rates  in  this  territory  were  being  revised  and  in  the  revision  this 
fourth  section  departure,  which  was  protected  by  an  appropriate 
application  not  heard  with  this  case,  would  be  corrected* 
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We  find  that  the  rate  assailed  was  unreasonable,  and  is  and  for 
the  future  will  be  prima  facie  unreasonable  to  the  extent  that  it  ex- 
ceeded or  may  exceed  the  aggregate  of  the  intermediate  rates  to  and 
from  Yicksburg  and  that  complainants  made  the  shipment  as  de- 
scribed. 

Upon  proof  that  complainants  paid  and  bore  the  freight  charges 
we  will  consider  the  entry  of  an  order  awarding  reparation. 
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InTISTIGATION  AlfD  SuSFEKSION  DOOKET  No.  1274. 

INTERCHANGE  SWITCHING  AT  WICHITA,  KANS. 


Buhmitted  February  It,  1921.    Decided  March  26, 1921. 


Increased  charge  for  switcbing  at  Wichita,  Kans.,  in  connection  with  a  line-haul 
movement  of  other  carriers,  proposed  by  the  St  Louis-San  Francisco  Rail- 
way Ck>mpany,  found  not  Justified,  and  suspended  schedules  ordered 
canceled. 

A.  T.  StiUivany  F.  E.  Clark ^  and  E,  E.  Carter  for  respondent. 
TT.  P.  Huston  for  protestant. 

Befobt  of  the  Comkissiok. 

DinsiON  8,  CoMMissioKBRs  Hall,  Aitchisox,  and  Eastman. 

By  Division  3 : 

By  schedules  filed  to  take  effect  on  January  6, 1921,  the  St.  Louis- 
San  Francisco  Railway  Company,  hereinafter  called  respondent, 
proposes  to  increase  from  $2.50  to  $7  per  car  its  charge  for  switching 
carload  freight  between  industries  on  its  line  and  interchange  points 
with  other  carriers  at  Wichita,  ICans.,  in  connection  with  a  line  haul 
by  the  latter.  Its  charge  was  $2  per  car  for  many  years  prior  to 
August  26, 1920,  when  it  was  increased  to  the  present  amount  follow- 
ing Increased  Rates^  1920^  58  I.  C.  C,  220.  Upon  protest  of  the 
Traffic  Bureau  of  the  Board  of  Commerce  of  Wichita  the  schedules 
were  suspended  until  June  4,  1921.  The  switching  charges  herein 
referred  to  will  be  stated  in  amounts  per  car. 

Respondent's  tariffs  and  those  of  other  carriers  serving  Wichita 
provide,  in  general,  that  the  switching  charges  of  connecting  lines 
will  be  absorbed  on  competitive  traffic.  Respondent  asserts  that  ap- 
proximately 90  per  cent  of  the  traffic  upon  which  the  increased 
charge  would  apply  is  competitive;  and  that  as  to  such  traffic  the 
charge  does  not  concern  shippers  because  it  is  absorbed  by  the  line- 
haul  carrier.  As  to  the  remainder  of  the  traffic,  which  is  non- 
competitive and  on  which  shippers  would  be  required  to  pay  the 
switching  charge,  respondent  asserts  that  practically  every  com- 
modity handled  at  Wichita  can  be  obtained  from  or  disposed  of  at 
points  on  its  lines;  and  that  as  it  is  unnecessary  for  shippers  served 
by  it  to  receive  or  forward  shipments  by  other  lines,  they  should  not, 
if  they  elect  to  avail  themselves  of  that  privilege,  object  to  paying 
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the  proposed  charge  on  the  small  amount  of  noncompetitive  traffic 
that  would  be  subject  thereto. 

Protestant  shows  that  its  members  purchase  various  commoditieB 
not  produced  along  respondent's  lines  and  distribute  part  of  their 
products  in  territory  not  served  by  it;  and  that  frequently  it  is  in- 
expedient to  use  respondent's  line  on  aeeount  of  better  service  by 
other  roads  reaching  Wichita,  or  because  the  transit  tariffs  af  such 
other  carriers  on  whose  lines  traffic  originates  do  not  authorize  re- 
shipment  from  Wichita  over  respondent's  line.  The  record  does  not 
establish  that  industries  served  by  respondent  have  paid  any  con- 
siderable sums  for  switching  services  embraced  in  the  proposed  in- 
creased charge,  but  it  is  urged  for  protestant  that  if  the  suspended 
schedules  become  effective  they  might  be  required  to  pay  substantial 
amounts  on  certain  traffic.  Should  the  proposed  increased  charge 
become  effective  protestant  apprehends  that  connecting  lines  wonld 
discontinue  absorbing  the  entire  amount. 

Further  discussion  of  this  phase  of  the  case  is  unnecessary.  A 
carrier  is  entitled  to  reasonable  compensation  for  switching  or  other 
services,  but  is  not  justified  in  attempting  to  restrict  traffic  to  its  own 
lines  by  making  an  excessive  charge  for  switching  to  or  from  its 
connections.  In  a  proceeding  to  determine  the  propriety  of  switch- 
ing charges  absorbed  by  carriers  we  must  consider  them  as  though 
they  were  to  be  charged  for  by  the  railroad  rendering  the  service 
and  paid  for  by  shippers.  Switching  Absorptions^  47  I.  C.  C,  683; 
Detroit  Switching  Charges^  28  I.  C.  C.,  494. 

Prior  to  publication  of  the  suspended  schedules  a  proposal  to  in- 
crease the  switching  charge  at  Wichita  was  considered  by  the  West- 
em  Trunk  Line  Committee  and  was  disapproved  by  lines  competing 
with  respondent.  The  switching  charge  of  the  Atchison,  Topeka  & 
Santa  Fe  at  Wichita  is  $2.50,  but  that  of  the  other  lines  is  not  shown. 
Bespondent  states  that  certain  of  them  intend  to  increase  their 
switching  charges  at  Wichita,  but  have  deferred  such  action  with  a 
view  to  effecting  like  increases  at  all  junctions  simultaneously. 

The  average  distance  for  switching  movements  at  Wichita  is  said 
by  witnesses  for  protestant  to  be  from  1  to  1.6  miles,  and  for  re- 
spondent to  be  about  3  or  3.5  miles.  Respondent  failed  to  furnish 
information  upon  which  a  conclusion  could  be  based  as  to  the  extent 
of  the  switching  service. 

Bespondent  asserts  that  while  there  have  been  marked  increases 
in  wages,  in  the  cost  of  materials,  and  in  freight  rates  generally, 
switching  charges  have  been  increased  but  little  and  are  noncom- 
pensatory ;  that  a  contemplated  increase  in  its  switching  charges  was 
abandoned  upon  initiation  of  federal  control ;  that  under  the  tariff 
provisions  for  absorption  of  switching  charges  it  pays  much  more 
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to  its  competitors  than  it  receives  from  them;  that  tests  made  shortly 
after  federal  control  terminated  disclosed  that  the  average  cost  of 
switching  at  points  on  its  line  was  not  less  than  $5  per  car;  and  that 
at  numerous  points  in  Oklahoma,  Missouri,  Kansas,  and  Arkansas 
the  charge  for  reciprocal  switching  was  thereupon  increased  to  $5, 
and  under  Increased  BcUes^  1920^  suproy  the  latter  charge  was  in- 
creased to  $7.  Bespondent  also  states  that  when  an  increase  to  $7 
was  proposed  at  Wichita  a  like  increase  was  proposed  at  a  number 
of  other  points  in  Kansas  and  permitted  to  become  effective.  It  is 
not  shown  whe&er  the  switching  service  at  these  other  points  where 
the  charge  of  $7  now  applies  is  fairly  comparable  with  that  at 
Wiiihita. 

Bxhibits  offered  by  respondent  purport  to  show  that  without 
allowance  for  taxes,  rental  or  hire  of  equipment,  and  return  on 
investment,  the  actual  cost  of  switching  at  Wichita  in  November, 
1920,  was  $6.47  per  car.  These  exhibits,  however,  can  not  be  ac- 
fispted  is  fuUy  substantiating  respondent's  claims  as  to  the  cost 
of  service.  They  contain  it^ns  as  to  which  no  satisfactory  ex- 
planation was  furnished,  some  of  the  figures  sidd  to  have  been 
taken  from  reports  on  file  with  us  can  not  be  verified  and  others 
are  based  on  mere  estimates.  The  record  indicates  that  because  of 
a  decline  in  business  and  of  unusually  large  expenses  for  engine 
repairs  the  month  of  November,  1920,  lAould  not  be  accepted  as  a 
fairly  representative  test  period.  £eiq>ondent  explains  that  it  could 
not  prepare  more  complete  data  on  account  of  the  short  time  inter- 
vening between  suspension  of  these  schedules  and  the  hearing. 
The  hearing,  however,  was  approximately  one  and  one-half  months 
after  expiration  of  the  test  period  selected  by  respondent.  It  is 
quite  clear  that  respondent's  present  charge  for  interchange  switch- 
ing at  Wichita  is  too  low ;  but  the  facts  of  record  do  not  justify  the 
proposed  charge  or  enable  us  to  determine  with  certainty  what 
charge  would  be  reasonable.  In  coimection  with  proposed  increases 
in  rates  or  charges  carriers  should  be  prepared  to  sustain  the  bur- 
den of  justification  which  the  law  has  placed  upon  them. 

We  find  that  the  proposed  increased  charge  has  not  been  justified. 
An  order  will  be  entered  requiring  cancellation  of  the  suspended 
schedules  and  discontinuing  this  proceeding. 
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BubmUted  February  2,  IBZL    Decided  April  8, 19B1. 


1.  Proposed  cancellation  of  commodity  rates  on  lithopone  and  zinc  oside,  la 

mixed  iiarloads,  fr(»n  Mineral  Point,  Wia^  to  8t  Paul  and  Minneapolis, 
Minn.,  and  Kansas  City,  Mo^  found  not  Justified. 

2,  Proposed  cancellation  of  commodity  rates  on  litbopone  and  certain  other 

commodities,  In  mixed  carloads,  between  St  Louis,  Mo.,  Peoria,  IlLt 
Chicago,  III.,  and  Mississippi  River  crossings,  on  tlie  one  hand,  and 
Kansas  City,  Mo.,  Omalia,  Nel>r.,  Sioux  City,  Iowa,  and  Siooz  FaB% 
S.  Dafc.,  on  the  other,  f6und  Justified. 
8.  Suspended  schedules  ordered  canceled,  without  prejudice  to  the  j^ohlicatioa 
of  schedules  in  conformity  with  the  findings  herein, 

/.  N.  Dams  for  respondents. 

J.  H.  Tedrow  for  protestants. 

C.  H.  George  for  Mineral  Point  Zinc  Ck>mpaAy. 

Rbpost  of  the  Commissiok. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastmak. 

By  Division  3 : 

By  schedules,  filed  to  become  effective  December  20,  1920,  respond- 
ents propose  to  cancel  commodity  rates  on  lithopone  and  zinc  oxide, 
in  mixed  carloads  from  Mineral  Point,  Wis.,  to  Kansas  City,  Mo^ 
St.  Paul  and  Minneapolis,  Minn.,  and  on  lithopone  in  mixed  car- 
loads with  certain  other  commodities  between  St.  Louis,  Mo.,  Peoria, 
111.,  Chicago,  111.,  and  Mississippi  River  points,  on  the  one  band,  an<i 
Kansas  City,  Omaha,  Nebr.,  Sioux  City,  Iowa,  and  Sioux  Fall*, 
S.  Dak.,  on  the  other.  The  proposed  cancellations  would  leave  appli- 
cable the  fifth-class  rates,  governed  by  western  classification,  which 
are  higher.  Upon  protest  of  the  Chamber  of  Commerce  of  Kansas 
City,  directed  against  the  proposed  change  in  rates  from  Mineral 
Point  to  Kansas  City,  the  operation  of  these  schedules  was  suspended 
until  May  19, 1921.    Bates  will  be  stated  in  cents  per  100  pounds. 

Mineral  Point  is  in  the  southwestern  part  of  Wisconsin  on  the 
Chicago,  Milwaukee  &  St.  Paul.  It  takes  the  Chicago  basis  of  rates. 
Lithopone  is  a  white  pigment  used  in  flat  and  enamel  wall  paint  and 
as  an  inert  filler  in  rubber  goods,  linoleum,  and  other  commodities. 
Its  chief  competition  is  with  white  lead  and  zinc  oxide. 
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lathopone,  in  carloads^  is  rated  fifth  class  in  western  classification. 
Prioc  to  Jujoe  3,  1919,  the  fifth-dass  rate  from  Mineral  Point  to 
Kansas  City  was.  34  cents.  On  that  date  a  commodity  rate  on  litho-* 
pone  and  zinc  oxide,  in  mixed  carloads,  became  effective.  This,  as 
inciPpas^d  in  accordance  with  Increased  Bates ^  19S0^  58  I.  C.  C,  220, 
IS  now  30.6  cents,  the  same  as  the  carload  rate  on  zine  oxide.  The 
fifth-class  rate  is  still  applicable  on  straight  carloads  of  lithopone. 
This  ccHnmodify  rate  was  established  at  the  request  of  shippers  of 
litliop<»ie  in  Pennsylvania  to  permit  bringing  in  carloads  of  that 
commodity  to  Mineral  Point,  wh^*e  no  lithopone  is  produced,  con* 
solidating  it  there  with  zinc  oxide,  and  shipping  out  mixed  carloads 
to  western  destinations.  It  was  testified  that  this  was  necessary  to 
meet  the  needs  of  users  of  lithopone  at  Kansas  City,  none  of  which 
require  a  full  carload  shipment  of  that  commodity.^  At  about  the 
same  time  mixed-carload  rates  were  also  established  from  Mineral 
Point  to  St.  Paul  and  Minneapolis,  Milwaukee,  Wis.,  Chicago,  and 
St  Louis.  The  present  and  proposed  rates  to  these  several  destina- 
tions are  as  follows: 


MfaMnl  Point  to^ 


ChJcftgo,  ni 

Mflwanke^  WlB. 
St.  Louis,  Mo.... 


Ptflsent 
rata. 


Cmti. 

9 

9 

17 


Proposed 
rata. 


C4fU». 


9 

9 

17 


IfliMnlPoiDt  to- 


st. Pata,  Minn 

Mlnn«apoU8,  Minn. 
Kansas  city,  Mo... 


.^u. 


Present 
rate. 


'T 


17  , 

80. 5 


Proposed 
rate. 


CenU* 
140 


iFUtlHdasfr^te, 

Besjpondents  do  not  contend  that  the  present  rates  fropi  Mineral 
Point  to  St  Paul,  Minneapdis,  and  Kansas  City  are  unduly  low 
but  maintain  that  these  ctimmodity  rates  on*  mixed  carloads  consti- 
tute the  only  departures  from  the  class  basis  in  the  case  of  litho- 
pc«e  and  that  the  fifth^olass  rates  should  be  restored  in  order  to 
pat  all  shippers  of  lithopone  upon  the  same  footing  and  to  remove 
what  might  be  a  source  of  complaint  of  undue  preference.  Thej 
state  that  requests  have  been  made  from  other  shippers,  particu- 
larly fnmi  a  shipper  at  Argo,  Bl.,  which  takes  the  Chicago  basis 
of  rates  to  Kansas  City,  for  a  rate  on  mixed  carloads  of  lithopone 
and  zinc  oxide  equal  to  that  from  Mineral  Point  The  present  rate 
from  Argo  is  the  fifth-class  rate  of  40  c^its.  The  proposed  schedules 
would  equalize  the  rates  from  Argo  and  Mineral  Point  to  Kansas 
City.  The  present  record  does  not  warrant  a  finding  that  the  rates 
now  in  effect  are  unduly  prejudicial  to  the  shipper  at  Argo. 

The  mixed-carload  commodity  rate  from  Mineral  Point  to  St. 
Louis,  which  is  lower  than  the  fifth-class  rate,  remains  unchanged. 
Protestant  contends  that  this  will  unduly  prejudice  manufacturers 
at  Kansas  City  who  compete  with  St.  Louis  manufacturers  in  Mis- 
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sonri  and  the  southwest.  While  the  imt«re  and  ezteot  of  this  oom- 
petition  ifi  not  shown,  no  reason  appears  isMiy  the  aiixed-cacicMul 
commodity  rate  should  be  continued  to  St  Louis  and  not  to 
City. 

The  proposed  cancellation  of  the  mixed-carload  commodit 
from  Mineral  Point  to  St.  Paul  and  Minneapolffi  was  not  protested. 
Respondents  offered  no  justification  for  increasing  tiie  rMes  to  tiiese 
points  from  17  cents  to  84  cents  other  than  the  statemwt  that  tiie 
present  rates  were  a  departiird  from  the  ^ normal''  basis  and  ^bmr 
existence  might  prompt  shippers  at  other  points  to  request  a  aimilar 
basis.    No  claim  is  made  tiiat  the  present  rates  are  not  reasonahle 

The  commodities  with  which  lithopone  may  be  shipped  at  ocm- 
modity  rates  between  St.  Louis,  Peoria,  ChK»go,  and  MissifiBii^ 
Biver  crossings,  on  the  one  hand,  and  Kansas  City,  Omaha,  Siosx 
City,  and  Sioux  Falls,  on  the  other,  are  paint  (dry  earth),  barjrtes, 
ground  iron  ore,  common  ground  day,  mortar  color,  whiting,  and 
yellow  ocher.    These  commodity  rates  are  the  same  in  amount  as  the 
fifth-class  rates.    The  commodities  named  are  of  lower  grade  Uian 
lithopone  and  are  rated  class  C,  in  carloads.   They  move  betweeti  the 
points  stated,  in  straight  or  mixed  carloads,  cm  e(»amodity  rates 
lower  than  class  C.    The  proposed  cancellation  of  the  commodi^ 
rates  on  lithopone  in  mixed  carloads  with  these  commodities  would 
not  prevent  the  movement  of  the  mixture  nor  increase  the  rates  or 
minimum  weights.    The  amotmt  of  each  rate  is  the  same,  as  under 
the  rule  applying  on  mixed  carloads  the  shipment  wovld  tate  the 
highest-class  carload  rate  applicable,  which  would  be  tint  on  litfacv 
pone.   The  present  commodity  rates  are  subject  to  a'  minimum  wei|^ 
of  40,000  pounds,  Triiich  is  Uie  higfaflst  carload  nininnun  weight  pro- 
vided in  the  dasfflficaticm  on  any  of  the  specified  commodities.   TImbi 
conmiodity  rates  on  mixed  carioads  apparently  serve  no  ussfal  pur* 
pose  and  no  reason  appears  why  they  diould  be  oontisued. 

We  find  that  respondents  have  not  justified  the  pn^yosed  canodla- 
tions  which  would  increaae  the  rates  from  Mineral  Point  to  Kansas 
City,  St.  Paul,  and  Minneapcdis,  but  that  tiiey  have  justified  (te 
other  proposed  cancellationa.  Bespondents  will  be  reqvired  to  oaaeel 
the  sdiedules  undar  suspension,  but  may,  upon  not  lees  than  five 
days'  notice,  file  schedules  effecting  the  cancellations  htorein  IoiukI 
to  have  been  jisstified. 

An  appropriate  wder  will  be  entered* 
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No.  11676. 
NATIONAL  BOX  COMPANY 

V, 

MISSOURI  PACIFIC  RAILROAD  COMPANY. 


Submitted  March  7,  19tl.    Decided  AprU  2, 1921. 


P^eodant't  charges  for  q;>edal  locomotive  and  train  service  required  in  load- 
ing logs  along  its  rigbt  of  way  not  found  to  liave  been  or  to  be  unreasonable 
or  unduly  prejudicial.    Ck>mplaint  dismissed. 

Luther  M.  Welter  and  John  8.  Burchmare  for  ocnnplainant. 
Henry  O.  Herhd  and  James  M.  Ohcmey  for  defendant. 

Report  of  the  Commission. 

DnntsiOK  2,  CoHHiB8ioN£Ri9  Clabk,  McChobd^  and  Daniels. 

GiiARK,  Chairman: 

The  idsues  presented  in  this  proceeding  were  made  the  subject  of 
ft  proposed  report  by  the  examiner,  recommending  dismissal  of  the 
eomplaini,  to  'which  no  exceptions  were  filed. 

Complainant  is  a  corporation  engaged  at  Natchez,  Mjss.,  in  the 
manufacture  of  boxes,  box  material,  lumber,  and  veneer.  Logs  used 
in  its  manufacturing  operations  are  cut  in  the  territory  adjacent 
te  the  two  divisions  of  the  Missouri  Pacific  Railroad  extending 
between  Clayton  Junction,  La.,  and  Talltilah  and  Collinston,  La. 
Most  of  the  logs  are  loaded  between  Kewellton  and  St.  Joseph,  La., 
89  miles  and  29  miles,  respectively,  from  Ferriday,  La.,  on  what  is 
known  as  the  Valley  division.  The  complaint,  filed  July  30,  1920, 
alleges  that  defendant's  charge  of  $100  {)er  day  of  eight  hours  or 
fraction  thereof,  and  $12.50  for  each  additional  hour,  for  the  use  of 
a  locomotive  in  the  service  of  loading  logs  along  the  right  of  way, 
including  the  services  of  engine  and  train  isrews,  reqiiisite  fuel,  water, 
and  supplies,  and  the  transportation  of  complainant's  employees 
while  actually  engaged  in  loading  operations,  is  unreasonable.  We 
are  asked  to  prescribe  reasonable  charges  and  to  award  reparation. 
Effective  November  20,  1920,  the  charge  was  increased  to  $136  per 
day  of  eight  hours  or  fraction  thereof  and  $17  for  each  additional 
hour  under  the  assumption  that  such  increase  was  authorized  in 
Ex  Parte  74,  Increased  Rates^  1920^  58  L  C.  C,  220. 

The  complaint  also  alleges  a  violation  of  section  3  of  the  interstate 
commerce  act  on  the  ground  that  the  charge  for  loading  interstate 
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log  traffic  exceeds  that  assessed  on  intrastate  traffic  in  Louisiana,  but 
upon  a  showing  that  the  intrastate  and  interstate  charges  are  the 
same  this  allegation  was  withdrawn. 

Defendant's  tariff  provides  that  the  carrier  will,  at  its  convenience, 
and  when  the  service  can  be  performed  without  interrupting  its  regu- 
lar train  service  or  business,  furnish  locomotive  and  train  service  to 
move  log  loaders  of  private  ownership  on  their  own  wheels  for  use 
in  picking  up  logs  along  its  right  of  way  adjacent  to  branch  and 
light-traveled  main  lines,  and  furnish  cars  for  loading  such  logs,  at 
the  charge  hereinabove  stated.  The  service  consists  in  the  move- 
ment of  the  empty  cars,  on  one  of  which  is  placed  a  log  loader  owned 
and  operated  by  complainant,  to  the  point  where  loading  is  to  begin 
and  the  further  movement  of  the  cars  as  required  during  the  course 
of  loading.  The  charge  includes  all  necessary  supplies  and  the 
wages  of  an  engineer,  fireman,  conductor,  and  two  brakemen.  It 
does  not  include  the  transportation  of  the  logs,  which  is  paid  for  by 
the  shipper  at  the  highest  rate  applicable  from  any  of  the  points  at 
which  the  loading  of  the  car  is  performed  to  the  point  of  final 
destination.  The  log-loading  charge  is  computed  from  the  time  set 
for  the  engine  and  train  crews  to  depart  from  the  initial  terminal, 
in  this  case  Ferriday,  until  returned  to  the  terminal  and  released, 
except  that  when  there  is  a  revenue  haul  from  the  point  where  the 
loading  ceases  the  time  ceases  when  the  engine  and  train  crews 
take  charge  of  the  revenue  train. 

Complainant  contends  that  no  charge  should  accrue  during  the 
time  required  to  move  the  empty  cars  from  the  terminal  to  the  point 
of  loading  when  10  or  more  cars  are  handled  at  the  same  time  by 
one  engine.  Due  to  the  peculiar  character  of  the  service  these  cars 
can  not  be  handled  in  regular  trains  and  it  is  therefore  necessary  to 
move  them  in  special  trains.  The  charge  for  the  service  is  based  on 
the  costs  accruing  from  the  time  the  engine  and  crews  are  placed  at 
the  disposal  of  the  shipper.  From  the  time  of  leaving  the  terminal 
until  returned  and  released,  defendant's  employees  are  under  the  di* 
rection  of  the  shipper  and  can  perform  no  other  work.  Under  the 
circumstances  it  is  not  improper  to  compute  the  charge  from  the  time 
the  special  service  begins. 

The  principal  ground  of  complaint  is  the  aUeged  unreasonableieGS 
of  the  charge.  Prior  to  May  15, 1920,  this  charge  was  $66.40  per  day 
of  eight  hours  and  $8.30  for  each  additional  hour.  An  increase  to 
$100  per  day  and  $12.50  per  hour  was  made  effective  on  that  date, 
upon  advice  from  defendant's  operating  officials  that  the  former 
charge  was  insufficient  to  cover  the  cost  of  the  service.  This  was  also 
the  charge  then  maintained  by  the  Yazoo  &  Mississippi  Valley  Bail- 
road.    At  complainant's  request  defendant  submitted  at  the  hearing 
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details  of  the  principal  items  of  expense  incurred  in  performing  the 
service  for  complainant  during  the  period  between  May  15  and 
August  31,  1920.  Exhibits  were  submitted  showing  the  wages  paid 
the  engine  and  train  crews,  the  cost  of  coal,  water,  an(^  supplies  used, 
engine  expense,  including  allowances  for  depreciation,  interest,  in- 
surance, taxes,  and  repairs,  rental  of  caboose,  and  a  proportion  of  the 
cost  of  superintendence,  dispatching  trains,  and  other  general  items 
of  expense  applicable  to  the  operation  of  freight  trains  on  the 
Valley  division.  These  figures,  including  wages  paid  for  approxi- 
mately three  and  one-half  hours  overtime  per  day,  show  an  average 
hourly  cost  during  this  period  of  $11.97. 

The  increase  on  November  20, 1«20,  from  $100  to  $136  per  day  for 
services  in  connection  with  loading  logs  was  predicated  on  the  general 
increases,  authorized  in  Ex  Parte  74.  Such  services,  however,  are  of 
a  special  character  not  subject  to  the  increases  therein  authorized  and 
defendant  has  therefore  agreed  to  withdraw  the  present  tariff  and 
restore  the  former  charge  of  $100.  Under  the  circumstances  no  con- 
sideration need  be  given  to  the  propriety  of  the  increased  charge. 

We  find  that  the  charge  of  $100  per  day  of  eight  hours  or  fraction 
thereof,  and  $12.50  for  each  additional  hour,  was  not  and  is  not  un- 
reasonable.   The  complaint  will  be  dismissed. 

58355**— 21— VOL  61 16 


214  INTEBSTATE  GOMMEBOE  COMMISSION  BBPOBTS. 


No.  11771. 

MERCHANT  SHIPBUILDING  CORPORATION,  AGENT, 
UNITED  STATES  SHIPPING  BOARD  EMERGENCY 
FLEET  CORPORATION, 

V. 

PENNSYLVANIA  RAILROAD  COMPANY  AND  DIRECTOR 

GENERAL,  AS  AGENT. 


Buhmiited  February  23,  1921.    Decided  April  2,  1921. 


Defendants*  refusal  to  make  allowance  to  complainant  for  eqpottlng  service  at 
Harriman  shipyard,  near  Bristol,  Pa.,  found  not  to  have  been  or  to  be 
unreasonable,-  unjustly  discriminatory,  or  unduly  prejudicial.  Oomplalnt 
dismissed. 

Wm.  T.  G.  Anderson  for  complainant. 
Henry  Wolf  BikU  for  defendants. 

Rkpobt  of  thb  Commission. 

Division  2,  Commissioners  Ci4^rk,  MoChobd,  and  Daniels. 

CiiABK,  GJujirman: 

The  issues  here  presented  were  made  the  subject  of  a  proposed  re- 
port by  the  examiner,  recommending  dismissal  of  the  complaint.  No 
exceptions  thereto  were  filed. 

The  United  States  Shipping  Board  Emergency  Fleet  Corporation 
entered  into  a  contract  dated  September  7,  1917,  with  the  Merchant 
Shipbuilding  Corporation  as  its  agent,  for  the  construction  of  % 
shipyard  at  Harriman,  Bucks  county,  near  Bristol,  Pa.,  and  the 
building  at  that  shipyard  of  certain  ships.  Thereupon,  the  Merchant 
Shipbuilding  Corporation,  herein  termed  complainant,  proceeded  to 
carry  out  the  contract 

The  complainant  alleges  that  since  October,  1917,  it  has  performed 
the  interchange  switching  and  spotting  service  in  connection  with 
interstate  traffic  to  and  from  its  plant  at  Harriman ;  that  defendants 
have  made  no  allowance  to  complainant  therefor ;  that  Harriman  is 
within  the  Philadelphia  district;  that  for  industries  similarly  sit- 
uated in  this  district  defendants  either  perform  the  switching  and 
spotting  services  or  make  allowances  therefor  to  the  industries ;  and 
that  by  reason  of  the  facts  alleged,  it  has  paid  charges  for  transporta- 
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tioji  which  were  and  are  unreasonable,  unjustly  discriminatory,  and 
unduly  prejudicial^  in  violation  of  sections  1,  ^,  and  3  of  the  inter- 
state commerce  act  and  of  section  10  of  the  fedc^ral  control  act  We 
are  asked  to  award  reparation  covering  the  cost  to  complainant  of 
the  spotting  service  performed  by  it  and  to  require  the  Pennsylvania 
for  the  future  either  to  perform  the  service  without  charge  in  addi- 
tion to  the  line-haul  rate  or  to  make  allowance  therefor. 

The  Harriman  plant  is  situated  on  the  Delaware  Biver  adjacent 
to  Bristol  and  has  connections  with  the  Pennsylvania,  the  right  of 
way  of  which  forms  the  western  boundary  of  Harriman  community. 
Its  area  is  approximately  89  acres,  on  which  are  a  large  number  of 
structures.  A  certain  few  of  these  structures,  since  converted  to 
diipbuilding  purposes,  were  originally  parts  of  what  was  formerly 
the  plant  of  the  Standard  Cast  Iron  Pipe  &  Foundry  Company, 
hereinafter  termed  the  f oimdry  company.  The  plant  of  the  foundry 
c<Mnpany,  acquired  by  complainant  as  a  part  of  its  shipbuilding  site, 
was  situated  near  the  bank  of  the  river  and  had  connecti<ms  with  the 
Pennsylvania  over  a  siding  that  extended  in  a  southeasterly  direc^ 
tion  a  distance  of  about  2,700  feet  from  the  right  of  way  of  the  latter 
to  a  point  north  of  the  plant,  from  which  there  were  two  principal 
spurs  leading  to  points  of  loading  and  unloading. 

The  total  trackage,  including  the  siding  and  spurs,  was  approxi- 
mately 10,000  feet.  The  Pennsylvania  performed  at  the  line-haul 
rate  switching  and  spotting  service  for  the  foundry  company  once 
a  day  and  apparently  continued  to  render  such  service  until  about 
December  4,  1917,  up  to  which  date  the  foundry  company,  with  the 
consent  of  complainant,  continued  qp^rating  in  order  to  complete 
its  contracts.  No  intraplant  switching  was  done  by  or  for  the 
foundry  company.  Certain  of  the  foundry  company's  structures 
were  demolished,  others  were  altered,  and  niunerous  additional 
buildings,  together  with  12  shipways,  were  erected  by  complain- 
ant The  foundry  company's  spur  trachs  were  by  various  changes 
adapted  to  the  uses  of  the  shipbuilding  plant  and  additional  track- 
age was  installed  by  complainant.  The  plant  trackage,  all  of  stand- 
ard gauge,  was  thus  increased  to  12.5  miles. 

The  interchange  with  the  Pennsylvania  is  made  a  short  distance 
outside  of  the  northwestern  end  of  the  plant  area.  It  is  conceded 
by  defendants  that  there  is  nothing  in  the  physical  layout  of  the 
plant  or  plant  laracks  to  prevent  the  Pennsylvania  from  doing  the 
switching  and  spotting  woii^ 

During  the  early  stages  of  construction  of  complainant's  plant 
the  Pennsylvania  performed  liie  switching  and  spotting  of  cars 
within  the  plant.  In  July,  1917,  complainant  rented  trom  the 
Pennsylvania  two  locomotives,  with  whidi  it  undertook  to  perform 
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the  switching  of  inbound  and  outbound  traffic  from  and  to  the 
interchange  tracks  before  mentioned.  Subsequ^itly  it  purchased 
four  additional  locomotives.  For  a  time  the  Peniufylvania  ocm- 
tinned  to  perform  some  of  the  switching  to  and  from  points  within 
the  plant,  but,  beginning  about  the  latter  part  of  1$17,  all  such 
switching  was  assumed,  and  has  since  be^i  performed,  by  complain- 
ant. In  addition  to  the  interchange  switching,  complainant's  loco- 
motiyes  were  employed  extensively  in  intraplant  operations.  At  the 
date  of  hearing  one  locomotive  was  in  use  by  complainant. 

Complainant's  principal  traffic  consists  of  inbound  shipments  of 
coal  and  of  fabricated  steel,  lumber,  and  other  materials  for  tiie 
oonstructicMi  of  ships.  The  inbound  shipments  from  October  1, 1917, 
to  September  SO,  1920,  aggregated  16,086  cars;  and  the  outii>oiiiid 
shipments  during  the  same  period  1^80  cars.  From  the  figures  of 
vecord  showing  the  receipt  of  loaded  oars,  by  montiis,  it  appears  that 
the  number  ranged  from  311  for  October,  1917,  to  1,168  for  May, 
1918,  and  that  since  December,  1918,  the  number  has  very  materially 
diminished,  the  total  number  received  in  September,  1920,  being  51 
cars.  Inbound  oars  generally  are  switched  to  storage  yards,  of 
which  there  are  eight,  and  there  unloaded.  Subsequent  movements 
within  the  plant  are  generally  made  in  cars  owned  by  complainant. 
The  record  shows  that  the  distances  to  the  storage  yards  from  the 
Pennsylviuiia  tracks  range  from  800  to  7,1200  feet,  the  avwage 
distance  being  4,126  feet. 

Oomplainant  is  a^ing  for  an  allowance  for  one  placement  of  its 
inbound  cars  at  each  of  its  principal  points  of  unloading.  Further, 
it  maintains  that  the  movement  of  outbound  as  well  as  inbound  cars, 
either  loaded  or  empty,  between  the  interchange  tracks  and  the 
principal  points  of  unloading  should  not  have  been  at  its  expense; 
that  by  reason  of  having  incurred  that  expense  the  line-haul  rates 
were  and  are  nnjust  and  unreasonable;  and  that  reimbursement 
should  be  made  by  defendants. 

Defendants  never  expressly  refused  to  perf <Hrm  the  swUching  and 
ipotting  service  for  complainant.  Complainant  contends,  however, 
that  the  establishment  of  interchange  tracks  oa  defendants'  right 
of  way  and  tiie  failure  of  defendants  to  increase  their  facilities  in 
the  vicinity  of  complainant's  plant,  taken  in  connection  with  Am 
leasing  and  purchase  of  locomotives  by  complainant  from  defend- 
ants, w€M  tantamount  to  a  refusal  by  defendants  to  perform  the 
service.  The  contention  that  defendants'  facilities  were  inadequate 
to  meet  the  <kanands  made  thereon  by  complainant's  inbound  traffic 
is  parti<mlariy  stressed.  Eadi  day's  arrival  of  cars  was  placed 
within  complainant's  plant  and  the  empty  cars  were  removed  by 
the  PennsylTikBtt  so  long  as  it  performed  the  service.    One  looomo- 
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tire  was  thus  ^nployed,  but  additional  locoBiotives  could  be  and 
"wetQ  called  for  as  occasion  demanded.  At  no  time  prior  to  the  fil- 
ing of  the  complaint  herein  was  any  {Nrotest  made  l^  complainant 
directed  to  the  adequacy  of  this  service,  nor  were  defendants  asked 
to  provide  any  different  or  more  extenmve  service  than  that  de- 
scribed. So  far  as  appears  defendants  were  at  all  times  ready  and 
willing  to  comply  with  any  reasonable  demand  on  the  part  of  com* 
plainant  for  additional  service.  Complainant  was  obliged  to  oper- 
ate its  plant  with  all  possible  speed.  In  order  to  do  tius  it  was  neces^ 
sary  that  loaded  cars  be  switched  into  the  plant  from,  and  the 
empty  cars  returned  to,  the  tracks  of  the  Pennsylvania  at  times 
daring  the  day  that  best  suited  complainanfis  convenience  and  to 
combine  that  service  with  the  movement  of  cars  from  place  to  place 
within  the  plant.  The  record  shows  that  the  assumption  of  the 
switching  and  spotting  service  by  complainant  was  prompted  by 
these  considerations  rather  than  by  any  inadequacy  of  the  service  or 
facilities  afforded  by  defendants. 

At  the  hearing  the  Pennsylvania  offered  t^reafter  to  perform  the 
service  of  placing  cars  at  unloading  points  within  the  plant  and  of 
removing  therefrom  the  loaded  or  empty  cars,  provided  this  could 
be  done  under  its  direction  and  control  and  without  interference  on 
the  part  of  complainant,  and,  in  case  of  interference,  that  placement 
be  considered  as  having  been  accomplished  at  point  of  interference. 
Complainant,  however,  is  unwilling  to  accept  this  offer,  but  proposes 
instead  that  the  proffered  service  consist  of  daily  scheduled  move- 
ments or  that  movements  be  preceded  by  reasonable  notice  as  to  when 
they  will  be  made.  No  legal  obligation,  however,  rests  upon  the 
carrier  to  perform  switching  and  spotting  service  solely  at  a  shipper's 
convenience,  and  this,  in  substance,  is  what  complainant  desires. 
Further,  it  is  well  settled  that  a  shipper  is  not  entitled  to  an  allow- 
ance from  the  carrier  for  a  service  which  the  carrier  is  ready  and 
willing  to  perform  and  which  the  shipper  performs  because  it  is  not 
convenient  for  it  to  permit  the  carrier  to  perform.  Car  Spotting 
Charges^  84  I.  C.  C,  609,  617. 

Moreover,  the  facts  of  record  establish  that  what  may  have  been 
a  reasonable  terminal  spotting  service  in  the  case  of  the  foundry 
c(»npany  and  in  the  early  stages  of  construction  at  the  Harriman 
plant  became,  by  virtue  of  changed  circumstances  and  conditions, 
relatively  unreasonable. 

Though  there  may  be  no  aflirmative  obligation  upon  defendants  to 
perform  the  spotting  services  under  the  line-haul  rates,  they  may 
not  practice  unjust  discrimination  or  undue  prejudice  by  making 
allowances  to  other  shippers  who  are  competitors  of  complainant 
provided  substantially  similar  circumstances  and  ccmditions  at  com- 
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petitors'  plants  are  diown  to  exist  Pittsburgh  Forge  <k  Iron  Co.  t. 
Director  General^  69  I.  C.  C,  29, 33.  Complainant  admits  that  it  has 
no  competitors.  Allowances  are  paid  by  the  Pennsylvania  to  the 
American  Bridge  Ck)mpany  at  Edge  Moor,  Del.,  on  carload  revalue 
shipments  of  coal  and  coke;  and  to  the  Mid  vale  Steel  &  Ordnance 
Company  at  Wilmington,  DeL,  and  to  the  Tindel  Morris  Company 
at  Eddystone,  Pa.,  on  all  carload  revenue  freight,  except  coal  and 
coke,  as  to  which  these  respective  indiustries  perform  the  terminal 
switching  service ;  but  no  evidence  was  introduced  to  show  that  the 
circumstances  and  conditions  at  the  industries  named  are  similar  to 
those  at  complainant's  plant.  An  exhibit  of  defendants'  shows  176 
industries  on  the  Pennsylvaniar-Eastem  Lines,  which  do  all  of  their 
own  spotting  with  their  own  power  and  without  allowance. 

We  find  that  the  refusal  of  defendants  to  make  an  allowance  to 
complainant  for  the  service  of  spotting  cars  at  points  of  loading  and 
unloading  within  complainant's  plant  was  not  and  is  not  unreaaon- 
able,  unjustly  discriminatory,  or  unduly  prejudicial. 

The  complaint  will  be  dismissed. 
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No.  11450. 
CAIRO  BOAKD  OF  TRADE 

V. 

ATCHISON,  TOPEKA  &  SANTA  FE  RAILWAY  COMPANY 

ET  AL. 


BubnUited  NoveMher  11.  1920.    Bedded  April  2,  1921. 


Rates  on  grain,  in  carloads,  from  points  in  Towa,  Nebraska,  and  Blissoari  to 
Oairo,  HI.,  ftmnd  not  to  be  unreasonable,  unjustly  discriminatory,  or 
unduly  preJudidaL     €k)mplaint  dismissed. 

Bay  WiUiams  for  complainant. 

A.  P.  Humburg^  James  M.  Chaney^  and  H.  O.  Herbel  for  Illinois 
Central  Railroad  Company  and  Missouri  Pacific  Railroad  Company. 

TF.  H.  Orumley  for  Mobile  &  Ohio  Railroad  Company. 

/.  B.  McGHnme  for  Memphis  Merchants'  Exchange  and  Walter 
R,  Scott  for  Board  of  Trade  of  Kansas  City,  Mo.,  interveners. 

Report  op  the  Commission. 

Division  2,  Commissionebs  Clark,  MoChord,  and  Daniix0. 

Daioeus,  Ciymmisdoner: 

This  case  was  submitted  upon  complainant's  exceptions  to  the  pro- 
posed report  of  the  examiner. 

Complainant  is  a  oorporatum  representing  the  interests  of  its  mem* 
bers  at  Cairo,  111.  By  complaint  filed  May  1,  1920,  it  alleges  that 
the  rates  on  grain,  in  carloads,  from  points  in  Illinois,  Iowa,  Ne- 
braska, and  Missouri  to  Cairo  were  unreasonable,  unjustly  discrimi- 
natory, and  unduly  prejudicial  as  compared  with  tiie  rates  to  St. 
Louis,  Mo.,  East  ^  Louis,  liL,  and  Memphis,  Tenn.  The  establish- 
ment of  joint  rates  to  Cairo  not  exceeding  the  rates  to  St*  Louis  or 
East  St  Louis  by  more  than  2.5  cents  per  100  pounds  is  asked.  The 
Memphis  Merchants'  Exchange  and  the  Board  of  Trade  of  Kansas 
City,  Ma,  intervened.  Rates  are  stated  herein  in  cents  per  100 
pounds  and  do  not  include  the  increases  authorized  in  Increased 
BoUb,  19£0^  58  I.  C.  C,  220. 

Cairo,  about  160  miles  south  af  St.  Louis  and  169  miles  north  of 
Memphis,  is  an  important  grain  market  competing  with  St  Louis 
and  Memphis  in  the  purchase  of  grain  in  Iliinois,  Iowa,  Nebraska, 
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and  Missouri,  and  in  the  sale  of  grain  in  southeastern  and  Mississippi 
Valley  territories  and  in  Arkansas  and  Louisiana,  hereinafter  col- 
lectively referred  to  as  the  territory  of  destination.  It  is  an  im- 
portant distributing  market.  Practically  all  of  the  grain  which 
moves  into  Cairo  is  ultimately  shipped  beyond,  principally  to  the 
southeast.  During  the  period  from  J^iuary  1, 1914,  to  J^ly  1, 1920, 
approximately  98  per  cent  of  the  92,712,644  bushels  of  oats  received 
in  carloads  at  Cairo  was  shipped  out  to  the  territory  of  destination, 
the  difference  representing  less-than-carload  shipments  from  Cairo 
and  grain  used  in  the  manufacture  of  mixed  feed  at  that  point. 

Flat  rates  apply  into  and  out  of  St.  Louis  and  Memphis  under 
which  grain  can  be  shipped  to  those  points  from  the  territory  of 
origin  named  and  subsequently  reshipped  to  the  territory  of  destina- 
tion at  equal  through  rates,  the  inbound  rates  to  Memphis  being  7.5 
cents  over  the  rates  to  St.  Louis  and  the  outbound  rates  from  Memphis 
being  7.5  cents  under  the  rates  from  St.  Louis.  The  rates  on  grain  to 
Cairo  proper  are  generally  made  by  adding  to  the  St.  Louis-East  St 
Louis  rates  the  proportional  factor  of  5  cents  beyond  to  Cairo.  The 
rates  from  Cairo  to  the  territory  of  destination  are  2.5  cents  under  the 
rates  from  St.  Louis  to  the  same  destinations.  Transit  is  permitted 
at  Cairo  under  tariffs  providing  a  proportional  rate  of  2.5  cents  for 
the  haul  from  St.  Louis  to  Cairo  on  shipments  originating  in  the 
northwest  and  moving  via  Cairo  to  the  destination  territory.  Cairo 
dealers  must  avail  themselves  of  the  transit  arrangement  in  order  to 
compete  upon  through  rates  equal  to  those  applying  through  St 
Louis  and  Memphis. 

While  the  complaint  attacks'  only  the  rates  to  Cairo  proper,  what 
complainant  seel^  are  flat  rates  to  Cairo  espial  to  the  rates  ulti- 
mately charged  up  to  that  point  on  throng  traffic  and  which,  added 
to  the  rates  beyond,  will  make  the  same  through  rates  as  apply  on 
like  traffic  handled  at  St.  Louis  and  Memphis,  thus  effecting  the 
equalization  of  markets  without  the  inocmvenienee  incident  to  the 
transit  arrangement  at  Cairo.  We  have  repeatedly  held  that  it  is 
not  sufficient  to  consider  the  rates  to  an  intermediate  market,  nor 
alone  the  rates  from  such  market  if  the  question  of  discrimination 
between  markets  is  to  be  determined,  but  that  there  must  be  con* 
sideration  of  the  entire  rate  from  the  point  of  production  to  ultimate 
destination. 

Complainant  admits  that  by  the  use  of  transit  on  practically  all 
grain  received  Cairo  ia  afforded  substantial  rate  equalizaticm  with 
St.  Louis  and  Memphis.  It  contends,  however,  that  Cairo  grain 
dealers  are  subjected  to  inconvenience  and  expense  because  of  the 
necessity  of  using  transit.  Complainant  points  out  that  grain  mov« 
isag  into  St.  Louis  or  Memphis  is  free  to  move  out  to  any  deiErtinatian 
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via  any  carrier,  while  to  receive  the  benefit  of  the  transit  arrange- 
ment at  Cairo  and  to  obtain  the  same  through  rate  aa  applies  on 
grain  moving  via  the  St.  Louis  and  Memphis  markets,  grain  moving 
into  Cairo  must  move  out  over  the  same  line  which  brought  it  in. 

Complainant  urges  that  Cairo  grain  dealers  are  therefore  required 
to  determine  the  actual  destination  of  their  purchases  and  over  what 
raiboad  the  grain  will  be  shipped  out  when  sold,  in  order  to  give 
routing  instructions  to  shippers,  and  that  under  such  circumstances 
the  market  can  not  properly  function.  Complainant  also  urges  that 
the  Cairo  market  can  not  compete  with  M^nphis  and  St.  Louis  in  the 
sale  of  grain  to  millers  and  rehandlers  in  the  Mississippi  Valley  who 
desire  to  use  transit,  for  the  reason  that  the  tariffs  of  the  southern 
lines  provide  for  only  one  transit,  thus  making  it  necessary  for  the 
purchaser  in  the  Mssissippi  Valley  to  secure  his  grain  from  St.  Louis 
or  Memphis  rather  than  from  Cairo  in  order  to  be  entitled  to  transit 
Under  iiie  present  adjustment  western  grain  must  move  through  St. 
liouis  to  the  Cairo  market  in  order  to  be  entitled  to  the  transit  ar- 
rangement. The  St.  Louis  terminals  are  said  to  be  frequently  con- 
gested, resulting  in  serious  delays  which  might  be  avoided  if  joint 
rates  were  established  to  Cairo  and  made  applicable  via  other  junc- 
tion points. 

For  defendants  it  is  contended  that  the  granting  of  tiie  complain- 
ant's prayer  would  result  in  extensive  and  serious  rate  reductionc^; 
that  the  rates  via  the  Illinois  Central  to  Cairo  locally  would  be 
reduced  in  amounts  from  1  to  2.5  cents ;  that  the  rates  to  Cairo  locally 
would  be  the  same  as  the  rates  to  Cairo  on  ^pments  destined  be- 
yond; that  there  would  be  very  substantial  reductions  via  other 
roads  from  points  in  Iowa;  that  whatever  reductions  are  made  on 
grain  will  apply  to  grain  products,  of  which  there  is  a  large  move- 
ment; that  a  reduction  in  the  through  rates  from  Iowa  points  on 
the  Illinois  Central  and  on  other  roads  north  of  the  line  from 
Memphis  eastward  to  Grand  Junction,  Tenn.,  would  result,  the  effect 
of  which  would  be  to  make  the  combination  through  Cairo  lower 
than  the  combination  through  East  St.  Louis  or  Memphis ;  and  that 
it  would  decrease  the  rates  via  the  Illinois  Central  not  only  to  points 
north  of  the  Ohio  River,  but  also  to  a  very  considerable  territory 
south  thereof. 

Omaha,  Nebr.,  and  Kansas  City  take. the  same  rate  on  grain  to 
St.  Louis,  but  on  grain  to  the  southeast  Kansas  City  has  long 
enjoyed  a  differential  of  1  cent  under  Omaha.  The  Board  of 
Trade  of  Kansas  City  urges  that  if  complainant's  prayer  for  rates 
to  Cairo,  2.5  cents  over  St.  Louis,  is  granted  without  a  readjustment 
in  the  rates  from  Kansas  City  and  Omaha,  the  1-cent  differential 
in  favor  of  Kansas  City  against  Omaha  will  be  destroyed. 
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We  have  frequently  called  attention  to  the  desirability  of  estab- 
lishing in-and-out  rates,  where  practicable,  in  lieu  of  transit  arrange- 
ments. It  is  obvious,  however,  that  every  point  can  not  be  made 
a  rate-breaking  point,  and  upon  the  record  in  this  case  we  are  not 
warranted  in  requiring  the  carriers  to  reduce  their  inbound  rates 
to  Cairo  for  the  purpose  of  equalizing  that  market  with  St  Louis 
and  Memphis.  Except  as  hereinafter  noted,  substantial  equalization 
appears  to  have  been  effected  at  Cairo  through  the  medium  of 
transit.  We  are  of  opinion,  however,  that  defendants  have  not 
justified  restriction  of  the  outboiind  movement  of  the  grain  from 
Cairo  to  the  rails  of  the  carrier  which  brings  the  trafSic  into  that 
point.  We  think  that  Cairo  is  entitled  to  the  same  advantages  in 
this  respect  as  St.  Louis  and  Memphis,  and  defendants  will  be  ex- 
pected promptly  to  revise  their  tariffs  so  as  to  permit  the  free  move- 
ment of  grain  into  and  out  of  Cairo  to  the  same  extent  that  it  is 
permitted  at  St.  Louis  and  Memphis  in  so  far  as  the  outbound  move- 
ment from  Cairo  may  be  made  via  a  different  line  than  that  which 
brought  the  grain  to  Cairo.  If  such  a  revision  is  not  made,  com- 
plainant may  bring  the  matter  to  our  attention. 

So  far  as  the  rates  from  points  in  Illinois  to  Cairo  are  concerned, 
our  jurisdiction  to  prescribe  intrastate  rates  for  the  future,  under 
the  issues  presented  in  this  case,  terminated  with  federal  controL 
Confining  our  findings  to  the  interstate  rates  assailed  in  the  com- 
plaint, which,  as  stated,  are  those  to  Cairo  proper  only,  we  find  that 
those  rates  are  not  unreasonable,  unjustly  discriminatory,  or  unduly 
prejudicial.   An  order  will  be  entered  dismissing  the  complaint. 
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Investigation  and  Stjspension  Docket  No.  1301.* 
LIVE  STOCK  LOADING  AND  UNLOADING  CHAEGES. 


Submitted  March  18,  1921.    Decided  April  t,  19tl. 


Proposed  increased  charges  for  loading^  and  unloading  ordinary  live  stock  at 
public  stockyards  at  Chicago,  111.,  and  other  western  points,  and  proposed 
absorptions  of  sneh  diarges  by  railroad  common  carriers  engaged  in  the 
trmnsportation  of  such  li^e  stock,  found  Justified.  Orders  of  suspension 
▼seated  and  proceeding  discontinued. 

Ralph  M.  Shaw  and  Brown  dk  Boyle  for  Union  Stock  Yard  & 
Transit  Company  of  Chicago,  HI.;  Luther  M.  Walter  for  Kansas 
City  Stock  Yards  Company,  St.  Louis  National  Stock  Yards,  Okla- 
homa City  Stock  Yards,  and  Wichita  Stock  Yards;  B.  D.  Rynder 
for  Sioux  City  Stock  Yards  C6mpany  and  St.  Joseph  Stock  Yards 
Company ;  H.  K.  Grafts  for  Fort  Worth  Stock  Yards  Comptmy ;  and 
N orris  Brown  for  Union  Stock  Yards  of  Omaha,  Nebr. 

S.  H.  Johnson  for  Chicago,  Rock  Island  &  Pacific  Bailway  Com- 
pany and  other  western  lines;  G.  E.  Spens  for  Chicago,  Burlington 
A  Quincy  Bailroad  Company  and  other  western  lines;  and  James 
Webster  and  H.  H.  Johnson  for  railroad  lines  eastbound  from  Chi- 
cago, HI. 

.      RbPOBT  or  THE  COJOOSSIOK. 

DivisioK  2,  Commissioners  Clabk,  MoChobd,  akd  Daniels. 

By  Division  2: 

By  schedules  filed  to  become  effective  in  March,  1921,  the  Union 
Stock  Yard  &  Transit  Company,  of  Chicago,  HI.,  proposed  to  increase 
its  charges  for  loading  and  unloading  ordinary  live  stock  at  its 
yards,  and  various  common  carriers  by  railroad  proposed  to  absorb 
such  increased  charges  and  to  provide  for  the  establishment  or  ab- 
sorption of  similarly  increased  charges  at  other  stockyards  at  various 
western  points.  By  appropriate  orders  the  schedules  have  been  sus- 
pended until  June  29, 1921,  and  later  dates. 

The  stockyards  here  concerned  respectively  perform  for  the  re- 
spondent common  carriers  engaged  in  the  transportation  of  ordinary 
live  stock  the  service  of  loading  and  unloading  included  in  the  trans- 
portation by  virtue  of  section  15  (5)  of  the  interstate  commerce  act, 

s  TMa  riport  alto  embraces  Inreetigatioii  and  Sospenalim  Docket  No.  1812,  LIto  Stock 
Loading  and  Unloading  Ckaiget. 
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and  the  charges  for  the  service  are  accordingly  paid  out  of  the  line- 
haul  rates.  For  many  years  past  charges  for  the  respective  services 
of  unloading  and  loading  have  been  50  and  75  cents  at  Chicago,  $1 
per  car  deck  at  South  St.  Paul,  Minn,,  $1  per  car  at  Denver,  Colo., 
and  50  cents  per  car  at  the  other  yards.  The  proposed  charge  is  $1 
per  car  for  each  service  at  all  yards. 

Except  for  variations  in  the  size  of  the  properties  and  in  the 
volume  of  traffic,  the  arrangement  of  facilities  and  the  character 
of  operations  in  the  particular  service  are  much  the  same  at  the 
several  yards.  Incoming  shipments  are  switched  alongside  so-called 
chute  pens,  into  which  the  live  stock  is  unloaded.  From  those  pens, 
unless  promptly  removed  by  the  consignees,  such  of  the  stock  as  is 
not  disabled  is  transferred  to  adjac^it  relief  peas,  beyond  which 
point  the  service  for  which  the  carriers  are  chargeable  is  not  deemed 
to  go.  An  exception  is  found  at  Sioux  Cit^,  Iowa,  where  relief  pens 
are  not  provided  and  where  the  service  dutrged  for  is  confined 
to  the  transfer  between  cars  and  chute  pens.  The  operation  of 
unloading  includes  the  opening  of  car  doors,  removal  of  ^^  bull  bais  ^ 
placed  within  the  cars  to  prevent  pressure  of  cattle  against  car  doors 
during  transit,  removal  of  partitions  in  cars  containing  mixed  ship* 
ments,  placement  of  chutes  between  cars  and  chute  pens,  driving  oat 
able-bodied  animals,  and  more  or  less  commonliy  the  removal  of 
dead  and  crippled  animals.  The  latter,  more  particularly  hogs  and 
sheep,  are  handled  by  means  of  so-called  ^^  crip  carts,''  are  tagged  for 
identification,  and  are  removed  to  special  pens.  The  work  of  ua* 
loading  is  somewhat  increased  in  the  case  of  double-deck  cars*  The 
operation  of  loading,  while  necessarily  varying  in  some  details  and 
confined  to  a  generally  smaller  voltune  of  traffic,  is  more  or  less 
the  reverse  of  that  of  unloading. 

The  cost  data  submitted  to  justify  the  proposed  increased  charges 
are  based  upon  the  labor,  accounting,  and  facilities  purporting  to 
have  been  devoted  to  the  particular  service  during  the  year  1920, 
the  figures  for  Chicago  alone  showing  a  separation  of  cost  per  car 
as  between  loading  and  unloading.  In  addition  to  labor  costs,  the 
items  include  supervision,  accounting,  electric  lighting  of  the  load- 
ing and  unloading  docks  for  night  work,  depreciation  of  or  repairs 
to  the  facilities  used,  cleansing  and  disinfecting  the  facilities,  fire 
and  liability  insurance,  loss  and  damage,  taxes,  and  the  like,  allocated 
to  the  service  in  question.  These  data,  which  need  not  be  reviewed 
in  detail,  show  direct  labor  costs  ranging  from  63.62  cents  per  car 
at  St.  Joseph,  Mo,,  to  99.67  cents  at  Chicago.  Other  stated  items  of 
cost  increase  the  figures  in  varying  degrees.  At  all  the  yards  the 
average  cost  of  performing  the  service  of  loading  and  unloading  is 
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shown  as  having  to  a  greater  or  less  extent  exceeded  $1  per  car, 
and  there  is  nothing  of  record  to  suggest  that  the  costs  are  now 
appreciably  diminishing. 

Prior  to  the  filing  of  the  suspended  schedules  a  committee  repre- 
senting the  western  carriers,  after  a  somewhat  extended  investiga- 
tion, recommended  a  uniform  absorption  of  85  cents  per  car,  which 
would  approximate  the  50-cent  charge,  plus  the  25  per  cent  increase 
under  general  order  No.  28  of  the  Director  General  of  Bailroads, 
plus  the  35  per  cent  increase  in  western  territory  pursuant  to  In- 
creased Ratesy  1920^  58  I.  C.  C,  ^0.  The  carriers,  however,  recog- 
nizing that  tile  cost  of  the  service  is  generally  higher  than  that 
figure,  agree  to  the  proposed  increased  charges,  and  believe  that  the 
same  charges  should  Apply  at  all  points. 

We  here  express  no  opinion  concerning  the  precise  point  at  which 
the  loading  and  unloading  service  for  which  the  carriers  are  respon- 
sible begins  or  ends  or  concerning  the  precise  extent  to  w)iich  the 
exhibited  items  are  properly  chargeable  to  the  carriers  as  part  of  the 
transportation  service.  We  coBfine  our  finding  to  the  necessities  of 
the  case,  namely,  that  upon  all  the  facts  of  record  the  proposed  ii>- 
creased  charges  and  absorptions  have  been  justified.  The  orders 
of  suspension  will  be  vacated  accordingly  and  the  proceeding  die* 
continued. 
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No.  10826. 
INTERMEDIATE  RATE  ASSOCIATION 

V. 

DIRECTOR  GENERAL,  ABERDEEN  &  ROCKFISH 
RAILROAD  COMPANY,  ET  AL. 


Suhmitied  December  S,  1920,    Decided  March  fd,  1021. 


Rates  from  points  of  origin  east  of  the  Rocky  Mountains  to  so-called  inter^ 
mountain  territory  found  not  to  be  unreasonable,  undi^  prejudidalv  or 
otherwise  unlawful.    Ck>mplaint  dismissed. 

/.  B.  CampbeU  and  C  O,  Bergcm  for  complainant. 

8.  H.  Love^  W.  S.  McCarthy,  and  H.  W,  Prickett  for  Commercial 
Club  and  Chamber  of  Commerce  of  Salt  Lake,  TraflSc  Bureau  of 
Utah,  and  Traffic  Service  Bureau  of  Utah;  Warren  Stoutnour  for 
Public  Utilities  Commission  of  Utah;  George  B.  Chaf  for  Boise 
Commercial  Club  and  Boise  Chamber  of  Commerce;  A.  L.  Free- 
Juifer  and  Leonard  Way  for  Public  Utilities  Commission  of  tiie 
State  of  Idaho;  /.  Tf.  Good/man  for  Montana  Freight  Rate  Asso- 
ciation; H.  B.  ScJtaefer  for  Montana  Railroad  Commission;  F.  A, 
Jonee  for  Arizona  Corporation  Commission  and  Corporation  Com- 
mission of  New  Mexico ;  E.  H.  Walker  for  Beno  Chamber  of  Com- 
merce;  Fred  W.  Feldt  for  Public  Utilities  Commission  of  Nevada; 
W.  D.  Wall  for  San  Jose  Chamber  of  Commerce;  Seth  Mann  for 
San  Francisco  Chamber  of  Commerce;  E.  P.  Gregaon  for  Asso- 
ciated Jobbers  of  Los  Angeles  and  Los  Angeles  Chamber  of  Com- 
merce; G.  J.  Bradley  for  Merchants  &  Manufacturers  Association 
of  Sacramento ;  Frwnk  M.  HUl  for  Fresno  Traffic  Association ;  S.  J. 
Wettrick  and  /.  D.  Mansfield-  for  Seattle  Chamber  of  Commerce  and 
Commercial  Club ;  O.  T.  HelpUng  for  San  Diego  Chamber  of  Com- 
merce; Helpling  <&  CampbeU  for  Retail  Dry  Goods  Association  of 
the  State  of  California ;  /.  N.  Teal  and  /.  H.  Lothrop  for  Portland 
Traffic  &  Transportation  Association;  Jay  W.  McCune  for  Tacoma 
Commercial  Club  and  Chamber  of  Commerce ;  and  Harry  Dickinson 
and  Dayton  <&  Denioue  for  Denver  Transportation  Bureau. 

F.  E.  Wood^  C.  TT.  Durhrow^  B.  W.  Sea/ndreU^  H.  A.  SccmdreU^ 
B.  J.  Ragman^  J.  L.  Golenum^  and  /.  G.  McMwrry  for  defendants; 
and  F.  S.  Reigel  for  Southern  Railway  Company. 

W.  H.  Chandler  for  Boston  Chamber  of  Commerce,  Associated 
Industries  of  Massachusetts,  New   England   Traffic  League,   and 
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Massachusetts  Chamber  of  Commerce;  /.  C.  Lincoln  for  Merchants 
Association  of  New  York;  Geo.  P.  WUsan  for  Philadelphia  Cham- 
ber of  Commerce;  Donald  0.  Moore  for  Pittsburgh  Chamber  of 
Commerce;  Frank  E.  WUUamson  for  Buffalo  Chamber  of  Com- 
merce; E.  G.  Wylie  for  Oreater  Des  Moines  Committee;  H.  R. 
BrafiheoT  for  St.  Louis  Chamber  of  Conmierce;  F.  S.  Keiaer  for 
Commercial  Club  of  Duluth;  George  N.  Brown  and  /.  8.  Marvin 
for  National  Automobile  Chamber  of  Commerce;  W.  G.  NorveU 
for  Parke,  Davis  &  Company;  E.  S.  DePass  for  Carnation  Milk 
Products  Company ;  Geo.  W.  Pound  for  Musical  Industries  Chamber 
of  C<mimerce  of  America;  Butler^  Lamb^  Foster  <&  Pope  by  E.  S. 
Ballard  for  Bubber  Association  of  America;  Frederick  L.  BaUard 
for  Cambria  Sted  Company ;  Thomas  B.  Moore  for  Midiigan  Manu- 
facturers Association,  Ford  Motor  Company,  Henry  Ford  &  Son, 
Buhl  Stamping  Company,  and  Grand  Bapids  Cabinet  Company; 
Edgar  J.  Rich  for  Associated  Industries  of  Massachusetts;  T.  A. 
McGrath  for  Minneapolis  Traffic  Association;  J,  H,  Beek  for  St. 
Paul  Association  of  Public  &  Business  Affairs,  Minneapolis  Traffic 
Association,  and  Omaha  Chamber  of  Commerce;  C.  E.  ChUde  for 
Omaha  Chamber  of  Commerce ;  F,  W.  Burton  for  Bochester  Cham- 
ber of  Commerce;  R.  W.  Poteet  for  Stanley  Works;  Charles  TF. 
Nash  for  Albany  Chamber  of  Commerce  and  others;  Mason 
Manghwm  for  New  England  Traffic  League,  New  Bedford  Board 
of  Commerce,  and  Virginia  Corporation  Conmiission;  L.B.  BosweU 
for  Quincy  Frei^t  Bureau;  E.  H.  Berg  trnd  H.  Mueller  for  Minne* 
apolis  Traffic  Association;  Frank  Lyon  for  Luckenbach  Steamship 
Company;  A.  H.  Russell  for  Clarke- Woodward  Drug  Company; 
Duncan  S.  Murray  for  H.  N.  Cook  Belting  Company,  A.  J.  &  J.  B. 
Cook,  and  Central  Leather  Company;  H.  M.  Wade  for  Bedwood 
Manufacturers  Company;  A.  F.  Leniberger  and  Charles  CUfford 
lor  Motor  Car  Dealers'  Association  of  San  Francisco;  Dave  F. 
Smithy  Charles  CUfford^  and  A.  F.  Lemberger  for  Los  Angeles 
Motor  Car  Dealers'  Association ;  M.  E.  Van  Dive^  Bishop  dk  BaMer^ 
and  R.  T.  Boyd  for  Oakland  Chamber  of  Commerce,  California 
Manufacturers'  Association,  and  Pacific  Coast  Ship  Builders 
Traffic  Association;  C.  B.  Baldunn  for  United  Shoe  Bepairing 
Machine  Company;  W.  F.  Price  for  J.  B.  Williams  Company  and 
Mennens  Company ;  WiJUam  P.  Libhy  for  Plymouth  Cordage  Com<> 
pany;  C.  L.  Hilliary  for  F.  W.  Woolworth  Company;  Harry  F. 
Masman  for  Charleston  Traffic  Bureau;  E.  /.  Tarok  for  New  York 
Board  of  Trade  &  Transportation;  P.  M.  Neigh  for  Wheeling 
Chamber  of  Commerce ;  Chamberlin  <&  Fuller  for  Cleveland  Cham- 
ber of  Connnerce  and  others;  Trams  D.  Gampou  and  CJtarles  P. 
Thompson  for  Furniture  Manufacturers'  Association ;  C.  A,  Brantley 
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for  Libby,  McNeill  &  Libby  and  National  Canners'  Association; 
JS.  H.  Berg  for  St.  Paul  Aisociation  of  Public  &  Business  Affairs; 
Frank  A.  Lariak  for  Mich%an  Paper  Mills  Traffic  Association;  A.  E. 
Smgleton  for  Whitaker-Glessner  Company;  /.  A.  Brough  for  Crane 
Company;  R.  W.  Ropiequet  for  East  Side  Manufacturers'  Associa- 
tion; Ralph  Merriam  for  National  Association  of  Chewing  Gum 
Manufacturers  and  Wm.  Wrigley,  jr.,  Company;  J.  H.  Tedrow  for 
Chamber  of  Commerce  of  Kansas  City ;  H.  R.  Brashear^  W.  T.  Days^ 
and  J.  L.  Power  for  St.  Louis  Chamber  of  Commerce;  E,  G.  Barlow 
for  Freight  Traffic  Committee  of  the  Chicago  Association  of  Com- 
merce; Herman  Mueller  for  Missouri  River  cities,  Duluth,  Minne- 
apolis, and  "St.  Paul  commercial  associations;  B.  L.  Benfer  for 
Foundry  Supply,  4  Manufacturers  Association;  C.  A.  Butler  for 
Anaconda  Copper  Mining  Company;  W.  C.  Mitchell  for  United 
States  Leather  Company  of  New  Jersey  and  N.  E.  Allen  Sons  Com- 
pany; A.  R.  Symona  for  Hazard  Manufacturing  Company;  Albert 
Nelson  for  Buick  Motor  Company;  F.  M.  Renahaw  for  Ohio  State 
Industrial  Traffic  League  and  Cincinnati  Chamber  of  Commerce; 
H.  B.  McNeely  for  Indianapolis  Chamber  of  Conunerce;  C.  H. 
Rodeha/oer  for  National  Basket  Fruit  Package  Manufacturers' 
Association;  G.  Van  Warmer  for  W.  R.  Allen's  Sons  Company; 
Jcm^ea  /.  Wait  for  Hibbard,  Spencer  &*  Bartlett  and  Chicago  Asso- 
ciation of  Commerce;  WUUam  J.  Pitt  for  Paint  Manufacturers' 
Association  of  the  United  States,  National  Varnish  Manufacturer's 
Association,  and  Philadelphia  Paint,  Oil  &  Varnish  Club;  W.  O. 
Allen  for  Kerr  Glass  Manufacturing  Company  and  Alexander  H. 
Kerr  &  Company ;  G.  S.  Bather  for  Rockf ord  Manufacturing  &  Ship- 
pers Association  and  National  Furniture  Traffic  Association;  F.  W. 
BoUz  for  National  Petrolemn  Association;  R.  B,  Goapstick  for 
Indiana  State  Chamber  of  Commerce;  A.  B,  Gronh  for  Public  Ser- 
vice Commission  of  Indiana;  George  Bowling  and  Edgar  A. 
LevetUe  for  Chicago  Piano  Manufacturers'  A^ociation;  TT.  P. 
Tingley  for  Huntington  Chamber  of  Commerce;  Francis  W.  Jovies 
for  Manufacturing  Perfumers  Association  of  the  United  States; 
R.  H.  Watkins  for  J.  R.  Watkins  Company  and  others ;  H.  E.  White 
for  Minneapolis  Street  &  Machinery  Company  and  Twin  Cities  Forge 
&  Foundry  Company ;  F.  R.  Levins  for  Russ  Parker  Company ;  and 
J.  T.  Ryan  for  Southern  Traffic  League  and  North  Carolina  Indus-  • 
trial  Traffic  League. 

Report  of  the  Commission. 

Clark,  Ghairman: 

The  issues  here  presented  were  made  the  subject  of  a  proposed  re* 
port  by  the  examiner,  and  exceptions  were  filed  by  the  parties. 
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This  case  involves  the  class  and  commodity  rates  to  Pacific  coast 
cities  and  so-called  intermountain  territory  from  all  the  country  east 
of  the  Rocky  Mountains.^  It  differs  from  previous  cases  in  which 
rates  from  and  to  these  territories  were  considered  in  that  now  the 
rates  to  the  intermoimtain  territory  are  not  higher  than  to  the  coast, 
and  there  is  no  contention  that  they  should  be  higher.  The  question 
is  whether  the  rates  to  intermountain  territory  should  be  lower  than 
to  the  coast,  and  if  so  to  what  extent.  Except  as  noted  rates  are 
stated  in  cents  per  100  pounds. 

Before  taking  up  the  present  situation,  it  is  well  to  refer  to  the 
time  when,  on  account  of  coast-to-coast  water  competition,  the  car- 
riers maintained  lower  rates  to  the  coast  than  to  intermediate  points  in 
intermountain  territory.  In  June,  1914,  the  Supreme  Court  rendered 
its  decision  supporting  the  conclusions  we  had  reached  in  the  Inter- 
mountain  Rate  Cases  *  regarding  relief  from  the  long-and-short-haul 
rule  of  the  fourth  section  of  the  act,  and  the  carriers  took  in  hand  the 
making  of  appropriate  readjustments.  The  Panama  Canal  had  just 
been  opened  for  traffic,  injecting  new  features  into  the  situation,  and 
after  the  decision  of  the  Supreme  Court  was  announced  representa- 
tives of  the  carriers  suggested  that  the  commodities  which  moved 
from  the  territory  east  of  the  Sockies  to  the  coast  might  be  divided 
into  three  groups,  known  as  schedules  A,  B,  and  C. 

Schedule  A  included  commodities  on  which  rates  had  not  been 
seriously  affected  by  water  competition  and  on  which  the  rates  were 
to  be  adjusted  in  conformity  with  the  long-and-short-haul  rule. 
This  list  comprised  about  115  carload  items. 

Schedule  B  was  a  list  of  commodities  which  were  adapted  for 
transportation  by  water  and  which  originated  in  some  volume  on 
the  Atlantic  seaboard,  but  on  which  it  was  thought  possible  to  main- 
tain rates  sufficiently  high  to  enable  the  carriers  to  comply  with  our 
findings  without  serious  sacrifice  of  revenue.  On  these  commodities 
the  long-and-short-haul  rule  was  to  be  observed  as  to  rates  from 
points  on  and  west  of  the  Missouri  River  only.  From  Chicago,  111., 
and  points  between  Chicago  and  the  Missouri  Kiver,  the  rates  to 
intermediate  points  were  to  be  made  not  more  than  7  per  cent  higher 
than  to  the  coast ;  from  points  east  of  Chicago  to  and  including  Pitts- 
burgh, Pa.,  not  more  than  15  per  cent  higher  than  to  the  coast ;  and 
from  points  east  of  Pittsburgh,  not  more  than  25  per  cent  higher 
than  to  the  coast    This  list  comprised  approximately  350  items. 

1  It  is  dIfBcult  to  describe  the  destination  groups  or  territories  by  geograpbical  bound- 
aries, but  as  representatiye  of  points  on  tbe  Pacific  coast  we  may  take  Seattle,  Wash., 
Portlmnd,  Oreg.,  and  San  Frandsco  and  Los  Angeles,  Calif.,  and,  as  representative  of 
points  in  intermountain  territory,  Spolcane,  Wash.,  Reno,  Ney.,  and  Phoenix,  Arts.,  oa 
the  west,  and  Butte,  Mont.,  Salt  Lake  City,  Utah,  and  Albuquerque,  N.  Mcz..  on  the  east. 

'£a<lroad  €9mmi99ion  of  Nevada  ▼.  B,  P.  Co.,  21  I.  C.  C,  329;  dtp  of  Spoltane  T. 
jr.  P.  By.  Co,  21  I.  a  a,  400 :  and  Intenaomutmin  Rata  Ca§e9,  234  U.  &,  470. 
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Schedule  C  was  a  list  of  important  commodities  which  origL 
in  large  volume  on  the  Atlantic  seaboard  and  were  especially  adapted 
for  water  transportation,  and  on  which  it  was  not  thought  possible 
at  that  time  to  maintain  the  then  existing  rates  to  the  coast  in  face 
of  the  new  competition  via  the  Panama  Canal.  As  to  this  list,  which 
comprised  about  90  items,  the  carriers  asked  for  further  hearing. 
Their  petition  was  granted  and  hearing  was  held  in  October,  1914. 
As  a  result  we  authorized  the  establishment  to  the  coast,  on  sched- 
ule C  commodities,  of  the  rates  which  the  carriers  then  proposed, 
while  the  rates  to  intermediate  points  were  dealt  with  as  follows: 
In  those  instances  in  which  the  rates  from  the  Missouri  Siver  to  the 
coast  were  75  cents  or  more,  the  rates  to  intermediate  points  might 
not  exceed  the  rates  to  the  coast.  In  those  instances  in  which  the 
rates  to  the  coastt  from  the  Missouri  River  were  less  than  75  cents,  the 
rates  to  intermediate  points  might  be  high^  than  to  the  coast,  but 
might  not  exceed  75  cents.  The  rates  from  Chicago  to  intermediate 
points  might  be  15  cents  higher,  from  Pittsburgh  25  cents  higher, 
and  from  New  York,  N.  Y.,  35  cents  higher,  than  from  the  Missouri 
River.  Corwmodity  Rates  to  Pacific  Coast  Terminals^  32  I.  C.  C, 
611,  and  34  L  C.  C,  13. 

This  adjustment  of  commodity  rates  continued  practically  un- 
changed until  March  15,  1918,  when  all  departures  from  the  long- 
and-short-haul  rule  in  westbotmd  transcontinental  rates  were  re- 
moved tmder  our  decisions  in  Beopenmg  Fourth  Section  Applicor 
tionsy  40  I.  C.  C,  35,  and  TransconHnental  BateSj  46  I.  C.  C.,  236. 
We  there  found  that  due  to  conditions  brought  about  by  the  war 
water  competition  between  the  Atlantic  and  Pacific  ports  was  no 
longer  a  compelling  force,  and  held  that  the  maintenance  of  lower 
commodity  rates  to  the  coast  than  to  intermediate  points  unduly 
preferred  the  coast.  We  not  only  denied  relief  from  the  long-and- 
short-haul  rule  but  expressed  the  view  that  the  rates  in  certain 
instances  at  least  might  be  graded. 

These  decisions  required  no  change  in  the  class  rates,  as  they 
were  already  lower  to  the  intermediate  points  than  to  the  coast 
No  change  in  schedule-A  commodity  rates  was  required,  because 
they  were  in  conformity  with  the  long-and-short-haul  rule,  but  the 
rates  on  perhaps  40  of  the  115  items  in  schedule  A  were  made 
somewhat  lower  to  the  intermediate  points  than  to  the  coast.  In 
this  revision  increases  were  made  in  some  of  the  rates  to  the  coast 
Schedule-B  and  schedule-C  commodity  rates  were  made  to  conform 
to  the  long-and-short-haul  rule.  Quite  substantial  increases  were 
made  in  some  of  the  schedule-B  rates  to  the  coast,  but  the  schedule-C 
rates  to  the  coast,  as  a  rule,  were  increased  only  to  the  level  of  the 
then  existing  rates  to  intermediate  points.    These  new  commodity 
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rates,  before  being  published,  were  sabmitted  to  us  in  fifteenth 
section  applications,  and  received  our  approval  in  TrcmsconUnentdl 
Commodity  Rates^  48  I.  C.  C,  79,  where  the  changes  are  more  fully 
described  The  carriers  sought  to  cancel  all  less-than-carload  com- 
modity rates,  but  authority  therefor  was  denied,  and  no  increases 
were  permitted  except  such  as  were  necessary  to  bring  the  rates  to 
the  coast  up  to  the  level  of  the  rates  to  intermediate  points.  All  the 
rates  were  later  increased  in  accordance  with  general  order  No. 
28  of  the  Director  General  of  Railroads. 

In  the  spring  of  1918,  shortly  after  the  revised  rates  referred  to 
were  established,  intermountain  shipping  interests  took  up  with 
the  Railroad  Administration  the  question  of  graded  rates  for  all 
commodities;  that  is,  lower  rates  to  intermountain  territory  than 
to  the  coast.  After  hearing  before  the  Chicago  western  district 
freight  traffic  committee  in  July,  1918,  the  matter  was  referred  to 
a  joint  committee,  composed  of  the  members  of  the  San  Francisco 
district  freight  traffic  committee  and  the  Portland  district  freight 
traffic  committee,  with  directions  to  work  out  in  detail  and  submit 
for  consideration  a  complete  system  of  graded  rates.  This  joint 
committee  will  be  hereinafter  called  the  coast  committee.  Following 
extensive  investigation  and  study,  a  plan  of  readjustment  was  pre- 
pared and  agreed  to  by  the  members  of  the  coast  committee,  and 
referred  to  the  Chicago  committee  for  consideration  and  transmis- 
sion with  recommendations  to  the  Director  General's  director  of 
traffic.  In  the  meantime,  the  Director  General  and  his  director  of 
traffic  visited  Spokane  and  indicated  to  its  citizens  that  graded  rates 
would  be  accorded  intermountain  territory.  However,  the  Chicago 
committee  failed  to  act  on  the  coast  committee  plan  and  the  director 
of  traffic  eventually  took  the  matter  out  of  its  hands  and  referred 
it  to  us  under  section  8  of  the  federal  control  act,  with  a  request  that 
we  give  him  our  recommendations.  Apparently  because  of  the  pros- 
pects of  an  early  return  of  the  roads  to  their  owners,  the  request  was 
withdrawn,  but  finally,  at  the  suggestion  of  the  director  of  traffic, 
the  matter  was  brought  to  our  attention  by  the  filing  of  the  com- 
plaint in  this  case. 

Complainant  is  a  volimtary  association  of  shippers'  organizations 
and  state  commissions  in  intermountain  territory.  In  terms,  viola- 
tions of  sections  1,  2,  and  3  of  the  act  to  regulate  commerce  are 
alleged;  but  the  principal  complaint  is  brought  under  section  8, 
namely  that  the  Pacific  coast  is  given  unreasonable  preference,  and 
intermountain  territory  is  subjected  to  undue  prejudice  and  disad- 
vantage, because  the  commodity  rates  are  not  graded  so  as  to  afford 
intermountain  territory  the  full  benefit  of  its  location  nearer  the 
east.    The  class  rates  are  satisfactory  to  complainant.    They  are 
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graded  and,  except  for  recent  general  increases,  have  been  in  effect 
for  a  number  of  years.  However,  as  to  the  class  rates,  the  com- 
plaint states : 

It  may  be  necessary*  in  order  to  make  a  perfect  and  consistent  grade  of  the 
aforementioned  commodity  rates,  to  change  the  volume  and  relation  of  the 
class  rates,  from  said  eastern  defined  territory  to  said  intermoontain  section 
and  said  Pacific  coast  points,  and  for  that  purpose,  and  that  purpose  only, 
your  petitioner  herein  alleges  that  the  said  class  rates  are  unreasonable  and  In 
violation  of  sections  1,  2,  and  8  of  the  act  to  regulate  conmierce. 

The  complaint  also  seeks  the  establishment  of  properly  related 
joint  through  class  rates  from  all  the  territory  east  of  Chicago  to  all 
points  in  Montana,  Idaho,  Utah,  Wyoming,  and  New  Mexico  and 
all  other  points  in  intermountain  territory  which  now  pay  combina- 
tion rates. 

A  hearing  was  had  on  the  complaint  at  Salt  Lake  City,  Utah,  in 
November,  1919,  at  which  shippers  and  commercial  organizations  at 
the  terminals  intervened  to  contest  the  relief  sought.  The  coast 
committee  plan  was  made  part  of  the  record  and  fully  discussed  by 
the  parties.  It  had  the  almost  unqualified  support  of  the  inter- 
mountain interests,  and  if  adopted,  would  practically  satisfy  the 
complaint.  The  Director  General  and  the  carrier  corporations 
vigorously  opposed  its  adoption,  and  later  appointed  a  committee  of 
railroad  traffic  officials  to  propose  a  readjustment  which  they  would 
be  willing  to  make  in  case  we  should  find  undue  prejudice  against 
intermountain  territory.  Such  a  proposal  was  prepared  and  sub- 
mitted to  us  late  in  December,  1919.  It  was  understood  by  all  con- 
cerned that  this  proposal,  though  submitted  during  federal  control, 
was  primarily  on  behalf  of  the  carrier  corporations,  and  that  it 
looked  forward  to  the  then  prospective  period  of  private  control  and 
operation. 

The  proposal  of  the  carriers  contemplated  a  complete  readjustment 
of  the  class  and  commodity*  rates,  giving  effect  to  the  grading  prin- 
ciple; but  entailed  the  disruption  of  important  commodity  rate  re- 
lationships as  between  eastern  points  of  origin  and  the  cancellation 
of  many  commodity  rates,  which  latter  matters  were  beyond  the 
original  scope  of  the  proceeding.  Various  eastern  shippers  and  com- 
mercial organizations,  when  they  became  aware  of  the  changes  pro- 
posed, petitioned  for  leave  to  intervene  and  be  heard  before  any 
action  was  taken  on  the  proposal.  The  case  was  accordingly  assigned 
for  further  hearing  at  New  York,  Chicago,  Spokane,  and  San  Fran- 
cisco, during  May,  1920,  and  numerous  shipping  interests  intervened 
and  offered  evidence  generally  in  opposition  to  the  proposal. 

Since  the  hearings  in  this  case  were  concluded  the  rates  have  been 
increased,  generally  33^  per  cent,  in  accordance  with  Increased  RaUs^ 
1920^  58  L  C.  C,  220.    The  term  "present  rates,"  as  used  in  this 
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report  and  the  appendixes  has  reference  to  rates  in  effect  at  the  time 
of  the  hearings. 

The  record  shows  that  intermountain  territory  is  pajdng  the  same 
commodity  rates  on  most  of  its  traffic  from  the  east  as  does  the 
Pacific  coast.  Practically  none  of  the  commodity  rates  is  graded. 
The  items  on  which  the  carload  commodity  rates  to  intermountain 
territory  are  the  same  as  to  the  coast  constitute  a  long  list,  including 
principally,  all  schedule-B  and  schedule-C  commodities.  It  is  only 
on  the  conmiodities,  in  carloads,  mainly  in  schedule  A,  and  shown  in 
Appendix  No.  1  hereto,  that  the  commodity  rates  are  graded.  Some 
typical  examples  of  the  grading  on  these  commodities  are  shown  in 
Appendix  No.  2.  It  will  be  noted  that  from  all  the  territories  of 
origin  the  differences -in  favor  of  intermountain  territory  range  from 
5  to  19  cents,  depending  upon  the  volume  of  the  rate.  In  each  in- 
stance the  difference  in  favor  of  intermountain  territory  is  the  same, 
or  substantially  the  same,  regardless  of  the  point  of  origin.  The 
differences  in  distance  in  favor  of  the  principal  points  in  intermoun- 
tain territory  range  from  250  to  800  miles.  All  intermountain  terri- 
tory is  treated  practically  as  a  unit,  and  generally  speaking  there  is 
no  further  grading  of  rates  except  accidentally,  where  rates  are 
made  independently  in  western  territory,  or  where  the  Mississippi 
Biver,  Chicago,  or  St.  Paul,  Minn.,  combinations  are  lower  than  the 
joint  through  rates.  In  other  words,  as  to  destination  points  the 
graded  rates  to  intermountain  territory  are  blanketed  east  for  sev- 
eral hundred  miles,  in  many  instances  to  points  in  Idaho,  Utah,  Mon- 
tana, Arizona,  and  New  Mexico,  until  they  meet  the  independently 
made  rates  in  western  territory  or  the  combination  rates  based  on 
Mississippi  River,  Chicago,  or  St  Paul.  (Generally  speaking,  there 
are  no  joint  all-rail  class  or  commodity  rates  from  official  or  southern 
classification  territories  to  the  west,  except  ^to  the  coast  and  to  the 
intermountain  blanket. 

There  is  evidence  of  record  respecting  competition  between  the 
coast  and  intermountain  territory,  offered  to  prove  that  the  rates  to 
the  latter  if  relatively  too  high  result  in  undue  prejudice.  There  are 
a  few  commodities,  such  as  ship  chandlery,  which  are  used  at  the 
coast  and  not  used  in  intermountain  territory,  but,  generally  speak- 
ing, intermountain  territory  and  the  coast  are  interested  in  the  same 
commodities.  The  fact  that  any  improper  rate  relationship  that 
might  exist,  would  result  in  prejudice  to  intermountain  territory  is 
clear.  Defendants  and  certain  shipping  interests  that  would  be 
adversely  affected  by  a  change  in  rates  contend  that  complainant^s 
evidence  on  this  point  is  too  meager.  However,  thriving  commimi- 
ties,  all  in  the  same  general  section  of  the  country,  striving  for  popu- 
lation, industry,  and  business  grov^h,  may  not  need  elaborate  evi- 
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(ience  to  show  that  they  are  entitled  to  relief  if  the  rates  an  not 
properly  related. 

We  have  seen  that  the  present  system  of  commodity  rates  is  the 
outgrowth  of  water  competition  to  the  coast  and  the  absence  of  sach 
competition  at  the  intermediate  points.  Complainant  asks  an  adjust- 
ment which  entirely  disregards  water  competition  and  which  is  based 
solely  on  distance  and  other  transportation  conditions.  For  years 
tlie  efforts  of  the  carriers  have  been  to  confine  the  large  list  of  trans- 
continental commodity  rates  to  Pacific  coast  traffic,  and  generally  it 
has  been  only  because  of  the  long-and-short-haul  provision  that  the 
rates  were  extended  to  intermediate  points.  Complainant  seeks  to 
have  this  list  reflected  farther  into  the  interior,  and  the  rates  to  the 
interior  put  on  a  basis  lower  than  to  the  coast,  and  to  this  end  con- 
tends that  the  present  rates  to  the  coast,  subject  to  some  increases  on 
schedule-C  commodities,  should  be  accepted  as  reasonable  and  that 
they  should  be  graded  down  for  application  to  intermountain  terri- 
tory, which  method  of  readjustment,  as  we  shall  see,  was  proposed 
by  the  coast  committee* 

The  Pacific  coast  interests  urge  that  the  rates  to  the  coast  should 
not  be  graded  down  for  application  to  intermountain  territory,  con- 
tending  that  substantially  all  the  rates  now  reflect,  and  should  con- 
tinue to  reflect,  the  effects  of  water  competition.  They  contend  fur- 
ther that  while  they  can  protect  themselves  by  using  the  water  routes 
almost  exclusively,  the  rail  rates  should  be  held  down  in  order  to  pro- 
vide an  adequate  movement  of  loaded  cars  westbound  to  be  used  in 
the  shipment  of  Pacific  coast  products  eastbound ;  also  to  enable  the 
rail  carriers  to  secure  traffic  to  protect  their  revenues  and  maintain 
their  financial  standing  without  laying  burdens  on  other  traffic  to 
make  up  what  they  would  lose  by  withdrawing  in  large  part  from  the 
coast  business.  Although  during  the  war  period  coast-to-coast  water 
transportation  was  practically  nonexistent,  it  has  again  manifested 
itself.  The  water  rates  are  generally  low  as  compared  with  the  rail 
rates  and  considerable  traffic  is  moving  by  water.  At  the  time  of  the 
hearings  the  sailings  from  the  Atlantic  to  the  Pacific  ports  averaged 
about  two  p^  week.  It  is  predicted  that  withui  a  year  or  so  the 
steamships  will  be  moving  a  large  tonnage,  comparable  with  that 
handled  prior  to  the  war,  and  making  serious  inroads  upon  the  reve- 
nues of  the  transc(Mitinental  carriers  unless  it  should  happen  that  the 
latter  are  then  moving  all  the  traffic  they  can  profitably  handle.  The 
increases  authorized  in  Increased  Rates^  1920^  aupra^  will  tend  further 
to  divert  traffic  to  the  water  lines  unless  they  raise  their  rates  to 
about  the  same  extent.  The  rail  carriers,  as  soon  as  they  begin  to  feel 
or  fear  the  effects  of  the  water  competition,  may  again  petition  us  for 
fourth  section  relief  to  meet  the  situation,  and  with  that  as  a  premise 
the  coast  cities  ask  us  to  consider  whether  it  is  desirable  to  readjust 
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the  rates  at  this  time  and  again  hiter.  They  suggest  that  the  present 
structure  or  any  structures  of  the  kinds  proposed  in  this  case  will  be 
nndermined  by  the  ocean  rates,  and  require  radical  revision,  and  that 
a  readjustment  in  the  interim  will  only  mean  two  rate  disturbances 
instead  of  one. 

Complainant  answers  the  Pacific  coast  interests  by  saying  that 
although  there  is  coast-to-coast  water  transportation  there  is  no  real 
competition;  that  on  the  part  of  the  rail  lines  there  is  not  that 
^  striving  for  something  which  another  is  actively  seeking  and  wish- 
ing to  gain,"  which  is  the  Supreme  Court's  definition  of  competition. 
United  States  v.  Union  Pacific  R.  R.  Co.,  226  TJ.  8.,  61,  87.  They 
contend  that  there  is  now  and  for  an  indefinite  future  period  is  likely 
to  be  sufficient  traffic  for  both  the  water  lines  and  the  rail  lines  and 
that  there  exists  no  necessity  for  the  rail  carriers  trjdng  to  keep  traffic 
away  from  the  water  lines  so  long  as  the  former  are  receiving  all 
they  can  efficiently  and  profitably  handle. 

The  Pacific  coast  interests  contend  that  if  we  should  find  a  revision 
warranted  we  should  fix  reasonable  rates  to  the  intermediate  points 
without  tying  them  to  the  rates  to  the  coast,  so  that  when  it  becomes 
advisable  to  reduce  the  rates  to  the  coast  to  meet  water  competition 
that  could  be  done  without  involving  the  intermediate  points.  They 
suggest  that  if  the  rates  to  intermediate  points  are  at  that  time 
reasonable,  and  if  the  rates  to  the  coast  are  made  no  lower  than 
water  competition  requires  and  are  ^treasonably  compensatory  for 
the  service  performed,"  no  undue  prejudice  will  then  be  caused  by 
the  intermediate  rates,  and  the  intermountain  interests  can  have  no 
cause  for  complaint  under  the  law. 

Defendants  support  the  coast  interests'  principal  contention  and 
ask  that  the  complaint  be  dismissed.  They  submitted  a  plan  of 
revision  only  because  they  were  requested  to  do  so. 

Defendants  suggest  that  complainant,  in  supporting  the  coast 
committee  plan,  is  asking  severe  reductions  in  rates  without  showing 
that  the  existing  rates  are  unreasonable.  It  is  true,  as  a  technical 
matter,  that  the  complaint  raises  mainly  a  question  of  relationship, 
but  broadly  speaking  the  case  as  a  whole  involves  the  question  of 
what  would  be  a  reasonable  and  nondiscriminatory  adjustment  of 
rates. 

Defendants  say  that  the  evidence  respecting  the  reasonableness  of 
the  present  rates  is  so  meager  that  the  record  affords  no  ground  for 
reducing  any  of  them,  and  that  there  is  no  good  reason  for  seriously 
considering  the  proposed  plans  of  readjustment.  Complainant  urges 
a  broader  view,  namely,  that  the  coast  committee  plan  largely  recom- 
mends  itself  as  a  reasonable  one  and  therefore  proves  that  the  present 
adjustment  is  unreasonable.  Complainant  also  contends  that  the  rates 
to  the  coast  during  past  periods  of  water  competition  must  have  been 
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compensatory;  that  ihej  were  increased  after  water  competition 
ceased;  that  complainant  is  now  willing  that  they  be  further  in- 
creased, particularly  so  far  as  scheduIe-C  commodities  are  con- 
cerned, before  being  used  as  a  basis  for  rates  to  intermountain  ter- 
ritory ;  that  if  the  base  rates  to  the  coast  are  reasonable,  reasonable 
rates  to  intermountain  territory,  for  hauls  several  hundred  miles 
shorter,  should  be  appreciably  lower,  just  as  the  rates  from  Buffalo, 
N.  Y.,  and  Pittsburgh  to  the  Pacific  coast  and  intermountain  terri- 
tory are  lower  than  from  the  Atlantic  ports;  and  that  through  rates 
from  the  east  to  intermountain  territory,  as  high  as  the  combinations 
on  the  Mississippi  Eiver,  Chicago,  or  St.  Paul,  must  fall  of  their  own 
weight  if  they  do  not  grade  by  reasonable  progression  into  the  rates 
to  l^e  coast. 

We  shall  now  consider  briefly  the  several  plans  of  rate  revision 
that  have  been  proposed. 

THE  COAST  COMMITTEE  PLAN. 

The  coast  committee  plan  assumes  the  nonexistence  of  rail  and 
water  competition  for  transcontinental  traffic,  the  rates  proposed 
being  based  on  distance  and  other  transportation  conditions.     The 
present  eastern  groups  are  retained,  but  the  intermountain  blanket 
is  broken  up.    All  the  rates  are  based  on  a  first-class  rate  of  $4  from 
the  Atlantic  seaboard  to  the  Pacific  coast.    The  various  first-class 
rates  proposed  are  shown  in  detail  in  Appendix  No.  3.    The  class 
rates  are  considerably  lower  than  those  now  in  effect,  but  the  more 
important  movements  are  on  commodity  rates.    All  less-than-carload 
commodity  rates  are  to  be  canceled,  resulting  in  substantial  increases. 
Some  of  the  present  and  proposed  less-than-carload  rates  are  shown 
in  Appendix  No.  4.    Any  carload  commodity  rates  which  are  equal 
to  or  higher  than  class  rates  are  to  be  canceled.     Schedule-A  and 
some  of  schedule-B  commodities  have  been  the  least  subject  to  water 
competition.    The  plan,  generally  speaking,  assumes  that  the  rates 
on  these  commodities  to  the  coast  are  reasonable,  and  proposes  that 
they  be  graded  down  for  application  to  intermediate  territory,  based 
on  the  relation  of  first-class  rates.    For  instance,  if  the  first-class  rate 
from  New  York  to  Spokane  is  94  per  cent  of  the  first-class  rate  to 
the  coast,  the  commodity  rates  to  Spokane  are  to  be  94  per  cent  of  the 
commodity  rates  to  the  coast.    The  changes  proposed  in  schedule-A 
and  schedule-B  commodity  rates  are  principally  reductions  to  inter- 
mountain territory.    On  schedule-C  commodities  the  plan  contem- 
plates that  the  rates  to  the  coast  be  increased  somewhat  before  grading 
in  accordance  with  the  percentage  formula.    Examples  of  proposed 
commodity  rates  are  shown  in  Appendixes  Nos.  5,  6,  and  7.    Taking 
from  600  to  700  carload  shipments  which  moved  to  Salt  Lake  City 
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daring  the  first  seven  months  of  1919,  the  revenue  at  the  proposed 
rates  to  Salt  Lake  City  would  be  $522  per  car,  as  against  $633  per  car 
if  the  shipments  moved  to  San  Francisco  at  the  proposed  rates  to 
that  city,  the  difference  between  the  per  car  earnings  being  $111  for 
an  additional  haul  of  745  miles  through  a  desert  and  mountainous 
territory. 

To  show  that  the  present  commodity  rates  to  the  coast  are  reason- 
able and  that  they  should  be  graded  down  for  application  to  inter- 
mediate territory,  complainant  compares  the  average  earnings  on  the 
hypothetical  shipments  to  Sftn  Francisco  with  the  average  earnings 
on  all  freight,  of  the  various  lines  operating  west  of  Chicago.  When 
analyzed  there  is  little  difference  between  the  ton-mile  and  car-mile 
earnings  on  the  hypothetical  shipments  and  the  average  for  all 
traffic  on  the  lines  selected.  Complainant  also  points  out  that  since 
our  decision  in  TroMContinentai  Rates ^  supra^  decided  June  30, 1917, 
tiiere  have  been  increases  in  rates  to  the  coast  other  than  those  pro- 
vided in  general  order  No.  28.  The  increases  computed  by  com- 
plainant on  45  important  commodities  are  shown  below : 


From— 


Atlantip  seaboard  territory. . 
j^falo-PittKborgb  territory. 

CMcago  tciiltor  y 

Iflnissippi  River  territory . . 


Ranges  of 
increase. 


Percent, 

44  to  93 

83  to  83 

22  to  72 

fttoM 


Averages 
of  in- 
crease 


Percent. 
65 
63 
41 
37 


While  the  coast  committee  plan  does  not  specifically  cover  all 
the  points  of  de^ination  involved  in  the  complaint,  it  fixes  most 
of  the  important  rates.  One  of  the  few  criticisms  that  complainant 
makes  of  tins  plan  is  that  it  is  not  fair  to  Idaho.  As  shown  by  Ap- 
pendix No.  8,  practically  the  same  rates  are  proposed  from  eastern 
points  to  Boise,  Idaho,  as  to  Spokane;  Beno,  Nev.;  and  Phoenix, 
Ariz.,  the  difference  in  distance  in  favor  of  Boise  being  about  100 
miles.  Complainant  contends,  however,  that  the  distance  to  Boise 
riumld  be  compared  with  that  to  Spokane  alone,  in  which  event  the 
difference  would  be  several  hundred  miles.  At  present  Boise  takes 
Spokane  rates  from  points  east  of  Chicago. 

Defendants  vigorously  oppose  the  grading  of  the  rates  back  from 
the  coast,  resulting  in  reductions  in  many  rates  fixed  or  approved  by 
us  in  previous  cases.  If  the  rates  to  an  interior  point  like  Salt  Lake 
City  were  taken  as  a  base  and  graded  up  to  the  coast  there  would 
be  no  such  reductions.  They  point  out  that  the  proposed  rate  of  $4 
from  New  York  to  the  coast  is  62.6  cents  below  the  present  rate.  In 
Railroad  CommiaHon  of  Nevada  v.  S.  P.  Co.,  19  I.  C.  C,  238,  we 
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fixed  $3.50  as  a  reasonable  first-class  rate  from  New  Tork  to  Reno. 
With  the  26  per  cent  increase  this  rate  became  $4,876,  or  87.5  cMite 
more  than  the  rate  here  proposed  to  the  coast,  the  additional  dirtance 
being  244  miles,  involving  transportation  over  the  Sierra  Nevadas. 
There  would  also  be  severe  reductions  in  rates  to  intermediate  points. 
In  43  instances  the  commodity  rates  from  New  York  to  Salt  Lake 
City  would  be  less  than  the  present  rates  to  Denver,  Colo.  The  plan 
would  indirectly  result  in  reductions  to  certain  points  in  the  middle 
west,  especially  to  Denver,  Missouri  River  points,  and  other  points 
now  taking  combination  rates  based  on  the  Mississippi  River,  Chi- 
cago, or  St.  Paul.  Denver  has  intervened  and  is  asking  that  it  be 
given  the  same  percentage  reductions  as  Salt  Lake  City.  Any  re- 
duction in  rates  to  Denver  would  doubtless  entail  reductions  to  in- 
termediate territories. 

Defendants  oppose  a  definite  rdationship  between  commodity  and 
class  rates,  which  would  result  in  the  publication  of  commodity  rates 
on  the  same  articles  to  intermountain  territory  as  to  the  coast.  Al- 
though complainant  assumes  the  nonexistence  of  water  oompetition 
it  adopts  substantially  the  present  list  of  commodity  rates  to  the 
coast,  many  of  which  would  never  have  existed  but  for  water  com- 
petition. Extension  of  this  list  to  intermountain  territory  would 
result  in  many  new  commodity  rates  to  points  in  the  middle  west 
At  present  there  are  666  commodity  rates  from  St.  Louis,  Mo.,  to 
the  coast,  while  there  are  only  428  conmiodity  rates  to  Salt  Lake 
City,  265  to  Denver,  and  126  to  Kansas  City,  Mo. 

The  coast  conmiittee  plan  was  proposed  during  federal  control 
It  is  impossible  to  say  what  effect  its  adoption  would  have  on  the 
revenues  of  individual  lines.  The  reductions  in  class  rates  would  be 
in  part  compensated  by  the  cancellation  of  less-than-carioad  com- 
modity rates,  but  the  reductions  in  carload  conmiodity  rates  to  inter- 
mediate territory  would  not  be  offset  by  the  increases  proposed  on 
certain  commodities  to  the  coast,  especially  as  the  movement  to 
intermountain  territory  is  heavier  than  to  the  coast.  However,  com- 
plainant is  willing  to  have  the  rates  proposed  by  the  coast  committee 
increased  if  necessary.  It  is  the  principle  of  the  plan  rather  than  the 
exact  rates  proposed  that  complainant  desires  to  have  established. 

THE  UTAH  PLAN. 

The  Utah  plan  results  in  substantially  the  same  rates  as  the  coast 
conmiittee  plan,  except  for  minor  differences  in  the  rates  to  inter- 
mountain territory.  The  Utah  interests  take  as  a  base  the  coast  com- 
mittee first-class  rate  of  $&JStO  from  Omaha,  Kebr.,  to  San  Francisco 
and  apply  it  from  Chicago  to  Reno  and  from  Pittsburgh  to  S^t 
Lake  City  for  substantially  equal  distances,  considering  that  trans* 
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portation  conditions  in  the  far  west  are  less  favorable  than  in  the 
east.  Similarly  the  rate  proposed  by  them  from  Pittsburgh  to  Beno 
is  equal  to  the  rate  from  Chicago  to  San  Francisco.  Eates  from  and 
to  various  other  points  are  computed  in  a  similar  manner.  The 
same  rates  are  proposed  to  Phoenix,  Spokane,  and  Beno,  while  those 
to  Montana  common  points  and  Globe,  N.  Mex.,  are  the  same  as  to 
Salt  Lake  City.  The  proposed  rate  from  Omaha  to  Salt  Lake  City 
is  80  per  cent  of  the  rate  from  Chicago  to  that  destination.  This 
percentage  relationship  is  in  harmony  with  our  decision  in  Com- 
mercial  Glah,  Salt  Lake  City,  v.  A.,  T.  db  S.  F.  Ry.  Co.,  19  I.  C.  C, 
218.  The  present  rates  from  Chicago  to  Salt  Lake  City  also  divide 
80  per  cent  west  of  Omaha.  The  commodity  rates  would  be  con- 
trolled by  the  class  rates  in  the  same  manner  as  in  the  coast  com- 
mittee plan. 

THE  n>AHO  PLAN. 

The  Idaho  interests  propose  a  mathematical  plan.  They  take  the 
coast  conmiittee's  first-class  rate  of  $4  from  the  Atlantic  to  the 
Pacific  coast  and  $1.90  from  Denver  to  Salt  Lake  City  and  with  these 
rates  as  known  quantities  project  a  curve  which  indicates  the 
rates  for  any  desired  distance.  The  plan  results  in  a  decreasing  rate 
of  progression,  with  the  minimum  spread  between  groups  at  the 
greatest  distance.  It  has  the  advantage  of  grading  rates  in  closer 
relation  to  distance  but  can  not  be  adopted  as  a  practical  plan  of  rate 
making. 

THE  CABRIERS'  PIAN. 

The  carriers  contend  that  the  present  rates  are  not  unduly  preju- 
diciaL  Therefore,  the  plan  submitted  by  them  is  presented  for 
adoption  only  in  the  event  that  the  present  rates  are  found  unlawful. 
The  plan  presents  certain  questions  not  within  the  issues  raised  by 
the  complaint,  but  it  was  submitted  responsive  to  request  from  the 
examiner  and  was  the  subject  of  evidence  at  the  hearixigs. 

The  plan  is  based  on  the  present  first-class  rates  from  Missouri 
Biver,  Mississippi  Biver,  Chicago,  Cincinnati,  Ohio,  Pittsburgh,  and 
New  York  to  Salt  Lake  City  and  on  the  present  first-class  rate  from 
Chicago  to  the  coast.  The  rates  to  Salt  Lake  City  from  the  first  three 
territories  mentioned  are  those  approved  in  Class  and  Corrmu>dity 
Rates  to  Salt  Lake  City,  32  I.  C.  C,  551,  increased  under  general 
order  No.  28.  The  rates  to  Spokane,  Beno,  and  Phoenix  from  Chi- 
cago, Mississippi  Biver,  and  Missouri  Biver  are  made  by  adding  to 
the  Salt  Lake  City  rates  one-half  of  the  difference  between  the  rates 
to  Salt  Lake  City  and  those  to  the  coast.  The  Chicago  rate  to  the 
coast  is  graded  down  to  obtain  rates  from  the  Mississippi  and  Mis- 
souri rivers,  resulting  in  some  reductions.  On  traffic  to  the  coast  and 
intermoontain  territory  the  following  differentials  over  Chicago  are 
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proposed:  From  Cincinnati  25  cents;  from  Pittsburgh  40  cents;  &nd 
from  New  York  65  cents.    The  present  differentials  to  the  coast  are 
12.5  cents,  25  cents,  and  37.5  cents,  respectively.    The  carriers  point 
out  that  the  present  differential  New  York  over  Chicago  on  traffie 
to  Salt  Lake  City  is  $1.09,  and  that  the  65*eent  differential  proposed 
is  not  much  more  than  one-half  of  the  first-class  rate  from  New  York 
to  Chicago.    In  RaHroad  Commiaaion  of  Nevada  v.  S.  P.  Co.j  19 
I.  C.  C,  238,  the  first-class  rates  prescribed  from  Cincinnati,  Pitts- 
burgh, and  New  York  to  Reno  were  15  cents,  30  cents,  and  60  cents, 
respectively,  higher  than  the  first-class  rate  prescribed  from  Chicago. 
We  fixed  like  rates  to  Phoenix  in  Maricopa  County  Ootnmercidl  Club 
V.  S.  F.,  P.  cfe  P.  Ry.  Co.,  19  I.  C.  C,  257.    All  of  these  rates  were 
increased  under  general  order  No.  28.    Except  for  some  minor  re* 
ductions  from  the  middle  west  the  proposed  class  rates  are  consider- 
ably higher  than  the  present  rates.    The  present  first-class  rates  from 
New  York  to  the  coast  and  to  Spokane  would  each  be  increased  27.5 
cents.    The  present  and  proposed  rates  are  shown  in  greater  detail 
in  Appendix  No.  8. 

At  present  there  are  joint  class  rates  from  the  southeast  to  the 
coast  and  to  intermountain  territory  relatively  the  same  as  those 
applying  from  official  classification  territory.  However,  prior  to 
federal  control  all  the  class  rates  were  based  on  the  local  rates  to 
and  beyond  the  Ohio  and  Mississippi  river  crossings.  The  carriers 
are  willing  to  continue  joint  rates  to  California  points,  but  suggest 
the  cancellation  of  joint  rates  to  the  north  coast  because  the  hauls 
to  the  north  coast  are  considerably  longer  from  the  southeast  than 
from  official  classification  territory  and  because  the  joint  rates  to  the 
north  coast  will  have  the  effect  of  reducing  rates  to  Montana  and 
North  Dakota,  where  combination  rates  are  now  applicable.  The 
increases  proposed  are  substantial. 

The  rates  from  points  east  of  Chicago  to  points  west  of  El  Paso, 
Tex.,  and  east  of  Phoenix  are  based  on  the  Mississippi  River  or  El 
Paso  combination  with  rates  to  Phoenix  as  maxima,  and  with  the 
further  provision  that  via  Ohio  River  and  lower  Mississippi  River 
crossings  and  from  seaboard  territory  via  steamship  and  Gulf  the 
lowest  Mississippi  River  combinations  are  to  be  applied  as  maxima. 
On  traffic  to  the  California  coast  groups  G  and  H  are  to  be  eliminated 
and  group-F  •  rates  are  to  apply  therefrom,  except  that  group- J  terri- 
tory is  to  be  extended  to  the  Colorado-Kansas  and  Colorado-Nebraska 
state  lines,  with  the  provision,  however,  that  the  few  points  in 

*  Group  F  embraces  a  narrow  strip  of  territory  closely  adjacent  to  and  infludlng  th« 
Missouri  River  and  the  line  of  the  Kansas  City  Southern  from  Kansas  City  to  the  Oulf  of 
Mexico.  Group  0  embraces  the  states  of  Kansas  and  Nebraska  and  also  a  narrow  tMp 
on  the  eastern  border  of  the  state  of  Colorado,  not  including  the  so-called  Colorado 
common  points.  Group  H  includes  most  of  the  states  of  Oklahoma  and  Texas.  Oroop 
J,  generally  speaking,  embraces  the  eastern  portion  of  Colorado  ezeept  tbe  narrov  ita$ 
included  in  group  Q. 
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Nebraska  which  are  located  on  the  Union  Pacific  northwest  of  Jules- 
burg,  C!olo.,  are  to  be  included  in  group  J.  The  present  rates  from 
Texas  to  the  north  coast  and  to  Spokane  are  the  same  as  those  from 
Chicago,  the  rates  from  both  territories  of  origin  to  Spokane  being 
lower  than  to  the  north  coast.  The  proposed  rates  from  Texas  to 
the  coast  and  to  Spokane  are  the  same,  the  distance  being  about  the 
same.  It  is  asserted  that  the  rates  from  Chicago  to  Spokane  are 
depressed  to  meet  the  Stw  Paul  combinations. 

Defendants  failed  to  submit  a  complete  plan  as  to  commodity 
rates,  but  set  out  specifically  a  few  items  which  they  consider  typical. 
Their  intention  was  to  submit  a  final  proposal  when  the  principles 
involved  are  passed  upon.  They  propose  to  cancel  all  less-than- 
carload  conmiodity  rates,  urging  that  the  present  commodity  rates 
are  imneeessary.  Practically  all  of  them  are  due  to  water  com- 
petition. There  are  less-than-carload  commodity  rates  to  other 
points  in  western  territory,  but  they  are  limited  in  number.  These 
commodity  rates  are  generally  the  same  to  intermountain  territory 
as  to  the  coast.  Their  cancellation  would  result  in  increases  ranging 
from  30  to  100  per  cent,  assuming  that  the  proposed  class  rates  were 
established.  In  Transcontinental  Commodity  Rates^  supra^  the 
carriers  proposed  to  cancel  these  less-than-carload  commodity  rates. 
The  question  was  discussed  at  pages  87  and  88  of  the  report,  and  the 
cancellation  was  not  permitted. 

The  carriers  also  propose  the  cancellation  of  carload  commodity 
rates  on  high-grade  traffic,  of  which  drugs,  medicines,  and  chemicals, 
automobiles,  rubber  tires,  and  musical  instruments  are  said  to  be 
l^rpical.  They  show  that  in  other  sections  of  tiie  country  the  ar- 
ticles named  move  on  class  rates.  It  is  conceded  for  defendants 
that  some  of  the  articles  in  the  list  should  be  accorded  commodity 
rates.  The  proposed  cancellation  would  result  in  substantial  in- 
creases. On  many  of  the  articles  referred  to  commodity  rates  were 
prescribed  by  us.  City  of  Spokane  v.  N.  P.  Ry.  Co.^  19  I.  C.  C,  162, 
pages  180  to  217. 

It  is  proposed  that  commodity  rates  on  agricultural  and  hand  im- 
plements, bags,  and  iron  and  brass  beds  be  graded  between  Salt 
Lake  City  and  the  coast  in  a  ^^  normal  way  ^ ;  that  rates  on  agricul- 
tural implement  parts,  ammunition,  canned  goods,  bar  iron  and  steel, 
iron  and  steel  castings,  fruit  jars,  and  certain  other  commodities  be 
graded  only  slightly,  the  grading  to  depend  upon  and  differ  with  the 
commercial  and  competitive  conditions  that  are  to  be  met.  There 
are  no  commodity  rates  on  these  articles  to  Salt  Lake  City  which  are 
not  reflections  of  the  coast  rates.  The  rates  to  the  coast  were  made 
either  with  regard  to  water  competition  or  in  view  of  local  pro- 
duction.   Specific  rates  on  certain  of  these  commodities  are  i^own 
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in  Appendix  No.  9.  It  is  not  proposed  to  grade  the  rates  on  com- 
modities such  as  poultry  food,  stoc^  food,  silica  sand,  and  salt.  In 
other  words,  no  change  is  proposed  in  the  present  level  of  these  rates 
which,  it  is  said,  is  very  low. 

In  determining  commodity  rates  from  points  east  of  Chicago  the 
carriers  have  taken  the  rates  from  Chicago  as  a  base,  adding  there- 
to the  same  differentials  for  the  haul  from  points  farther  east  as 
were  proposed  in  connection  with  the  class  rates  which  would  apply 
in  the  absence  of  commodity  rates.    The  proposed  commodity  rates 
are,  therefore,  controlled  by  the  class  rates,  although  defendants  ob- 
jected to  that  feature  of  the  coast  committee  plan.    The  western 
carriers  believe  it  unnecessary  to  carry  the  same  commodity  rates  to 
the  north  coast  from  the  southeast  as  from  official  dassificSption  ter- 
ritory.  The  southern  lines,  or  at  least  some  of  them,  are  not  in  favor 
of  the  cancellation  of  joint  rates  from  their  territory.    They  desire 
through  rates  in  line  with  those  from  official  classification  territory. 
There  apparently  is  some  controversy  as  to  divisions. 

It  is  proposed  to  eliminate  all  carload  commodity  rates  to  Salt 
Lake  City  which  are  due  solely  to  coast  rates  based  on  water  com- 
petition or  other  special  circumstances.  In  other  words.  Salt  IjakB 
City  would  receive  commodity  rates  only  when  conmiercial  or  trans- 
portation conditions  that  affect  Salt  Lake  City  traffic  were  deemed 
such  as  to  justify  them.  The  carriers  would  continue  combination 
rates  from  official  classification  territory  to  far  western  points  where 
they  now  exist.  In  Boston  Chamber  of  Gom/merce  v.  A.^  T.  db  S.  F. 
Ry.  Co.^  28  I.  C.  C,  230,  we  refused  to  require  the  establishm^it  of 
joint  class  rates  from  the  east  to  Colorado  and  Utah  common  points. 

Defendants  concede  that  the  adoption  of  their  plan  would  mean 
a  large  increase  in  revenue. 

The  evidence  in  opposition  to  the  carriers'  plan  deals  principally 
with  the  amounts  of  the  increases  and  the  possible  effect  of  the  rates 
upon  business  and  commercial  conditions.  Extensive  evidence  was 
offered  to  show  that  the  present  rates  on  several  commodities,  espe- 
cially automobiles,  rubber  tires,  and  chewing  gum,  are  reasonable,  and 
the  proposed  rates  would  be  unreasonable. 

Shippers  at  Boston,  Mass.,  New  York,  Philadelphia,  Pa.,  Bich- 
mond,  Va.,  and  various  other  points  in  seaboard  territory,  oppose 
the  radical  increase  proposed  and  seek  a  continuance  of  the  present 
rates  and  the  rate  relationships  that  exist  between  the  seaboard 
territory  and  other  territories.  It  is  becoming  increasingly  diffi- 
cult for  industrial  interests  in  die  east  to  do  business  on  the  Pacific 
coast  in  competition  with  industries  in  tiie  middle  and  far  west 
The  rate  situation  is  having  a  tendency  to  compel  the  eastern  indus- 
tries to  erect  manufacturing  plants  and  branch  houses  in  the  coast 
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states.  While  this  trend  is  naturally  objectionable  to  the  estab- 
lished eastern  manufacturers,  the  building  up  of  the  west  as  a 
manufacturing  and  primary  distributing  territory  is  not  undesirable 
from  the  standpoint  of  public  interest.  We  have  little,  if  any 
power,  and  no  inclination,  to  adjust  rates  for  the  purpose  of  retard- 
ing or  promoting  progress  and  development  of  a  particular  section, 
but  aside  from  any  economic  considerations,  if  water  competition  is 
to  be  disregarded,  there  is  much  to  be  said  in  favor  of  increasing  the 
difierentials  against  central  freight  association,  eastern  tnmk  line, 
and  New  England  territories.  Traffic  and  transportation  conditions 
i^ould  furnish  justification  for  increasing  the  differentials. 

Duluth,  Minneapolis,  and  St.  Paul  give  their  unqualified  approval 
to  the  carriers'  proposal,  notwithstanding  the  severe  increase  that 
^would  be  entailed,  because  it  would  increase  the  disadvantages  under 
wliich  their  eastern  competitors  are  now  laboring  in  shipping  to  the 
far  west.  Kansas  City,  St.  Louis,  and  Indianapolis,  Ind.,  would  re- 
ceive somewhat  the  same  advantages  over  eastern  competitors  as 
would  Duluth,  Minneapolis,  and  St.  Paul,  but  they  vigorously  op- 
pose the  proposal,  because  of  the  increased  rates  that  they  woidd  be 
charged.  Rochester,  N.  Y.,  in  seaboard  territory,  69  miles  east  of 
Buffalo,  N.  Y.,  protests  the  proposed  increased  differentials  for  sea- 
board territory  over  Buffalo-Pittsburgh  territory,  and  asks  that 
Bochester  be'  taken  out  of  the  seaboard  territory,  if  the  carriers'  pro- 
posal is  adopted,  and  be  given  rates  which  will  reflect  its  proximity 
to  Buffalo.  Des  Moines,  Iowa,  objects  to  being  continued  in  the 
Mississippi  River  territory,  and  asks  that  it  be  given  rates  that  more 
nearly  represent  its  location.  Shippers  at  points  in  the  southeast 
oppose  the  cancellation  of  their  class  and  commodity  rates  to  the 
north  coast. 

The  Whitaker-Glessner  Company,  engaged  in  the  manufacture 
of  black  and  galvanized  sheets,  range  boilers,  and  various  other  ar- 
ticles of  iron  and  steel,  at  Portsmouth,  Ohio,  in  Pittsburgh  territory, 
107  miles  east  of  Cincinnati,  protests  the  proposed  increased  differ- 
ential over  Chicago  territory  and  asks  that  it  be  accorded  a  rate  less 
than  the  Pittsburgh  rate  and  one  that  will  reflect  its  closer  proximity 
to  Chicago.  . 

The  Cambria  Steel  Company  at  Johnstown,  Pa.,  in  seaboard  terri- 
tory, 75  miles  east  of  Pittsburgh,  protests  the  proposed  increased 
differentials  for  seaboard  territory  over  the  Buffalo-Pittsburgh  terri- 
tory, and  asks  that  Johnstown  be  accorded  the  same  differentials 
over  Pittsburgh  on  iron  and  steel  to  the  coast  and  intermountain  ter- 
ritory as  apply  to  practically  all  other  western  points.  The  carriers 
offered  no  evidence  on  this  point.  No  reason  appears  why  the  same 
differentials  should  not  apply  as  on  traffic  to  the  west  in  general, 
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but  no  order  can  be  entered  as  the  matter  is  not  within  the  scope 
of  this  proceeding. 

The  cancellation  of  less-than-carload  commodity  rates  is  highly  ob- 
jectionable to  many  shippers,  especially  if  the  proposed  increased 
class  rates  are  approved.  The  proposal  to  increase  carload  com- 
modity rates  is  strongly  opposed  by  the  shippers  which  are  inter- 
ested in  the  conmiodities  affected.  Shippers  of  automobiles,  rubber 
tires,  chewing  gum,  drugs  and  medicines,  etc.,  protest  the  proposal 
to  cancel  their  carload  and  less-than-carload  commodity  rates  and 
to  apply  the  substantially  increased  class  rates  instead. 

CONCLUSIONS. 

Complainant's  allegations  with  respect  to  the  propriety  of  the 
present  commodity  rates  have  not  been  sustained.    Speaking  of  these 
rates,  as  a  whole,  no  undue  prejudice  to  intermountain  territory 
appears,  and  we  can  not  say  that  the  rates  should  be  graded.    Con- 
ditions warrant  the  carriers,  in  their  discretion,  in  continuing  the 
present  blanket  adjustment  on  many  and  perhaps  most  of  the  com- 
modities that  move  in  considerable  volume.    The  ships  that  now  ply 
between  the  Atlantic  and  Pacific  ports  are  not  nearly  so  numerous 
and  the  tonnage  now  moving  is  not  nearly  so  heavy  as  during  the 
period  that  followed  the  opening  of  the  canal  and  preceded  our  entry 
into  the  war,  but  it  is,  nevertheless,  certain  that  there  is  now  sufficient 
transportation  by  water  and  ample  indication  that  it  will  farther 
develop  and  increase,  to  warrant  the  belief  that  within  a  compara- 
tively short  time  it  will  reach  a  point  where  it  will  be  felt  in  a  serious 
loss  of  tonnage  by  the  rail  lines  unless  they  have  available  appro- 
priate measures  to  meet  the  situation.    There  is  not  that  strife  and 
rivalry  that  formerly  characterized  the  coexistence  of  these  two 
modes  of  transportation  to  and  from  the  Pacific  coast,  but  as  between 
these  separate  sets  of  carriers  there  is  that  natural  and  well-grounded 
fear  of  each  other's  ascendency  and  power,  sufficient,  especially  in 
Tiew  of  the  existing  movement  by  water,  to  warrant  a  finding  that 
there  is  actual  competition  at  the  present  time.    Energetic  business 
competitors  in  their  struggle  for  success  always  look  beyond  the 
present  and  are  justified  in  keeping  themselves  fortified  Ugainst  each 
other's  activities,  even  before  the  situation  becomes  serious.    It  is 
mainly  for  these  reasons  that  the  commodity  rates  have  been  held  to 
their  present  level  and  largely  for  these  reasons  that  the  carriers  are 
now  opposing  a  disturbance  pf  the  present  adjustment.    Moreover,  it 
was  for  these  reasons,  and  in  the  interest  of  rate  stability,  that  the 
suggestions  as  to  grading  made  in  our  report  in  Trtmscontinental 
Rates^  supra^  were  not  couched  in  more  positive  and  forceful  lan- 
guage.   There  is  less  reason  now  than  then  for  grading.    We  are 
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not  now  prepared  to  say  that  the  rail  carriers  can  well  be  put  in  a 
position  to  lose  or  to  risk  losing  a  considerable  portion  of  their 
present  and  prospective  traffic  to  and  from  the  coast  by  having  their 
rates  increased  in  order  that  there  may  be  a  differential  in  favor  of 
intermountain  territory.    An  increase  to  the  coast  would  be  neces- 
sary unless  we  found  the  present  rates  to  be  not  less  than  reasonable 
maxima.     On  this  record  we  can  not  say  that  this  is  so.    Moreover, 
rates   for  long  hauls,  particularly  on  low-grade  traffic,  are  often 
blanketed  over  extensive  territories,  and  even  if  the  rates  to  the  coast 
were  found  to  be  reasonable  maximum  rates  it  would  not  necessarily 
follow  that  all  of  them  should  be  graded.    In  view  of  the  special 
conditions  under  which  these  commodity  rates  were  established  and 
have  been  maintained,  we  can  not  fairly,  unless  we  find  them  to  be 
reasonable  maximum  rates,  spread  their  effects  farther  into  the 
interior.    It  is  understood,  of  course,  that  these  findings  apply  to 
the  general  rate  structure.    A  somewhat  different  conclusion  might 
be  reached  with  respect  to  a  specific  commodity  rate  constituting  an 
exception  to  the  general  adjustment.    The  fact  that  rates  from  certain 
interior  eastern  points  of  origin  to  the  Pacific  coast  are  lower  than 
from  the  Atlantic  seaboard  is  discussed  in  the  record  although  not 
definitely  brought  in  issue  by  the  pleadings.    This  grouping  of  eastern 
points  of  origin  applies  to  the  intei*mountain  territory  as  well  as  to 
the  Pacific  coast  terminals.    The  grouping  is  not  a  source  of  injury 
to  complainant.    It  reflects  an  adjustment  of  long  standing  and  no 
opinion  is  expressed  as  to  the  propriety  or  impropriety  thereof. 

What  we  have  said  above  has  special  reference  to  perhaps  most 
of  the  items  in  schedule  C.  However,  there  are,  no  doubt,  some 
8chedule-C  items  and  a  number  of  schedule-B  items  as  to  which  it 
it  is  not  likely  that  there  will  be  any  important  competition  for  a 
considerable  period  and  on  which  it  may  not  be  worth  while  to  con- 
tinue the  present  rate  relationships.  Such  items  could  very  prop- 
erly be  singled  out  by  the  carriers  and  graded.  The  record  does  not 
enable  us  to  do  it.  Defendants  have  not  carried  out  the  grading 
process  to  the  extent  that  we  had  hoped.  The  examiner  suggested 
that  in  addition  to  the  foregoing  some  items  in  schedule  A  and 
sdiedule  B  might  well  be  put  on  the  class  basis.  In  Appendix  No. 
10  is  a  new  scale  of  class  rates  which  he  proposed  and  which,  on  the 
whole,  are  slightly  higher  than  those  proposed  by  the  coast  com- 
mittee, plus  33^  per  cent  He  proposed  that  if  this  scale  be  put  into 
effect  we  might  well  authorize  the  cancellation  of  less-than-carload 
commodity  rates;  also  of  carload  commodity  rates  on  various  lux- 
uries and  nonessentials,  in  fact  rates  on  high-grade  freight  in  gen- 
eral which  usually  moves  at  class  rates,  such  as  automobiles,  auto- 
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trucks  which  should  be  rated  second  class  in  western  classification 
territory  as  they  are  in  the  other  classification  territories;   rub- 
ber   tires    and    tubes;    rubber    clothing;    chewing   gum;    musical 
instruments;  talking  machines;  drugs,  medicines,  and  chemicals, 
excepting    heavy    and    low-grade    articles    such    as    epsom    salts 
and  so-called  industrial  chemicals;  and  a  number  of  other  com- 
modities.   He  thought  that  cancellation  of  these  commodity  rates 
would  not  be  attended  by  the  severe  increases  that  characterize 
the  carriers'  plan,  and  that  apparently  interested  shippers  should 
have  no  reasonable  grounds  for  objection,  particularly  in  view  of 
the  fact  that  the  present  commodity  rates  on  many  of  the  items  are 
attributable  to  policies  and  conditions  of  bygone  days,  or  exist  only 
because  of  former  water  competition  that  may  not  have  been  and 
perhaps  never  will  be  very  compelling. 

Methods  of  rate  making  based  upon  theories  that  are  no  longer 
tenable  or  upon  conditions  that  no  longer  exist  should  be  discarded. 
When  distances  are  relatively  great,  and  when  transfer  at  rate-break- 
ing points  is  not  attended  by  unusual  costs,  the  combination  basis, 
using  local  rates,  ordinarily  is  abnormal  and  unscientific  and  often 
discriminatory.   The  railroads  should  be  regarded  more  and  more  as 
one  national  system,  and  the  time  may  not  be  far  distant  when  we 
should  proceed  to  the  establishment  of  joint  through  class  and  com- 
modity rates,  lower  than  the  combinations  of  locals,  between  prac- 
tically all  points  in  the  country.    We  have  generally  recognized  that 
through  rates  should  be  less  than  the  combinations,  but  prompted 
chiefly  by  considerations  of  paramount  public  interest,  growing  out 
of  the  revenue  conditions  of  certain  carriers,  we  have  refrained  from 
and  even  declined  absolute  condemnation  of  combinations.    In  this 
connection  the  Boston  Chamher  of  Cominerce  Case^  supruy  may  be 
referred  to  as  an  example.    We  are  now  vested  with  specific  author- 
ity to  initiate  rates  that  will  protect  revenues,  and  where  carriers 
will  suflPer  depletion  of  revenue  by  reason  of  the  establishment  of 
new  joint  rates,  appropriate  measures  can  be  taken  for  their  pro- 
tection.   We  are  not,  however,  prepared,  in  view  of  all  the  circum- 
stances, to  now  require  the  joint  through  rates  here  prayed  for. 

Since  the  record  in  this  case  was  made  up  many  and  far-reaching 
changes  in  economic  and  transportation  conditions  have  occurred. 
Conditions  are  unsettled.  The  future  of  transportation  by  rail  and 
by  water  is  uncertain.  The  suggested  comprehensive  plans  for  read- 
justing all  of  the  rates  over  this  large  territory  and  the  evidence  sub- 
mitted for  and  against  each  plan  tread  far  outside  the  limits  of  the 
complaint.  We  deemed  it  advisable  to  hear  what  the  parties  desired 
to  submit  regarding  a  possible  readjustment  that  would  do  justice  to 
all.    We  have  discussed  some  of  those  matters  rather  fully  in  this 
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report.  The  record  and  the  discussion  should  be  helpful  in  paving 
the  way  for  a  final  settlement  of  this  vexed  situation.  The  extent  of 
the  territory  that  would  be  affected  by  a  readjustment  of  all  of 
these  rates  is  indicated  by  the  interests  for  which  appearances  are 
shown.  Their  interests  are  diverse  and  their  contentions  are  often 
diametrically  opposed.  These  questions  can  not  be  settled  justly 
by  accepting  the  views  of  those  on  either  extreme. 
The  complaint  will  be  dismissed. 

Sastman,  Commiasioner^  concurring: 

This  complaint  was  brought  at  a  time  when  war  conditions  had 
well-nigh  eliminated  service  by  water  between  the  Atlantic  and 
Pacific  coasts.  Within  the  past  few  months  the  situation  has  changed 
radically  in  this  respect,  and  under  present  circumstances  I  agree 
that  no  plan  for  graded  rates  which  has  been  proposed  in  this  pro- 
ceeding can  wisely  be  adopted.  I  think  it  also  a  sound  conclusion 
that  upon  the  present  record  and  in  view  of  the  changing  conditions 
no  adjustment  of  the  rates  to  intermountain  territory  can  well  be 
attempted. 

This  disposition  of  the  case,  however,  leaves  unaaiswered  various 
questions  which  must  eventually  be  faced.  If  water  competition 
justifies  rates  from  the  Atlantic  coast  to  the  Pacific  coast  no  higher 
than  to  intermountain  territory,  why  should  the  rates  from  inland 
points  like  Pittsburgh,  Cleveland,  and  Chicago  be  lower  to  the  Pacific 
coast  than  the  water-compelled  rates  from  the  Atlantic  ports?  In 
other  words,  why  should  the  rates  be  graded  at  the  eastern  end  and 
blanketed  at  the  western  ?  And  what  conditions  exist  at  these  eastern 
inland  points  which  compel  a  parity  of  rates  as  between  inter- 
mountain and  Pacific  coast  destinations  which  are  hundreds  of  miles 
apart? 

The  future  consideration  of  these  and  similar  questions  is  in  no 
way  foreclosed,  I  take  it,  by  the  dismissal  of  the  present  complaint. 

Commissioner  Esch  did  not  participate  in  the  disposition  of  this 
case.  . 
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APPENDIXES. 


Apggwun  No.  1. 
Items  on  tohioh  the  preeewt  carload  commodity  rates  are  gradedm 


Certain  agricultural  implements. 

Almninum  and  aluminmn  articles. 

Boxes  and  crates  and  box  and  crate 
material. 

Brass,  bronze,  and  copper  goods. 

Various  sorts  of  canned  goods. 

Carbon  black.  ' 

Oilskin  bats  and  clothing. 

Poultry  coops. 

Depilatory  (mixture  of  sodium  sul- 
phide and  quicklime). 

Cotton  thread  and  damhig  cotton. 

Electric  batteries. 

Incandescent  lamps. 

Certain  explosives. 

Ice-cream  freezers. 

Dried  fruits  and  vegetables,  such  as 
dates  and  figs. 

Church  and  theater  furniture. 

Plate  glass. 

Qlue. 

Heating  and  cooking  apparatus. 

Iron  tanks. 

Iron  stable  fittings. 

Iron  vault  furniture. 


Iron  prison  work. 

Iron  safes. 

PhosqfAiate  of  lima 

Fruit  Juices. 

Certain  forest  products. 

Malted  milk. 

Musical  instruments. 

Edible  nuts. 

Creosote. 

Certain  paper  and  paper  articles. 

Plumbers'    goods,    such    as    bathtubSy 

sinks,  etc. 
Pumps  and  graying  machines. 
Rubber  hats,  caps,  and  gloves. 
Self-heating  sadirons. 
Talking  machines  and  accessories. 
Pitch  and  tar. 
Tin  boxes,  pails,  and  cans. 
Rubber  tires  and  tubes. 
Lumber  and  warehouse  trucks. 
Trunk  slats. 

Baby  buggies  and  gocarts. 
Aluminum  wire,  rope,  and  cable. 
Wood  pulp. 
Plate  and  sheet  zinc. 


Appendix  No.  2. 

Statement  ahotoino  grading  or  differences  in  favor  of  intermountain  territory 

at  present  commodity  rates. 

[Batat  are  stated  in  cents  per  100  pounds.] 


Commodities. 


Certain  agricuittuml  implemsQts. . 


Osnned  goods. 


Csrtsln  tosst  prodnots. 


Rate  comparison. 


(To  Pactfle  coast 

j  To  intermountain  territory 

Difference  in  favor  o(  intennountain 
territory. 


fTo  Paolflc  coast , 

To  intermountain  territory 

Difference  in  favor  of  intermountain 
territory. 


t 


To  Pacific  coast , 

To  intermountahi  territory 

Difference  in  favor  o(  intermountain 
territory. 


Certain  explosives. 


(To  Pacific  coast 

1  To  intermountain  territory 

I    Difference  in  favor  of  intermountain 
I      territory. 


From 
Atlantic 
seaboard 
territory. 


CerOg, 
231.6 
219 
12L5 


194 
181.5 
12.5 


115 

UO 

5 


350 
331.5 
18.5 


From 

Chicago 

territory. 


Cenit, 
204 
19L5 
12.5 


189 
156.5 
12.5 


96 

90 

6 


325 
306.5 
18.5 


From 
Missoud 

River 
territory 


179 

leas 
as 


150 
137.5 

as 


7S 
5 


3(A5 

2S7.5 
19 
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AFFXNmx  Na  8. 

FHr9t<ila98  rates  proposed  by  the  coast  committee  compared  with  present  rates 

and  distances  as  used  hy  the  coast  committee, 

(Bates  are  stated  in  cents  per  100  poonda.] 


From— 


Qrdup  A  (Atlantic  sea- 
boBTd): 

Present  rates 

Proposed  rates 

Group    B    (Biiflalo>Pitt8- 

Presentrates 

PrmxBed  rates 

Offoap  C  (Cincinnati  •  De- 
troft): 

Presentrates 

Proposed  rates 

Group  I>  (Chicago): 

I^vsent  rat«s 

Proposed  rates 

Group      £      (Mississippi 
Biver): 

Presentrates 

Proposed  rates 


Group  P  (Missouri  River): 

Presentrates 

Proposed  rates......... 

Group  J  (Denver): 

Presentrates , 

Proposed  rates 


To  Pacific 
coast. 


Dist.» 


3,120 
8,120 


2,085 
2,085 


2,510 
2,510 

2,217 
2,217 


2,174 
2,174 

1,777 
1,777 

l,a04 
1,304 


To 
Spokane, 
Reno^and 
Phoenix. 


Rate.Di8t.> 


Otttts.  MOsK 
102.51  2,828 


400 


450 
880 


137.61 
S70 

^5 
850 


412.5 
340 

875 
320 

825 
280 


2,828 


2,380 
2,380 


2,134 
2,134 

1,835 
1,835 


1,030 
1,030 

1,437 
1,437 

1,265 
1,255 


Rate. 


Cents. 
437.6 
375 


400 
355 


38t6 
345 

382.61 
320 


350 
310 

3a  6 
285 

«300 
260 


ToBdse. 


Dlst. 


Rate. 


3iik8,  CefOi. 
2,720*  437.51 
2,720  875 


2,273 
2,273 


2,070 
2,070 

1,811 
1,811 


1,000  336 
1,600  300 


400 
356 


ZSLSi 
346 

351.6! 
320 


1,323 
1,323 

Oil 
Oil 


204 
286 

235 
226 


To 
Missoula. 


Bist. 


2,641 
2,541 


2,100 
2,100 


1,046 
1,045 

1,632 
1,632 

1,674 
1,074 

1,234 
1)234 

000 


Rate. 


Centt. 
437.61 
866 


400 
835 


To  Butte. 


Dist. 


2,420 
2,420 


1,070 
1,070 


381.6  1,825 
325      1,825 


344 
300 


844 
800 

•275 
266 

274 
280 


1,611 
1,511 


1,552 
1,552 

1,113 
1,113 

877 


Rate. 


Centt. 

430 

345 


400 
325 


88L5I 
310 

331.6 
285 


331.5 
285 

262.5 
245 

212.51 
210 


To  Salt 
Lake  City. 


Dist. 


MUet, 

2,431 
2,431 


1,000 
1,000 


1,746 
1,746 

1,522 
1,522 


1,407 
1,407 

1.027 
1,027 

014 
614 


Rate. 


Centt. 

425 

846 


406 
826 


376.6 
310 

33L6 
286 


800 

270 

250 
236 

102.6 
100 


*  Distance  to  Portland, 
t  Distance  to  Spokane. 

*  From  St.  Patu  and  Sioux  City,  82.76;  from  Kansas  Otj,  Omaha,  and  St.  Joseph,  82.84. 

*  To  Beno  and  Phoenix,  82.025. 

Appendix  No.  4. 

Statement  from  complainant*s  exhibit  to  show  present  less-than-oarload  com- 
modity rates  on  representative  commodities,  compared  uHth  class  rates  pro- 
posed  by  tfie  coast  committee,  western  classiftcation  ratings  being  shown, 

[Bates  are  itated  in  cents  per  100  pounds.] 


O>mmodit7. 


Blowers  and  drills  (second  class): 

To  San  Prandsco 

To  Salt  Lake  Ctty 

Dry  laundry  bluintc  (second  class): 

To  San  Prandsco 

To  Salt  Lake  City 

Boot  and  shoe  findings  (first  dass): 

To  San  Prandsco 

To  Salt  Lake  City 

Brass  pots  and  kettles  (1|  times  first  class)r 

To  San  Francisco 

To  Salt  Lake  City 
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Prem  Chicago. 


Present 
I.C.I.  com- 
modity 
rates. 


Centt. 
267.5 
267.6 

267.6 
267.6 

2f7.5 
267.5 

40L5 
40L5 


Prom  New  York. 


*^S^i!^5S- 


rates. 


Centt. 

296 
242 

298 
242 

350 
285 

525 
427.5 


xnodity 
rates. 


CenU. 

312.5 
312.5 

312.5 
312.5 

312L5 
312. 5 

469 

469 


Proposed 
class 
rates. 


Centt. 
340 
203 

340 
293 

400 
345 

600 
617.6 


250  INTERSTATE  COUUEROB  COUHISSION  REPORTS. 

Statement  fom  complatoont'*  evhtbit,  etc — ContiDaed. 


FramChk^o. 

From  N«r  Yofk. 

Praxnt 

PropOMd 
rata. 

IStM. 

^^ 

aas): 

Ocnu. 
3BT.B 

aw.  6 

lU 

S:t 

967.5 
567. 5 

«s 
us 

WLS 

tOl.6 
MI.S 

IS:! 

3B7.S 
167.  S 

5St 

240.5 

119 
21S 

w.s 

J87.5 

167.5 
167.  t 

OiM. 
23S 

IS 

3SD 
385 

3M 
ISS 

no 

38i 

m 

ii 

198 

lU 

an 

HI 

g.. 

310 

SIS 
«7.S 

212 

700 
470 

700 
570 

ISS 

185 
2U 

a)o 

S5 

1*5 
U2 

3116 
174 

SI 

344 
312.E 

Si 

iii 

W1.5 
U2.t 

I3L5 
SSL  5 

HI 

46B 

«a 

3115 
312.5 

469 
4» 

46« 

311.5 
UXS 

3115 

» 

154 

g:! 

184 

!5lt.5 
2S6.I 

311 S 
3115 

a«.. 

M 

a): 

wdiii); 

<m 

'}■■ 

-iiii^):" 

doss); 

rdcUss): 

H) 

1 
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,  ApPBiTDix  Na  5. 

Same  oomtnodity  rates  proposed  by  the  const  committee  compared  toith  rates 

in  effect  at  that  time  as  shovm  by  complainants, 
[Rates  are  shown  ip  cents  per  100  pounds.] 


Commodities  and  territories  of 
origin. 


Rate 
status. 


Canned  goods: 
A . — ^Atlantic  seaboard  territory* 

B.— Buffalo -Pittsburgh  tem- 
tory.  , 

C.—^ncinnati  •  Detroit  terri-  , 
tory. 

I>.— Chicago  territory 

E  —Mississippi  River  territory.' 

F.— Missouri  River  territory. . .' 

J.— Colorado   common -point 
territory. 
Dnigs: 

A .— A  tlantic  seaboard  territory  - 

B.— Buffalo -Pittsburgh  terri- 
tory. 

o— Cincionati  •  Detroit  terri- 
tory. 

D.— Chicago  territory 


E.— Blississippi  River  territory. 

F.— Missouri  River  territory . . . 

J. — Colorado    oommon -point 
territory. 
Iron  and  steel  articles: 

A.— Atlantic  seaboard  territory. 

B.— Buffalo -Pittsburgh  terri- 
tory. 

C— Cincinnati -Detroit  terri- 
tory. 

D.— Chicago  territory 


E.— Mississippi  River  territory. 

F.— Missouri  River  territory . . , 

J  —Colorado    oommon  •  point 
territory. 


Av— Atlantic  seaboard  territory 

B.— Buffalo  -  Pittsburgh  terri- 
tory. 

C— Cincinnati  -  Detroit  terri- 
tory. 

D.— Chicago  territory 


E.— Mississippi  River  territory. 

F.— Missouri  River  territory . . . 

J.— Colorado    oommon  •  point 
•  tffrltory. 
Tinware: 

A.— Atlantic  seaboard  territory. 

B.— Buffalo  •  Pittsburgh  terri- 
tory. 

C— Cincinnati  -Detroit  terri- 
tory. 

D.-Chlcago  territory 


E.— Mississippi  River  territory. 

F.— Missouri  River  territory . . . 

J.— Colorado    common  -  point 
tfnitorv. 


fExistlng. 
iProposed. 
[Existing. 
[Proposed. 
I  Existing, 
i  Proposed 
(Existing. 
iProposed. 
r  Existing. 
[Proposed. 
fEzfstlng. 
iProposed. 
[Existing. 
^ProixMsed. 

rExisting. 
[Proposed. 
[Existing. 
[Proposed, 
f  Existing. 
[Proposed, 
f  Existing. 
[Proposed. 
[Existing. 
[Proposed. 
rExisting. 
iProposed. 
rExisting. 
(Proposed. 

rExisting. 
IProposed. 
rExisting. 
[Proposed. 
rExisting. 
[Proposed. 
rExisting. 
[Proposed. 
rExisting. 
iProposed. 
[Existing. 
[Proposed. 
[Existing. 
(Proposed. 

I  Existing. 
\Proposod. 

Existing. 
/Proposed. 
\Existing. 
/Proposed. 
|\Existing. 

Proposed. 

Existing. 

Proposed. 

Existing. 

Proposed. 

Existing. 

Proposed. 

(Existing. 
'IProposed. 
/Exlstini;. 
IProposed. 
/Existing. 
IProposed. 
/Existing. 
IProposed. 
/Existing. 
,\  Proposed. 
/Existing. 
IProposed. 
/Existing. 
l\Proposcd. 


To 

Pacific 

coast 

points. 


Cents. 
137.5 
144 
125 
131.5 
119 
125 
112.5 
119 
112.5 
119 
106.5 
112.5 
94 
100 

231.5 

244 

219 

231.5 

212.5 

225 

206.5 

219 

200 

212.5 

187.5 

200 

187.5 

200 

137.5 

144 

125 

131.5 

119 

125 

112.5 

119 

106.5 

112.5 

94 
100 

94 
100 


194 

206.5 

181.5 

194 

176 

187.5 

169 

ISl 

162. 

175 

150 

162.5 

150 

162.5 


5 
5 


To  Spo- 
kane, 
Reno, 
and 
Phoe- 
nix. 


CifUt. 
137.5 
135 
125 
122 
119 
116 
112.5 
108 
112.5 
108 
106.5 
100 

94 

93 

231.5 

229 

219 

215 

212.5 

209 

206.5 

199 

200 

195 

187.5 

178 

187.5 

178 

137.5 

135 

125 

122 

119 

116 

112.5 

108 

112.5 

102 

94 

89 

94 

89 


294 

312.5 

306.5 

288 

281.5 

294 

294 

273 

275 

281.5 

237.5 

267 

269 

209 

281.5 

256 

262.5 

269 

275 

250 

250 

250 

262.5 

234 

250 

225 

262.5 

234 

194 

194 

181.5 

180 

175 

174 

169 

165 

169 

159 

150 

145 

135 

145 


To 
Boise. 


Centt. 
187.5 
135 
125 
122 
119 
116 
112.5 
108 
106.5 
105 

94 

97 

81.5 

80 

231.5 

229 

219 

215 

212.5 

209 

160 

199 

137.5 

187 

137.5 

172 

137.5 

160 

137.5 

135 

125 

122 

119 

116 

112.5 

108 

112.5 

99 

94 

86 

74 

80 

312.5 

288 

294 

273 

231.5 

267 

267.5 

256 

245 

242 

245 

226 

225 

210 

194 

194 

181.5 

180 

175 

174 

160 

165 

152.5 

154 

150 

140 

135 

130 


To  Mis- 
soula. 


I 


Genu. 
137.5 
128 
125 
116 
119 
110 
112.5 
102 
112.5 
105 

94 

93 

81.5 

82 

187.5 

217 

172.5 

204 

172.5 

198 

160 

188 

160 

187 

150 

106 

150 

164 

135 

128 

125 

116 

125 

110 

112.5 

102 

112.5 

99 

94 

83 

94 

82 

312.5 

273 

287.5 

259 

287.5 

253 

267.5 

242 

267.5 

242 

250 

218 

225 

215 

187.5 

184 

172.5 

177 

172.5 

165 

160 

156 

160 

154 

149 

135 

135 

133 


To 

To 

Salt 

Butte. 

Lake 

City. 

Cents. 

Cents. 

137.5 

137.5 

124 

124 

125 

125 

113 

113 

119 

119 

105 

105 

112.5 

112.5 

96 

96 

112.5 

106.5 

100 

94 

94 

94 

87 

82 

8L5 

72.5 

75 

68 

187.5 

231.5 

210 

210 

172.5 

219 

199 

199 

172.5 

212.5 

189 

189 

160 

160 

m 

1Z7 

160 

137.5 

180 

168 

150 

137.5 

154 

146 

150 

137.5 

150 

136 

135 

137.5 

124 

124 

125 

125 

113 

113 

125 

119 

105 

105 

112.5 

102.5 

96 

96 

112.5 

96.5 

95 

89 

94 

82.5 

77 

73 

94 

51.5 

75 

68 

312.5 

312.5 

264 

264 

287.5 

294 

253 

253 

287.5 

281.5 

242 

242 

267.5 

267.5 

228 

228 

267.5 

245 

231 

217 

250 

245 

202 

192 

225 

225 

•197 

179 

187.5 

194 

178 

178 

172.5 

194 

167 

167 

172.5 

175 

158 

158 

160 

160 

147 

147 

160 

152.5 

147 

138 

141.5 

136.5 

125 

119 

112.5 

112.5 

122 

111 

To 
Den- 
ver. 


Cents. 


84 

79' 

'59" 


142.5 

ibo" 


84 

'79" 
'59' 


181.5 
i69** 


115 


106.5 
'  166.5 
"75* 


ciLc.a 
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Appendix  No.  6.  ^ 

Examples  of  graded  rates  proposed  hy  the  coast  committee  on  oerta^ 
modities,  apparently  belonging  to  schedule  A  and  schedule  B;  present 
also  shoton. 

[The  present  rate  to  the  oo&st  is  generally  taken  as  reasonable,  and  the  rates  to  inter- 
mediate points  bear  the  same  percentage  relation  to  the  rate  to  the  coast  as  tilie  pro- 
posed first-class  rates  to  the  intermediate  points  bear  to  the  proposed  flrst-dass  mte 
to  the  coast.    Rates  are  in  cents  per  100  pounds.] 


From  Atlantic  sea- 
board territory. 

From  Chicago  terri- 
tory. 

From  Minoori  Btrw 
tenttofy. 

Cconmodities  and  destinations. 

• 
♦a 

P4 

Cents. 

231.6 

219 

207.6 

204 

219 

202.5 

202.6 

185 

194 

181.5 

181.5 

172.5 

181.5 

18L5 

170 

147.5 

212.5 

200 

200 

195 

200 

200 

200 

200 

• 

1 

I 

• 

i 
s 
g 

• 

1 

• 

1 

1 

• 

& 

a 

Agricultural  implements,  vie,  blow- 
ers, cutters,  ensilage,  etc.,  to— 
Coast 

Cents. 
216 
203 
197 
1S6 
203 
194 
194 
190 

194 
182 
177 
167 
182 
176 
175 
171 

212 
199 
193 
182 
199 
191 
191 
187 

Cents. 
-15.5 
-16 
-10.5 
-18 
-16 

-  a5 

-  8.6 
+  6 

+  ".'6* 

-  4.5 

-  6.5 

+    .5 

-  6.5 
+  5 
+23.5 

-  .6 

-  1 

-  7 
-13 

-  1 

-  9 

-  9 
-13 

Cents. 

200 

187.6 

179 

175 

187.6 

162.6 

162.5 

145 

160 

156.5 

156.5 

144 

156.5 

14L6 

141.6 

125 

187.6 

176 

176 

156.6 

176 

176 

176 

176 

Ctnts. 
194 
177 
169 
157 
177 
160 
160 
163 

169 
154 
147 
137 
154 
147 
147 
142 

187 
170 
163 
151 
170 
163 
163 
167 

CHUs. 

-  6 

-ia6 

-10 
-18 

-ia6 

+  6.6 
+  6.6 

+18 

-'2.*6' 

-  9.6 

-  7 

-  2.6 
+  6.5 
+  6.5 
+17 

-  .6 

-  6 
-13 

-  6.6 

-  6 
-12 
-12 
-18 

CenU. 

179 

166.6 

167.6 

140 

166.6 

137.6 

137.6 

120 

150 

137.6 

137.6 

115 

137.6 

116.6 

116.6 

100 

160 

156.6 

156.6 

125 

166.6 

156.6 

156.6 

160 

Cents. 
160 
160 
142 
123 
150 
142 
142 
137 

160 
133 
126 
100 
183 
126 
126 
121 

160 
150 
142 
123 
150 
142 
142 
137 

Omft. 
~10 

Reno 

~16k5 

Winnemucca ^ 

— 1&.S 

Salt  Lake  City 

—17 

Phoenix 

— ia.s 

GaUup 

-¥-  4,$ 

LordsDurg 

•¥-  4bS 

Dining 

-•-17 

Canned  goods  to— 

Coast. 

Reno 

Winnemucca 

— U.6 

Salt  Lake  City 

—  6 

Phoenix 

GaUup 

Lordsburg 

Deming 

Plumbers'   goods,    viz,   bath   tubs, 
sinks,  etc.,  to— 

Coast 

Reno 

-  4,$ 

+  &S 

+  a6 

+« 

Winnemucca 

—14.6 

Salt  Lake  City 

-  s 

Phoenix 

Gallup 

Lordsburg 

Deming 

-  6.6 
-14.6 
-14.6 
-U 

1  Increases  indicated  by  plus  sign:  reductions  by  minus  sign. 

Appendix  No.  7. 

Examples  of  graded  rates  proposed  by  the  coast  committee  on  certain  oom- 
moditieSf  principally  in  schedule  C;  present  rates  also  shown. 

[The  present  rate  to  the  coast  Is  increased  somewhat  and  then  taken  as  reasonable,  and 
the  rates  to  the  intermediate  points  are  made  to  bear  the  same  percentage  relation 
to  the  rate  to  the  coast  as  the  proposed  first-class  rates  to  the  intennedlate  points 
bear  to  the  proposed  first-class  rate  to  the  coast.     Rates  are  in  cents  per  100  pounds.) 


Commodities  and  desUnatioos. 


Agricultural  implements,  viz,  culti- 
vators, harrows,  etc.,  to— 

Coast 

Reno 

Winnemuoca.... , 

Salt  Lake  City 

Phoenix 

Gallup 

Lordsburg 

Deming 


From  Atlantic 
board  territory. 


Cents, 
200 
200 
200 
195 
200 
200 
200 
200 


Cents. 
212 
100 
198 
182 
190 
101 
191 
187 


CeiOs. 
+12 

-  1 

-  7 
-13 

-  1 

-  9 

-  9 
-13 


From  Chicago  terri- 
tory. 


Ctnis. 

176 

176 

176 

156.6 

176 

176 

176 

176 


Cents. 
187 
170 
163 
161 
170 
163 
163 
157 


Cents. 
+12 

-  6 
-12 

-  &6 

-  6 
-12 
-12 
-18 


From  ilissoorl  RlTcr 
territory. 


Cents. 
156.5 
166w6 
166.6 
13L6 
166.6 
166w6 
166.6 
166.6 


Cents. 
160 
160 
142 
123 
160 
143 
142 
137 


I 

9 


Gems. 
+13.6 

-HI 
-&6 
-&I 

-116 
-116 
-Ul6 


Increases  indicated  by  plos  sign;  j^netions  by  mimis  sign. 
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KxampleM  of  oraded  rate9  proposed  5y  the  coast  committee  on  certain  com' 
moditieSf  principally  in  schedule  C;  present  rates  also  shown — Continued. 


Commodities  and  destinatioDs. 


and  bagging,  etc.,  to— 

Coast 

Reno 

Winnemncca 

Salt  Lake  City 

Pboeniz 

Gallup 

Iiordsburg 


Deming. 
Stmetoral  steel  to— 

Coast 

Reno 

Winnemucca 

Salt  Lake  City.. 

Phoenix 

Gallup 

LordsDurg. 

Deming 

PaCroleum  otis  to— 

Coast 

Reno 

Winnemncca.... 

Salt  Lake  City.. 

Phoenix 

Gallup 

IxxtlsDurg. 

Deming 


From  Atlantic 
board  territory 


I 


Centt. 

160 

ISO 

150 

142.5 

ISO 

150 

150 

150 

306w5 

206w5 

aoft.5 

204 

20ft.5 

20&5 

20S.5 
200.6 

12gLft 
12».5 
12a  5 
12(k5 
120.5 
129.5 
12915 
12915 


Cents. 
156 
147 
142 
134 
147 
140 
140 
137 

219 
206 
190 
188 
206 
197 
197 
193 

139 
131 
126 
120 
131 
125 
125 
122 


Centt. 
+  6 

-  3 

-  8 

-  &5 

-  8 
-10 
-10 
-18 

+1&5 

-  .5 

-  7.5 
-16 

-  .5 

-  9.5 

-  9.5 
-13.5 


+ 
+ 
+ 


9.5 
1.5 
&5 
6w5 
L5 
4.5 
4,5 
7.5 


From  Chicago  terri- 
tory. 


Centt. 

125 

125 

125 

112.5 

125 

125 

125 

125 

181.5 

18L5 

18L5 

174 

181.5 

18L5 

181.5 

18L5 

10915 
100.5 
100.5 
109.5 
109.5 
109.5 
109.5 
109.5 


I 


Cents. 
131 
119 
114 
106 
119 
U4 
114 
110 


194 
177 
169 
157 


Ctnts. 
+  6 
-  6 
-11 
-6.5 
-6 
-11 
-11 
-15 


+13.5 

-  4,^ 

-12L5 
-17 
177  1-  4.6 
169-12.5 


169 
163 

U9 
108 
104 
96 
108 
104 
104 
100 


-12.5 
-18L6 

+  9.5 

-  .5 

-  5.5 
-13.5 

-  L5 

-  6.5 

-  5.5 

-  9.5 


From  Missouri  River 
territory. 


Centt. 
119 
119 
119 
90 
119 
119 
119 
U9 

162.5 

162.5 

162.5 

140 

162.5 

162.5 

162.5 

162.5 

94.5 
94.5 
94.5 
94.5 
94.5 
94.5 
94.5 
94.5 


Cents. 

112 

100 

94 

82 

100 

94 

94 

91 

175 
156 
147 
128 
156 
147 
147 
142 

104 
93 
87 
76 
93 
87 
87 
84 


Cents, 

-  7 
-19 
-25 

-  8 
-19 
-25 
-25 
-28 

+13.5 

-  6.5 
-15.5 
-12 

-  6.5 
-16.5 
-15.5 
-2a  5 

+  9.5 

-  L5 

-  7.6 
-18.5 

-  L5 

-  7.5 

-  7.5 

-ia5 


I  Increases  indioated  by  plus  sign;  reductions  by  minus  sign. 

Appendix  No.  8. 

Btatmnent  of  first-class  rates  proposed  by  the  carriers  compared  with  present 

rates. 


(Rates  are  stated  in  amounts  per  100  pounds.] 


Group  A.~Atlantic  seaboard  territory.. 
Group  B.— Buffalo-Pittsburgh  territory 
Group  C— Cincinnati-Detroit  territory. 

Group  D.— Chicago  territory 

Groop  B.'Mississippi  RlTer  territory. . 

Group  F.— Missouri  River  territory 

Group  J.— Colorado. 


Rate  status. 


/Present.... 
\Proposed... 
f  Present.... 
\Propo6ed... 

I  Present 

iProposed... 
(Present.... 
\Propo8ed.., 

!  Present.... 
Proposed... 
Present.... 
Proposed... 
Present.... 
Proposed... 


• 

To 

To 

Reno 

To 

Padflc 

and 

8po> 

coast. 

Phoe- 

kane. 

14.025 

14.375 

14.375 

4.90 

4.65 

4.65 

4.50 

4.00 

4.00 

4.65 

4.36 

4.36 

4.375 

3.815 

3.815 

4.50 

4.13 

4.13 

4.25 

3.626 

3.625 

4.25 

3.78 

3.78 

4.125 

8.50 

160 

4.05 

3.57 

3.65 

3.75 

8.125 

3.125 

8.65 

8.08 

8.08 

3.25 

Z625 

8.00 

8.15 

Z625 

Z90 

To 
Salt 
Lake 
City. 


14.25 
4.25 
4.06 
4.06 
3w7fi5 
3.765 
8.315 
8.315 
a09 
8.09 
Z50 
Z50 
L925 
L925 
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Appendix  No.  9. 

Commodity  routes  proposed  by  the  carriers  compared  with  rates  in  effect  at  that 

time  OA  shown  by  the  record. 

[Rates  are  stated  in  cents  per  100  pounds.] 


Commodities. 

To  Salt  Lake 

aty. 

To  Reno  and 
Phoenix. 

To  Spokane. 

To  Caliromia 
coast. 

To  north 
coast. 

Exist- 
ing. 

Pro- 
posed. 

Exist- 
ing. 

Pro- 
posed. 

Exist- 
ing. 

Pro- 
posed. 

Exist- 
ing. 

Pro- 
posed. 

Exist- 
ing. 

Pro- 
posed. 

Agricultnral  implements: 
A.— Atlantic  seaboard  ter . . . 
B.— BulTalo-Pittsbiireh  ter.. 
C— Cindnnati-Detrott  ter.. . 
D. — Chicago  ter 

Cents. 

199.5 

181 

171 

156.5 

147 

13L5 

169 

156.5 

160 

144 

137.5 

121.5 

150 
137.5 
131.5 
119 
112.5 
95 

137.5 

125 

119 

112.5 

112.5 

106.5 

125 
125 
125 
105 

99 

84 

200 

185.5 

174 

144 

137.5 

122.5 

137.5 

125 

119 

10X5 
96.6 
82.5 

Cents. 

197 
179 
169 
152 
145 
121.5 

172 
158 
146.5 
119 
112.5 
95 

158 
140 
131 
113 
107 
90 

125 
125 
125 
105 

99 

84 

204 

185.5 

174 

144 

137.5 

122.5 

147.5 
129.5 
120.6 
102.5 
96.5 
82.5 

Cents. 

219 

202.5 

195 

187.5 

182.5 

166.5 

109 

156.5 

150 

144 

137.5 

125 

150 

137.5 

131.5 

125 

125 

119 

137.5 

125 

119 

112.5 

112.5 

106.5 

125 

125 
125 
119 
119 
112.6- 

200 

187.5 

181.5 

175 

169 

156.5 

137.5 
125 
119 
112.5 
106.5 
94 

Cents. 

214 

198 

190 

175 

168 

153 

197 
182 
174 
167 
150 
129 

183 
169 
158 
135 
128 
113 

159 
144 
136 
119 
113 
99 

125 

125 
125 
112 
109 
104 

212 
195 
185 
160 
153 
139.5 

147.5 
133 
124 
107.6 
10L6 
88 

Cents. 

204 

202 

195 

181.5 

176.5 

156.5 

169 

156.5 

150 

144 

144 

125 

150 

137.5 

131.5 

125 

125 

119 

137.5 

125 

119 

112.6 

11Z5 

106.5 

125 
125 
125 
119 
119 
112.5 

200 

187.5 

181.5 

175 

175 

156.6 

137.5 
125 
119 
112.5 
11Z5 
94 

Cents. 

214 

198 

190 

175 

168 

153 

197 
182 
174 
157 
157 
129 

183 
169 
158 
135 
136 
113 

159 
144 
136 
119 
119 
99 

125 
125 
125 
112 
112 
104 

212 

195 
185 
160 
160 
139.5 

147.6 
133 
124 
107.5 
107.6 
88 

Cents. 

213.5 

215 

207.6 

200 

195 

179 

• 

169 

156.5 

150 

144 

137.5 

125 

V 

150 

137.5 

13L 

125 

125 

119 

137.5 

125 

119 

112.5 

11Z5 

106.5 

125 
125 
125 
119 
119 
112.5 

200 

187.5 

181.5 

175 

109 

156.5 

137.5 
125 
119 
112.5 
106.5 
94 

Cents. 
229 

214 
208 
196 
189 
175 

197 
185 
178 
162 
155 
136 

194 
179 
170 
150 
144 
130 

160 
148 
141 
125 
119 
106.5 

125 
125 
125 
119 
119 
112.5 

219 
204 
195 
175 
109 
156.6 

147.5 
135 
128 
11X5 
106.5 
94 

Cents. 

216.5 

214.6 

207.5 

194 

189 

169 

169 

156.5 

150 

144 

144 

125 

ISO 

137.6 

131.5 

125 

125 

119 

137.6 

126 

119 

112.5 

112.5 

106.6 

125 
125 
125 
119 
119 
11X6 

200 

187.5 

18L5 

175 

175 

15a.6 

137.6 
126 
119 
11X6 
11X5 
94 

Omit. 
2» 
214 
308 
196 

E.— Missij&ppi  Riyer  ter 

F.--Mi8S0urI  River  ter.« 

Agricultural  implement  parts: 
A.— Atlantic  seaboard  ter. . . 
B.— Buffalo-Pittsburgh  ter. . 
C. — Cincinnati-Detroit  tor... 

18B 
175 

197 
18S 
1T8 

D. — Chicago  ter 

163 

£.— Mis^ssipirf  River 

163 

F.— Missouri  River  ter.« 

Bags  and  bagging  (gunny,  Jute 
also  eotton-Uned:) 
A.— Atlantio-seaboard  ter. . . 
B.— Buffalo-Pittsburgh  ter. . 
C— Cincinnati-Detroit  ter. . . 
D . — Chicago  ter 

136 

Iti 

179 
ITO 
150 

B.— Mississippi  River  ter.... 

F.— MLssourl  River  ter.« 

Canned  goods:* 
A.— Auantio-seaboard  ter . . . 
B.— Buffalo-Pittsburgh  ter. . 
C. — Cincinnati-Detroit  ter. . . 

150 
130 

160 
14S 
141 

D.— Chicago  ter 

125 

£.— Mississippi  River  ter. . . . 

F.— Mifwouri  River  ter.« 

Glass  bottles  and  fruit  jars:* 
A.— Atlantic  seaboard  ter. . . 
B.— Buffalo-Pittsburrii  ter. . 
C.—Cindnnati-Detroit  ter... 
D.— <;hicago  ter 

12S 
106.1 

12S 
125 
125 
119 

E  .—Mississippi  River  ter. . . . 

F.— Missouri  River  ter.« 

Iron  and  brass  beds: 
A.— Atlantic  seaboard  ter. . . 
B.— Buffalo-Pittsburgh  ter. . 
C.— Cincinnati-Detroit  ter. . . 
D.*— Chicago  ter 

119 
11X5 

219 
201 
195 

175 

S.— Mississippi  River  ter.. . . 

F.— Missouri  River  tor.« 

Iron  and  steel  artides: 
A.— Atlantic  seaboard  ter. . . 
B.— Buffalo-Pittsburgh  ter. . 
C— Cindnnati-Detrait  ter. . . 
D.— Chicago  ter 

175 
150.5 

147.5 
135 
128 
11X5 

£.— Mississip]^  River  ter. . . . 
F.— Missouri  River  ter.* 

11X5 
94 

1  No  change  in  rates  proposed. 

*  Missouri  Kiver  territory  here  includes  most  of  Nebraska,  Kjmsas,  Oklahoma,  and  Texas. 

*  From  Group  J  to  Reno  and  Spdmne;  existing  rate,  94  cents;  proposed  rate,  85  cents. 
« FVom  Ofoup  H;  rate  to  Spokane,  112  cents,  to  north  coast,  119  cents. 
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Appendix  No.  10^ 
Examiner'8  scale  of  class  rates, 

[Rates  are  stated  in  cents  per  100  pounds.] 


llist-elass  rates  to— 


PacUle  coast ^ 

gpokane^  Beno,  and  Phoenix... 

MlssouJa.V.Vrr.'IIIIIIII.'IIIIII! 

Butte 

Salt  Lake  Ci^  and  Albuquerque 
Denver  and  Cheyenne 


From 
Denver. 


Oentt. 

410 
«376 
310 
325 
285 
260 


From 

Missouri 

River. 


Cenit. 
450 
400 
385 

805 
325 
815 
185 


From 
Missis- 


Cenit, 
475 
435 
425 
425 
400 
875 
260 


From 
Chicago. 


OttUs. 

490 
450 
450 
425 
400 
400 
285 


From 
Cincin- 
nati and 
Detroit. 


Centt. 

515 
480 
480 
460 
440 
440 
335 


From 
Buffalo 
and  Pitts- 
burgh. 


Centt, 
530 
500 
500 

480 
460 
460 
370 


From 
Atlantic 
seaboard. 


Centt, 
550 
520 
520 
500 
480 
480 
400 


>  Rate  to  Spokane,  375  cents:  to  Reno  and  Phoenix,  335  cents. 

Rates  for  the  lower  classes  to  be  related  to  first-class  rates,  western  classifica- 
tion to  apply,  according  to  the  following  percentages : 

Classes 1       2       345ABCDE 

Percentages 100    85    70    60    45    50    35    30    25    20 

No  rates  are  suggested  to  points  east  of  Denver,  for  the  reason  that  no  hear- 
ing has  been  had  on  the  adjustment  to  that  territory.  However,  the  adoption 
of  the  above  scale  would  no  doubt  lead  to  reductions  from  official  classification 
territory  to  points  in  western  classification  territory  east  of  Denver,  and  it 
might  be  found  proper  to  provide,  for  the  present  at  least,  that  00  or  some 
other  per  cent  of  the  Mississii^l  River  combination  would  be  used  for  that 
trafllc,  the  separate  classifications  to  be  applied  to  each  basing  factor. 
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Investioation  and  Suspension  Docket  No.  1279.* 

GBAIN  FBOM  ST.  LOUIS,  MO,,  TO  CINCINNATI,  OHIO, 

AND  LOUISVILLE,  KY. 


Suhmiited  March  7,  1921.    Decided  April  5,  1921. 


1.  Proposed  cancellation  of  reshlpping  rates  on  grain  originating  in  lUinots  or 

beyond  the  so-called  100-mile  zone  west  of  the  Mississippi  River,  from 
St.  Louis,  Mo.,  to  Louisville,  Ky.,  Cincinnati,  Ohio,  and  points  taking 
the  same  rates,  approved  in  59  I.  C.  C,  435,  found  Justified.  Order  of 
suspension  vacated  and  proceeding  discontinued. 

2.  Reshipping  rates  on  grain  from  St  Louis,  Mo.,  to  certain  points  in  Indiana 

and  Kentucky  found  not  unreasonable  or  otherwise  unlawful.  Com* 
plaint  dismissed. 

Charles  J.  Rixey^  ;>.,  H.  L.  Walker ^  W,  N.  McGeJiee^  W.  A.  Eggers^ 
and  WUliam  Burger  for  respondents  and  defendants. 
Charles  Bippin  for  protestant  and  complainant 

Report  op  the  Commission. 

By  the  Commission  : 

These  proceedings  are  closely  related  and  will  be  disposed  of  in  one 
report. 

In  Grain  from  St  Louis  to  Cincinnati  and  Louisville,  59  I.  C.  C, 
435,  we  found  that  respondents  had  justified  the  cancellation  of  their 
proportional  reshipping  rates  from  St.  Louis,  Mo.,  to  Louisville,  Ky., 
Cincinnati,  Ohio,  and  points  taking  the  same  rates  on  grain  originat- 
ing in  Illinois  and  in  territory  west  of  the  Mississippi  River  beyond 
the  so-called  100-mile  zone,  but  that  in  so  far  as  the  suspended 
schedules  would  increase  the  rates  on  grain  originating  within  the 
100-mile  zone  west  of  the  river  at  points  from  which  the  rates  to 
East  St.  Louis,  111.,  exceeded  those  to  St.  Louis,  they  had  not  been 
justified.  The  respondents  principally  interested  were  the  Southern, 
the  Louisville  &  Nashville,  and  the  Baltimore  &  Ohio. 

Thereafter  respondents  filed  new  schedules  to  become  effective 
January  13,  1921,  which  conformed  with  our  findings  in  that  case, 
and  which,  upon  protest  of  the  Merchants  Exchange  of  St.  Louis, 
were  suspended  until  May  13,  1921. 

By  its  complaint  in  No.  11835,  filed  September  17,  1920,  the  Mer- 
chants Exchange  of  St.  Louis  alleges  that  defendants'  reshipping: 
rates  on  grain  from  St.  Louis  to  Princeton,  Oakland  City,  Washing- 
ton, Bedford,  and  North  Vernon,  Ind.,  and  to  Georgetown,  Lexing- 

^Thls  report  also  includeii  No.  11835,  Mercbants  Exchange  of  St  Louis,  Mo.,  v,  Balti> 
nore  ft  Ohio  Railroad  Company  et  al. 
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ton,  and  Paris,  Ky.,  are  unreasonable,  unjustly  discriminatory,  un- 
duly  prejudicial,  and  in  yiolation  of  the  fourth  section  of  the  act. 

Keq)ondents  rely  mainly  upon  the  record  in  Qrai/n  from  St.  Louis 
to  CincinruUi  a/nd  Louisville^  supra^  to  justify  the  schedules  under 
suspension,  and  the  additional  evidence  for  protestant  is  largely  a 
repetition  and  amplification  of  that  previously  submitted  in  its 
behalf. 

Our  report  in  the  case  cited  shows  that  carriers  entering  St.  Louis 
from  the  west  generally  maintain  equal  rates  on  grain  to  East  St. 
Louis  and  St.  Louis,  except  from  points  lying  within  the  so-called 
100-mile  zone.  The  actual  extent  of  this  zone  varies  from  75  to  135 
miles.  From  points  therein  the  rates  to  East  St.  Louis  are  from  1 
cent  to  2  cents  per  100  pounds  higher  than  to  St.  Louis.  The  rates 
from  a  corresponding  zone  in  Illinois  are  .higher  to  St.  Louis  than 
to  East  St.  Louis.  The  latter  zone,  however,  appears  to  be  much 
smaller  than  that  west  of  the  river.  On  one  line  it  extends  97  miles 
from  St.  Louis  and  on  anotiier  only  36  miles.  From  points  in  Illinois 
beyond  this  zone  the  rates  to  St  Louis  and  East  St.  Louis  are  the 
same.  In  connection  with  the  rates  to  East  St.  Louis  on  grain 
originating  west  of  the  river  beyond  the  100-mile  zone  all  of  the 
western  lines  permit  transit  at  St.  Louis  and  absorb  the  bridge  toll 
of  2  cents  per  100  pounds,  but  the  transit  arrangements  of  the  dif- 
ferent lines  are  not  uniform.  The  Frisco  and  the  Bock  Island  permit 
transit  on  grain  for  East  St.  Louis  proper  but  not  on  that  for  reship- 
ment  beyond.  The  Burlington  and  the  Missouri  Pacific  allow  transit 
only  at  elevators  served  by  their  respective  lines  and  those  of  the 
terminal  railroad  and  its  subsidiaries.  Accordingly,  one  elevator  on 
the  Missouri  Pacific  is  barred  from  using  Burlington  transit  and 
two  elevators  on  the  Burlington  can  not  use  Missouri  Pacific  transit. 
Similarly,  the  transit  rules  of  the  Wabash  prevent  these  three  ele- 
vators from  using  Wabash  transit  on  part  of  the  grain  moved  over 
that  line.  Following  the  establishment  of  the  same  reshipping  rates 
from  St.  Louis  and  East  St.  Louis,  effective  February  29,  1920,  it 
appears  that  grain  dealers  at  St.  Louis  ceased  using  these  transit 
arrangements,  and  thereby  shifted  from  the  western  lines  to  respond- 
ents the  burden  of  absorbing  the  bridge  toll. 

Protestant  urges  that  St.  Louis  dealers  should  not  be  subjected  to 
disadvantage  because  of  a  ^quarrel  between  carriers  as  to  which 
shall  bear  the  bridge  toll " ;  and  that  restoration  of  the  former  adjust- 
ment under  which  St.  Louis  dealers  were  required  to  pay  the  bridge 
toll  on  nontransit  grain  reshipped  to  Cincinnati  and  Louisville  would 
create  a  lack  of  uniformity  in  reshipping  rates  and  result  in  unjust 
discrimination  or  undue  prejudice  against  that  portion  of  the  traffic 
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and  as  between  different  shippers.  Such  kck  of  uniformity  and  the 
resulting  unjust  discrimination  or  undue  prejudice,  if  any,  would  be 
due,  however,  to  differences  in  the  transit  arrangements  of  the  western 
lines  over  which  respondents  have  no  control  and  which  they  should 
not  be  required  to  equalize  by  their  outbound  reshipping  rates.  On 
Illinois  grain  transited  at  St.  Louis  and  reshipped  to  Cincinnati 
and  Louisville,  there  would  be  no  such  inequality  in  transportation 
charges  under  the  proposed  schedules  inasmuch  as  the  inbound  car- 
riers do  not  absorb  bridge  tolls  on  the  outbound  movement. 

For  about  16  years  prior  to  February  29,  1920,  respondents  main- 
tained reshipping  rates  on  grain  from  St.  Louis  to  Cincinnati  and 
Louisville  equal  to  the  East  St.  Louis  rates  plus  bridge  tolls.  The 
reshipping  rate  from  East  St.  Louis  was  originally  established  to 
equalize  rates  on  grain  from  the  northwest  through  that  gateway 
with  those  through  Chicago.  Protestant  observes  that  East  St.  Louis 
and  St.  Louis  constitute  a  single  grain  market  and  terminal  district 
and  urges  that  shipments  from  the  elevators  in  St.  Louis,  the  com- 
bined capacity  of  which  is  more  than  four  times  that  of  the  East 
St.  Louis  elevators,  should  not  be  subjected  to  any  disadvantage  in 
rates.  We  can  not  disregard  the  fact,  however,  that  with  respect 
to  the  traffic  in  question  the  service  and  cost  of  transportation  from 
St.  Louis  is  substantially  greater  than  from  East  St.  Louis.  Re- 
spondents maintain  proportional  rates  on  many  other  commodities 
from  East  St.  Louis  lower  than  those  from  St.  Louis.  We  have  here- 
tofore held  that  rates  between  St.  Louis  and  points  in  Illinois  and 
Indiana  properly  may  be  higher  than  those  between  East  St.  Louis 
and  the  same  points  because  of  the  additional  service  required,  unless 
the  absorption  of  the  terminal  charge  is  warranted  by  the  measure 
of  the  rate  or  other  circumstances.  St.  Louis  Chamber  of  Commerce 
V.  B.  db  O.  R.  R.  Co.,  67  I.  C.  C,  639. 

Upon  consideration  of  the  whole  record,  we  find  that  cancellation 
of  the  reshipping  rates  from  St  Louis  as  proposed  would  not  result 
in  the  application  of  rates  that  are  unreasonable  or  otherwise  unlaw- 
ful and  that  respondents  have  justified  the  regulations  and  practices 
stated  in  the  schedules  under  suspension. 

Complainant  in  No.  11836  offered  no  evidence  tending  to  show  that 
the  reshipping  rates  from  St.  Louis  to  the  destinations  named  in  its 
complaint  are  intrinsically  unreasonable.  The  Indiana  points  are 
intermediate  to  Louisville  on  traffic  from  St  Louis.  The  reshipping 
rates  to  those  points  are  made  on  the  East  St.  Louis  combination 
and  exceed  the  rates  to  Louisville.  This  fourth  section  departure 
would  be  eliminated  by  the  schedules  under  suspension.  It  is  alleged 
but  not  shown  that  the  rates  from  St.  Louis  to  the  Kentucky  points 
nanped  exceed  the  combination  on  Louisville.    A  reshipping  rate  of 
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81.5  cents  per  100  pounds  applies  from  East  St.  Louis  to  those 
points  over  the  Baltimore  &  Ohio  on  wheat  originating  in  trans- 
Mississippi  territory.  This  rate  exceeds  by  4.5  cents  the  combi- 
nation of  reshipping  rates  to  and  from  Louisville  applicable  over 
other  lines.  It  was  stated  for  the  Baltimore  &  Ohio  that  this  through 
rate  would  be  canceled  in  order  that  the  Louisville  combination  may 
apply.  We  find  that  the  rates  attacked  are  not  unreasonable,  un- 
justly discriminatory,  or  unduly  prejudicial. 

An  order  will  be  entered  in  Investigation  and  Suspension  Docket 
No.  1279  vacating  our  order  of  suspension  and  discontinuing  that 
proceeding;  and  in  No.  11835  dismissing  the  complaint. 

£astman,  Commissioner j  dissenting: 

On  most  traffic  to  or  from  points  beyond  the  so-called  100-mile 
zone,  St  Louis  and  East  St.  Louis  have  the  same  rates,  a  basis  which 
we  have  approved.  See  the  discussion  of  this  subject  in  St.  Louis 
Chcmher  of  Commerce  v.  B.  &  O.  R,  R.  Co.^  supra.  In  that  case 
we  said: 

The  propriety  of  a  difference  in  treatm^it  of  differentialB  between  contigu- 
ous points  on  long  and  short  haul  traffic  has  been  recognized  by  the  Com- 
mission. The  reason  for  this  is  that  on  the  long-haul  traffic  the  volume  of  the 
rate  is  permitted  by  the  distance  to  increase  to  a  point  where  the  additional 
cost  of  the  service  represented  by  the  differential  can  be  spread  thinly  over 
the  line  haul  and  finally  absorbed  without  unduly  encroaching  upon  the  line- 
haul  revenues,  whereas  on  the  short-haul  traffic  the  distance  is  not  such  as 
to  permit  of  a.  sufficient  increase  in  the  volume  of  the  rate  to  warrant  that 
absorption.  A  reflection  of  this  principle  in  the  general  class  and  commodity 
rate  adjustment  to  these  very  points,  St  Louis  and  East  St  Louis,  was  ap- 
proved in  Business  Men*s  League  of  St.  Louis  v.  A.,  T,  d  8,  F.  Ry,  Co,,  44  L 
C.  C,  308.  Under  that  adjustment  the  differential  between  the  two  cities  is 
absorbed  on  traffic  originating  beyond  a  hundred-mile  zone  and  assessed  against 
the  shipper  on  traffic  originating  within  that  zone. 

In  the  case  of  the  rates  on  grain  inbound  to  St«  Louis  and  East 
St.  Louis,  this  principle  is  recognized  and  the  rates  are  the  same 
from  points  beyond  the  100-mile  zone.  I  fail  to  see  why  the  same 
principle  should  not  be  applied  in  the  case  of  the  rates  on  grain  out- 
bound and,  indeed,  the  record  shows  that  it  is  so  applied  in  most 
instances,  as  for  example  to  points  in  trunk  line  territory.  The 
destination  points  in  issue,  Louisville  and  Cincinnati,  lie  far  beyond 
the  100-mile  zone.  In  my  judgment^  no  adequate  reason  has  been 
shown  why  the  rates  to  these  points  should  be  an  exception  to  the 
general  rule. 

I  am  authorized  by  Commissioneb  Daniels  to  say  that  he  joins 
with  me  in  this  expression  of  dissent. 

CoMMissioKsiB  EscH  did  not  participate  in  the  disposition  of  this 
case. 
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No.  11340. 
BRIDGEMAN-KUSSELL  COMPANY  ET  AL. 

V. 

GEEAT  LAKES  TEANSIT  COBPOEATION  ET  AU 


Submitted  February  16,  1921,    Decided  April  2, 1021. 


Aggregate  charges  on  butter,  other  dairy  products,  dressed  poultry,  and 

movhig  lake  and  rail  from  Duluth,  Minn.,  to  eastern  destinations,  compris- 
ing the  joint  third-class  rates  and  the  separately  established  charge  of  8 
cents  per  100  pounds  for  refrigeration  during  the  lake  movement,  Dulath  to 
Buffalo,  N.  Y.,  found  not  unjust  or  unreasonable.    Complaint  dismissed. 

Baldwin^  Baldwin^  Holmes  cfe  Mayally  F.  S,  Keiser^  and  D.  S. 
Holmes  for  complainants,  Board  of  Eailroad  Commissioners  of  North 
Dakota,  and  other  interveners  supporting  the  complaint. 

Fred  N.  Putnam  for  Eailroad  and  Warehouse  Commission  of  the 
State  of  Minnesota;  and  William  M.  O'^Keefe  for  National  Poultry, 
Butter  &  Egg  Association  and  Boston  Fruit  &  Produce  Exchange, 
interveners. 

Mayer^  Meyer^  Austrian  <&  Piatt  and  F.  W.  SuUiva/n  for  Great 
Lakes  Transit  Corporation. 

Eeport  of  the  Commission. 
Division  2,  Commissioners  Clark,  McChord,  and  Daniels. 

Daniels,  Commissioner: 

The  issues  here  presented  were  made  the  subject  of  a  proposed  re- 
port by  the  examiner.  Exceptions  thereto  were  filed  by  defendant, 
Great  Lakes  Transit  Corporation,  and  oral  argument  has  been  had. 

Complainants  are  Bridgeman-Eussell  Company  and  NortheiB 
Cold  Storage  &  Warehouse  Company,  corporations  engaged  in  ^p- 
ping  butter,  eggs,  and  dressed  poultry  from  North  Dakota,  South 
Dakota,  Minnesota,  Wisconsin,  and  Michigan  to  eastern  mark^ 
through  the  port  of  Duluth,  Minn.  The  Commercial  Club  of  the 
City  of  Duluth,  a  corporation  engaged  in  promoting  the  commercial 
interests  and  general  welfare  of  Duluth,  is  also  a  complainant  in  this 
proceeding. 

It  is  alleged  that  the  charge  of  8  cents  per  100  pounds  for  the 
refrigeration  of  butter,  other  dairy  products,  dressed  poultry,  and 
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on  stounshipB  of  tbe  Great  Lakes  Transit  Corporation  from 
l>uluth  to  Buffalo,  N.  T.,  is  unreasonable  in  violation  of  section  1 
of  the  interstate  commerce  act;  that  the  present  joint  third-class 
rates  in  effect  from  Duluth  to  eastern  destinations  via  the  Great 
Liakes  Transit  Corporation  to  Buffalo  and  rail  lines  beyond  are 
sufficient  to  compensate  the  defendants  fully  for  all  services  per- 
formed in  connection  with  the  transportation  and  the  refrigeration 
of  the  commodities  named ;  that  the  refrigeration  charge  complained 
of  is  coUected  during  the  entire  season  of  navigation,  although  dur- 
ing certain  periods  no  refrigeration  service  is  required  or  desired 
by  complainants;  and  that  the  collection  of  a  charge  for  refrigera- 
tion when  such  service  is  unnecessary  is.  unjust  and  unreasonable 
in  violation  of  section  1  of  the  interstate  commerce  act.    An  award 
of  reparation  on  shipments  moving  during  the  pendency  of  this 
proceeding  is  asked.     The  complaint  is  drawn  against  the  Great 
Lakes  Transit  Corporation  and  94  railroad  and  steamship  lines  and 
receivers.     Persons,  firms,  and  corporations  to  the  number  of  45 
intervened  in  support  of  the  complaint.     Rates  and  refrigeration 
charges  are  stated  herein  in  cents  per  100  pounds,  and  do  not  include 
the  increases  authorized  in  Increased  Rates,  1980,  68  I.  C.  C,  220. 

Prior  to  the  navigation  season  of  1914  the  lake  lines  then  operating 
had  persistently  refused  to  accept  butter,  eggs,  and  dressed  poultry 
for  transportation.    Effective  April  6,  12,  and  14,  1913,  they  issued 
supplements  to  their  tariffs  placing  these  commodities,  among  others, 
on  their  so-called  ^^  prohibited  list,"  that  is,  a  list  of  commodities 
not  accepted  for  shipment.    In  Lake-and-BaU  Butter  and  Egg  Rates^ 
29  L  C.  C,  45,  decided  January  5, 1914,  we  found  that  the  refusal  of 
the  lake  lines  to  transport  these  commodities  was  unduly  prejudicial 
to  the  protestants,  and  found  that  certain  of  the  steamships  should 
be  equipped  with  suitable  refrigeration  facilities  to  render  practicable 
the  carriage  of  those  commodities.    The  Great  Lakes  Transit  Cor- 
poration assumed  the  entire  defense  in  this  proceeding,  and  will  be 
referred  to  as  the  defendant.    It  was  formed  in  March,  1916,  and 
purchased  the  floating  equipment  of  certain  lake  lines.     It  now 
operates  a  fleet  of  22  boats  on  the  great  lakes.    In  compliance  with 
the  findings  in  the  case  last  cited  the  lake  lines  provided  three 
steamers,  the  Rochester,  Tionesta,  and  Northern  WavCy  with  refrig- 
erators.    In  1916  these  three  boats  were  acquired  by  defendant  which 
in  1917  sold  the  Northern  Wave  to  the  United  States  government. 
Defendant's  steamer  Troy  was  then  similarly  equipped  to  take  the 
place  of  the  Northern  Wave.    These  boats  were  operated  by  defend- 
ant during  the  seasons  of  1916  to  1919,  inclusive,  b^ween  the  ports 
of  Duluth  and  Buffalo,  and  during  that  time  carried  butter,  egga^ 
and  dressed  poultry.    Complainants  are  interested  primarily  in  the 
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rates  on  butter  and  e^^    The  cfipacitjir  of  the  three  boats  operated 
during  the  season  of  1919  for  butter  and  eggs  is  as  follows : 


steamer. 


Boebester 

Troy 

Tlcnesta.. 


ReMger- 
ating 

eompait- 
meat 

eapadty. 


C%,ftd, 
9,020 
6,970 
6,S70 


TiOftditig  qpaoity. 


BatUr. 


T(ma, 
168 
119 
lO&f 


Egg^ 


2*0M. 

99 

76 
70 


Butter. 


14 
IS 
10 


t 
T 


During  the  spring  of  1920  defendant's  steamer  Buffalo  was  fitted  out 
with  refrigerating  apparatus  and  compartments. 

Throughout  the  period  from  1916  to  1919  butter,  eggs,  and  dressed 
poultry  were  transported  by  defendant  on  the  basis  of  the  joint  class 
rates  applicable  on  the  commodities  without  an  additional  charge  for 
refrigeration.    On  June  30,  1919,  defendant  filed  fifteenth  section 
application  seeking  the  establishment  of  a  refrigeration  charge  of 
16  cents  on  butter,  eggs,  and  dressed  poultry,  in  addition  to  the  then 
existing  applicable  joint  class  rates.    Upon  protest,  the  matter  was 
transferred  to  the  formal  docket  and  set  for  hearing  on  December  12, 
1919.    At  the  hearing,  the  applicant  formally  offered  to  withdraw 
the  application,  which  was  later  denied.    Subsequently  defendant 
filed  a  supplement  to  its  tariff  carrying  joint  class  rates  from  Dulutii 
to  eastern  points,  providing  a  charge,  effective  March  10,  1920,  of  8 
cents  for  refrigeration  on  butter,  other  dairy  products,  dressed 
poultry,  and  eggs  from  Duluth  to  Buffalo.    This  resulted  in  the  filing 
of  the  complaint  in  this  case. 

In  National  Poultry^  Butter  dk  Egg  Asso.  v.  B.  dk  O.  8.  W.  R.  R. 
Co.,  43  I.  C.  C,  392;  61  I.  C.  C,  34;  and  69  I.  C.  C,  413,  we  found 
that  the  all-rail  class  rates  in  official  classification  territory  appli- 
cable on  carloads  of  dressed  poultry,  butter,  eggs,  and  cheese,  and  a 
separate  charge  for  refrigeration  averaging  about  $16  per  car  dur- 
ing the  period  from  March  20,  1916,  to  June  1,  1917,  were  not  im- 
reasonable.  Prior  to  our  decision  in  Kamsas  Car-Lot  Egg  Shippers^ 
Asso.  V.  B,  (6  O.  R.  R.  Co.,  63 1.  C.  C,  69,  on  April  7, 1919,  the  ratings 
in  effect  on  carload  as  well  as  on  less-than-carload  shipments  of 
dressed  poultry,  butter  and  eggs,  and  cheese  in  official  classification 
territory  were  first  class,  second  class,  and  third  class,  respectively. 
In  that  case  we  prescribed  rates  not  to  exceed  third  class,  minimum 
20,000  pounds,  for  transportation  in  official  classification  territory  of 
butter,  butterine,  oleomargarine,  dressed  poultry,  and  eggs,  in  car- 
loads. Third-class  rates  were  established  on  these  commodities  on 
August  1, 1919,  and  resulted  in  reductions  in  the  rates  on  butter  and 

61 1.  CO. 


BRIDOBMAir-BUSSBBUi  CO.  i;.  a  L.  T.  CX)BPOB^TION.  263 

«gg8  from  Duluth  of  24  cents  to  New  Yorit,  N.  Y.,  mnd  Philadelphia, 
Pa.,  25  cents  to  Boston,  Mass.,  and  17.6  cents  to  Kochestor,  N.  Y. 
Still  greater  redactions  were  then  made  in  the  rates  on  dressed  ponl- 
tey.  The  joint  third-class  rates  lake  and  rail  frmn  Dulutii  to  certain, 
destinations  east  of  Buffalo 


New  York,  N.  Y 75      centa 

JBoston,  Mass 81. 5  cents. 

Philadelphia,  Pa — 72. 6  cents. 

Baltimore,  Md 71. 5  cents. 

Albany,  N.  Y 72      centa 

Utlca,  N.  Y 67. 5  cents. 

Syracuse,  N.  Y 60     cents. 

Bochester,  N.  Y 55. 6  centa 

In  support  of  complainants'  contention  that  the  third-class  rates 
are  sufficient  to  include  both  the  cost  of  refrigeration  and  the  trans- 
portation of  the  commodities  under  consideration,  our  attention  is 
directed  to  the  fact  that  no  separate  charge  was  made  for  the  refrig- 
erator service  during  the  navigation  seasons  of  1916  to  1919,  in- 
clusive. Since  the  decision  in  Ktmsas  Car-Lot  Egg  Shippers*  Asso. 
y.  B.  <t  O.  R.  B.  Co.y  supra^  an  icing  charge  has  been  and  is 
now  added  to  the  all-rail  third-class  rates  applicable  in  official  classi- 
fication territory.  The  eastbound  third-class  rates  from  Duluth  are 
higher  than  corresponding  rates  in  the  opposite  direction,  the  differ- 
ence in  the  case  of  New  York  being  6  cents,  and  it  is  therefore  urged 
that  there  is  no  justification  for  this  situation  other  than  that  similar 
differences  exist  in  all-rail  rates. 

Complainants  argue  that  while  this  result  may  be  justified  on  the 
rail  lines  where  the  trend  of  the  traffic  is  westbound,  no  good  reason 
exists  for  its  application  on  lake-and-rail  traffic,  the  greater  volume 
of  which  is  eastbound.  The  record  shows  that  while  the  volume  of 
the  movement  lake  and  rail  is  eastbound,  the  volume  of  traffic  moving 
lake  and  rail  on  class  rates,  which  it  is  testified  carry  in  excess  of 
60  per  cent  of  the  tonnage,  is  westbound.  The  movement  of  the  com- 
modities in  issue  is  wholly  eastbound  from  Duluth  to  Buffalo  and 
defendant's  refrigerating  facilities  are  not  employed  on  the  west- 
bound movement,  which  gives  rise  to  the  suggestion,  made  in  behalf 
of  defendant,  that  the  eastbound  rates  might  be  slightly  higher  than 
under  circumstances  where  a  return  movement  is  afforded.  But  com- 
plainants contend  that  the  charges  via  lake  and  rail  should  be  less 
than  via  all  rail  because  railroads  must  expend  considerable  sums  for 
righto  of  way,  tracks,  and  terminals,  and  must  bear  the  expense  of 
switohing  for  the  purpose  of  icing  and  re-icing  cars,  which  are  not 
required  in  the  operations  of  steamships. 

The  all-rail  class  rates  eastbound  from  Duluth  are  higher  than 

corresponding  lake-and-rail  rates;  the  through  combination  all-rail 
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third-class  rate  to  New  York  is  $liU(  as  oompMred  with  75  coits 
lake  and  raiL  The  trunk  lines  operating  east  of  Buffalo  receive 
out  of  the  joint  kke-and^rail  rates  the  same  divisioais  as  on  tnffie 
all  rail  from  Chicago.    For  example,  defendant  receives  as  its  pro- 

?)rtion  64.7  per  cent  of  the  third-class  rate  feom  Duluth  to  New 
ork,  after  the  deduction  of  8  cents  for  terminal  allowance,  which 
nets  defendant  89.4  cents.  This  is  the  basis  that  was  in  effect  wh^i 
the  trunk  lines  controlled  the  steamship  companies  operating  ott 
the  lakes,  commented  upon  in  Rates  via  RaU-^md-Lake  Routes^  37 
I.  C.  C,  802,  807. 

Complainants  show  that  from  Duluth  to  eight  typical  eastern  des- 
tinations the  third-class  rates  via  lake  and  rail  have  increased  16.8 
per  cent  over  the  second-class  rates,  lake  and  rail,  which  were  appli- 
cable on  butter  and  eggs  in  1916.  The  record  also  discloses  that 
labor,  material,  supplies,  and  other  costs  have  increased  enormously 
since  the  second-class  rates  were  in  effect  on  these  commodities. 
Complainants  direct  attention  to  the  fact  that  as  the  entire  refrig- 
eration charge  established  March  10,  1920,  accrues  to  defendant,  its 
revenue  on  butter  and  eggs  is  increased  approximately  20  per  cent 
over  the  proportion  it  formerly  received  out  of  the  Duluth-New 
York  lake-and-rail  third-class  rates. 

Using  the  cargo  space  of  the  steamer  Rochester  as  representa- 
tive, the  revenue  of  defendant  per  boat  and  per  boat-mile  on  butter 
are  compared  with  lower  revenues  on  other  commodities  which  move 
eastbound  in  volume. 


Conimodltj. 
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OOHFABATITB  XAAMtNOS  Of  OSXAT  LAKES  TRANSIT  COBPOKATION. 


SSm::: 


•  ^Ub  »finit  ntricttaur  obui*. 

The  foregoing  exhibit  was  based  nptsi  loading  to  full  capacity  <^ 
ibs  steamer,  which  it  is  said  would  seldom,  if  erer,  occur.  During 
tlie  season  of  1819  the  space  on  boats  of  the  defendant  provided  for 
BSifrigerated  commodities  was  filled  eaatboimd  to  87.6  per  cent  of 
Oftpacity.  But  complainants  also  testify  that  during  the  season  of 
1919  considerable  tonoagB  of  butter  and  egga  moved  all  rail  for  lack 
of  refrigeralor  space  on  the  lake  boats. 

Complainants  further  direct  attention  to  the  fact  that  while  refrig- 
eration  on  carload  shipments  must  be  paid  for,  when  requested  of 
the  rail  lines,  the  shipper  has  the  option  of  shipping  by  rail  under 
refrigeration  or  without  it,  whereas  under  the  tariff  of  defendant 
it  is  contended  that  he  must  pay  a  refrigeration  diarge  irrespective 
of  his  desires  and  regardless  of  weather  conditions.  They  contend 
that  little  r^rigeration  is  necessary  on  the  lake  boats,  particularly 
in  the  early  spring  and  late  fall,  and  argue  that  at  times  it  could  be 
dispensed  with  entirely.  The  two  principal  complainants  t«sti6ed  that 
almost  invariably  butt«r  is  delivered  to  the  boats  in  a  frozen  condi- 
tion, which  requires  little  or  no  refrigeration  for  the  three-and-one- 
half-day  trip  to  Buffalo  inside  of  an  insulated  box.  Complainants 
assume  that  the  shipments  would  be  loaded  into  the  insulated  boxes 
f<Hr  transportation  on  the  boats,  but  object  to  the  payment  of  the 
refrigeration  charge  if  the  weather  conditions  are  such  during  cer- 
tain periods  as  warrant  the  safe  transportation  without  refrigeration. 
In  reply  to  these  oontentiona  defenduit  asserts  that  while  the 
ootsida  temperature  may,  on  the  avera^,  be  as  favorable  as  claimed, 
nevertheless,  the  internal  heat  of  the  boat  tends  to  raise  it  on  board ; 
tiiiat  batter  is  not  always  delivered  fronen,  aad  ihst  no  distinction 
in  the  service  rendered  difFeremt  ihippera  can  be  made  without  pro- 
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viding  separate  refrigeration  compartments  for  each,  which  ^would 
be  impracticable  on  a  steamship ;  that  the  refrigeration  must  be  cal- 
culated to  preserve  the  commodities  most  susceptible  to  deterioration ; 
that  as  a  conmion  carrier  it  is  responsible  to  the  shipper  in  the  event 
the  commodities  are  damaged  by  lack  of  refrigeration;  and  that  it 
can  not  afford  the  risk  incident  to  any  refrigeration  service  other 
than  the  best.    It  appears  that  during  certain  months,  especially  De- 
cember, refrigeration  service  may  not  be  required  for  butter,  as  the 
outside  temperature  is  well  below  40  degrees  and  at  some  points  as 
low  as  zero.    But  evidently  some  protection  is  necessary  on   eggs 
when  the  temperature  is  very  low.    Whether  the  temperature  in- 
side the  boats  is  raised  to  the  extent  that  the  commodities  ^wonld 
be  damaged  without  refrigeration  does  not  clearly  appear.    If  some 
shippers  should  request  refrigeration  and  others  not  desire   that 
service,  then  apparently  complainants'  position  would  be  that  only 
those  who  requested  the  service  should  be  required  to  pay  for  it, 
although  all  of  the  shipments  would  receive  the  same  protection  in 
the  insulated  boxes.    The  principal  cost  items  in  connection  with  the 
refrigeration,  as  hereinafter  shown,  are  not  the  costs  of  operation 
but  other  costs  sudi  as  depreciation  and  insurance.    Much  of  the 
cost  in  maintaining  these  insulated  boxes  continues  whether  or  not 
they  are  refrigerated   To  accord  refrigeration  service  to  some  of  the 
shipments  in  the  insulated  boxes  and  not  to  others  is  hardly  prac- 
ticable. 

Butter  and  eggs  constitute  a  relatively  small  proportion  of  the 
eastbound  tonnage.  In  1919  the  tons  and  proportions  of  the  various 
commodities  transported  by  defendant  were: 
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As  previously  stated,  during  that  season  defendant  operated  22 
steamships,  of  which  only  three  were  equipped  for  transporting 
butter  and  eggs.  No  doubt  a  greater  percentage  of  dairy  tonnage 
would  result  from  a  comparison  of  the  tonnage  of  butter  and  eggs 
transported  by  these  three  boats  with  the  total  tonnage  of  all  kinds 
transported  by  the  same  boats. .  Ccmxplainants  show  that  the  loading 
space  of  the  steamer  Rochester^  which  may  be  regarded  as  typical 
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of  the  boats  equipped  with  refrigerators,  is  2.8  per  cent  of  the  total 
available  cargo  spaee;  and  that  butter  and  eggs  paid  in  revenue  to 
defendant  13.6  cents  per  1,000  cubic  feet  of  loading  space  as  com- 
pared with  5.2  cents  on  flour,  2.4  cents  on  wheat,  7.8  cents  on  copper, 
and  4  cents  on  wool. 

C!omplainants  introduced  certain  financial  data  which  tend  to 
show  that  the  operations  of  defendant  for  the  four  years  ended 
1&19  were  highly  profitable.  But  the  prosperity  of  defendant  does 
not  indicate  that  the  rates  on  the  particular  commodities  under  dis- 
cussion were  or  are  unreasonable  or  contributed  to  the  alleged  undue 
profits.  As  heretofore  shown,  the  tonnage  of  butter  and  eggs  rep- 
resented less  than  0.5  per  cent  of  defendant's  total  tonnage  trans- 
ported during  the  season  of  1919. 

Defendant  shows  that  the  cost  of  installing  Uttt  refrigeration 
equipment  was  as  follows : 

Steamship  TUmenta $4,987.S5 

Steamship  UoohetiUr fl.  788.  T2 

Steamship  Troy 18,852.56 

Steamship  Buffalo est  21,000.00 

Total— 51.073.  S3 

The  refrigerator  on  the  steamer  Tray  consists  of  a  wooden  box 
approximately  87  feet  long,  85  feet  wide,  and  8  feet  deep,  insulated 
with  cork  and  divided  into  two  compartments,  constructed  on  and 
bolted  to  the  upper  or  spar  deck.  The  refrigerator  is  cooled  by  the 
ammonia  process.  The  temperature  necessary  to  be  maintained  in 
the  box  is  89  to  40  degrees  for  eggs,  and  20  to  80  degrees  for  butter. 
The  refrigeration  system  on  the  steamer  Rochester  is  identical  with 
that  on  the  Troy^  except  that  the  outside  construction  of  the  box  is 
steel  instead  of  wood.  On  the  steamer  Tioneeta^  which  also  carries 
passengers,  the  box  is  located  between  the  decks  and  carbonic-acid  gas 
is  used  for  refrigerating  instead  of  anunonia.  On  each  of  the  boats 
either  an  engineer  or  an  oiler  attends  the  compressor  every  half  hour. 

Defendant  estimated  the  expenses  of  maintenance  and  operation 
of  the  refrigerators  on  the  four  steamers  for  1920  as  follows : 

Repairs  at  $200  per  ship $800. 00 

Depreciatioii  at  5  per  cent 1 2,553.68 

Insarance 1,688.28 

Operation : 

Fuel,  8  tons  per  trlp»  at  |6  per  ton  for  56  trips 840. 00 

Ammonia  (steamers  B^he$ier,  Tray,  and  Buffalo),  100 

pounds  per  boat,  at  |0. 83  per  pound — -.. 99. 00 

CarboDic-acid  gas  (steamer  Tionesta)  average  cost 100.00 

Oil  at  $1  per  trip  for  56  trips 56.00 

Total  refrigerator  exi>en8e 6,086.96 

Tonnage  as  estimated  for  1920 5,182 

Cost  per  100  pounds •0587  cent. 
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Defendant  in  addition  added  8  per  c^nt  of  its  investznent  as  ^  tm 
return"  and  increased  the  cost  figure  including  fair  r^um  10  per 
cent  for  ^^fair  profit/'  arriving  at  a  total  cost  of  10.78  cents  per 
100  pounds.    The  figure  of  8  per  cent  for  &iir  return  is  said  to 
represent  the  present  actual  cost  of  money.    It  is  stated  in  this  ooQ- 
nection  that  the  basic  investment  figures  are  considerably  low^ 
than  the  present  cost  of  reproduction  less  depreciation.     These  coot 
figures  are  made  the  subject  of  considerable  criticism  by  complain- 
ants.   They  claim  that  depreciation  at  &  per  cent  on  the  inTestmenft 
is  excessive  to  the  extent  that  it  exceeds  3  per  cent.     Defendant, 
however,  explains  that  its  regular  depreciation  rate  on  boats  is  2J^ 
per  cent  per  annum,  and  that  as  the  service  life  of  the  boats  noir 
equipped  with  refrigerators  is  about  one^half  exhfiustefl  the  rate 
of  6  per  cent  on  the  refrigeration  apparatus  is  conservative.     Com- 
plainants further  criticize  the  estimate  for  insurance  on  the  grounds, 
first,  that  insurance  is  paid  for  by  the  transportation   rate,  and 
second,  because  no  greater  amount  of  insurance  is  carried  on  steam- 
ers provided  with  refrigerator  apparatus  than  on  sister  ships  not 
similarly  equipped.    The  record  discloses  that  the  insurance  valua- 
tions on  the  Bufcdo  and  also  the  Troy  were  increased  $25,000  as 
being  approximately  the  value  of  the  refrigeration  equipment  but 
defendant  does  not  include  so  great  an  amount  as  insurance  value 
chargeable  against  the  traffic  in  question  but  only  $18,852.56  on  the 
Tray  and  $21,000  on  the  Buffalo,    A  considerably  lower  insurance 
value  is  shown  on  the  other  two  boats.    Defendant  in  its  cost  figures 
does  not  charge  to  the  commodities  under  discussion  the  cost  of 
labor  for  supervising  or  any  part  of  the  engine  costs  necessary  to 
operate  the  refrigerating  plant.    In  this  connection  defendant  urges 
that  it  asks  only  a  fair  return  on  the  investment  which,  as  pre- 
viously stated,  it  fixes  at  the  actual  cost  rather  than  the  cost  of  re- 
production. 

The  average  rail  haul  from  Duluth  to  Buffalo  requires  seven  days 
as  compared  with  three  and  one-half  days  by  water.  It  is  obvious 
that  the  charge  for  the  shorter  period  of  refrigeration  should  be  less 
than  for  the  longer  provided  the  circumstances  are  fairly  comparable. 
The  refrigeration  charge  between  Duluth  and  Buffalo  via  all  rail  is 
stated  to  be  equivalent  to  about  11  cents  per  100  pounds,  whereas 
defendant  charges  only  8  cents,  but  claims  that  the  service  actually 
costs  it  more  than  that  amount.  Ckmiplainants  concede  that  the  laka- 
and-rail  service  is  far  superior,  and  it  is  clearly  more  valuable  to  com- 
plainants than  the  all-rail  service.  The  refrigeration  facilities 
afforded  by  defendants  approach  the  highest  standard  accorded  by 
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any  transportation  company,  although  the  total  charge  for  the  service 
under  consideration  is  substantially  less  than  via  all  rail. 

We  find  that  the  aggregate  of  the  charges  on  butter,  other  dairy 
products,,dressed  poultry,  and  eggs  at  the  joint  third-class  rates,  lake 
and  rail,  from  Duluth  to  New  York  and  other  eastern  points,  and  the 
separately  estietblished  refrigeration  charge  of  the  Great  Lakes 
Transit  Corporation  do  not  result  in  charges  that  are  unjust  or 
unreasonable.   An  order  dismissing  the  complaint  will  be  entered. 
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iNyBSTIGATION  AND  SUSPENSION  DoOKBT  No.  1254. 

IRON  AND  STEEL  AETICLES  FROM  GALVESTON  AND 

HOUSTON,  TEX,,  TO  LOUISIANA. 


BuhnUtted  January  24,  19tl.     Bedded  AprU  5,  19B1. 


Proposed  cancellation  of  tariff  provision  applicable  in  connection  with  rates 
prescribed  in  Oalveston  Commercial  Abbo.  t.  Mrector  Qem/tral,  67  L  O.  OL» 
880,  found  not  justified.    Suspended  schedules  ordered  canceled. 

C.  W.  Owen  for  respondents;  O.  H.  Muokley  for  Kansas  City 
Southern  Bailway  Company  and  Texarkana  &  Fort  Smith  Railway 
Company ;  and  O.  Z>.  Speer  for  Ghilf ,  Colorado  &  Santa  Fe  Railway 
Company,  respondents. 

0.  A.  Bland  for  Beaumont  Chamber  of  Commerce,  protestant. 

Report  of  the  Commission. 

Division  3,  Commissioners  Haix,  Aitghison,  and  Eastman. 

Bt  Division  8 : 

In  compliance  with  our  order  in  Galveston  Oommeroial  Asao.  y. 
Director  Oeneralj  57  I.  C.  C,  390,  respondents  established  in  a  sup- 
plement to  agent  Leland's  tariff  I.  C.  C.  No.  1289,  effective  August 
7, 1920,  distance  rates  on  iron  and  steel  articles  from  Ghdveston  and 
Houston,  Tex.,  to  that  part  of  Louisiana  lying  west  of  the  Mississippi 
River.  Effective  September  21,  1920,  they  established  a  tariff  pro- 
vision applicable  in  connection  with  these  rates,  reading  as  follows: 

VHien  two  or  more  routes  of  raUroad  composed  of  lines  parties  to  this 
tariff,  as  amended,  shall  be  in  operation  between  shipi^g  point  and  point  of 
destination,  the  lowest  rate  applicable  via  any  of  such  routes  shaU  be  appUed 
via  the  other  routes  accepting  the  freight  for  transportation  between  such  points. 
The  rates  from  or  to  intermediate  points  shall  not  be  affected  except  that  the 
rates  from  or  to  the  intermediate  points  shall  not  exceed  the  distance  scale  of 
rates  prescribed  herein  for  like  distances,  and  provided  further  that  the  rate  to 
the  intermediate  point  shall  not  exceed  the  lowest  combination  of  locals. 

In  schedules  filed  to  become  effective  December  8,  1920,  and  re- 
issued in  schedules  filed  to  become  effective  December  20,  1920,  re- 
spondents provided  for  the  cancellation  of  the  provision  quoted  and 
published  the  distance  rates  referred  to  plus  the  increases  granted 
in  Increased  Bates^  19i0^  58  I.  C.  C,  220.  In  the  latter  schedules 
they  published  a  provision  reading  as  follows: 
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To  points  in  Louisiana  to  which  Beanmont  and  Orange,  Tex.,  are  interme- 
diate Tla  routes  from  Houston,  Tez.,  the  rates  available  from  Houston,  Tex., 
under  this  Item  will  also  apply  from  Beaumont  and  Orange,  Tex. 

Upon  protest  of  the  Beaumont  Chamber  of  Commerce  these  sched- 
ules were  suspended  until  May  7, 1921.  In  the  meantime  respond- 
ents had  published  a  tariff,  agent  Leland's  I.  C.  C.  No.  1420,  filed 
to  become  effective  January  24,  1921,  canceling  I.  C.  C.  No.  1289, 
and  republishing  the  schedules  under  suspension.  Th^  latter  sched- 
ules were  suspended  until  May  24, 1921. 

Under  special  penmsdon  from  us  respondents,  on  March  8,  1921, 
republished,  effective  March  26,  1921,  the  schedules  containing  the 
distance  rates  under  suspension,  subject  to  the  provision  first  quoted. 
The  increases  granted  in  Increased  Rates^  19S0,  supra^  were  origi- 
nally established  on  August  26, 1920,  in  a  special  supplement  which 
had  not  been  canceled.  The  only  effect  of  tiie  suspensions  was,  and 
is,  to  continue  in  effiect  the  provision  first  quoted  and  to  make  inop- 
erative the  one  last  quoted. 

Bespondents  nuule  no  effort  to  justify  the  suspended  schedules 
other  than  to  state  that  the  first-quoted  tariff  provision  resulted  in  an 
unprotected  fourth  section  violation.  The  schedulea  containing  that 
provision  and  those  making  it  applicable  to  the  distance  rates  refer 
to  our  fourth  section  order  No.  7645,  and  they  were  properly  pub- 
lished under  that  order. 

We  find  that  respondents  have  not  justified  the  proposed  schedulea 
An  order  will  be  entered  requiring  their  cancellation  and  discontinu- 
ing this  proceeding. 
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Divisions  accorded  complaiBants  on  bituminous  cofd,  in  carloads,  from  statioof 
on  their  lines  to  various  destinations  on  defendants'  lines  ftmnd  unreason- 
able. Measure  ct  divisions  prescribed  for  future  and  adjd^tmeirt  reQoinrf 
from  September  1,  1920. 

Frank  M.  Swacker  and  /.  W.  Carmalt  for  complainants. 

WiUiam  W.  ColMn^  jr.^  and  BorderSj  Walter  dh  Bwrch/more  fer 
New  Yorir  Central  lines. 

Oharlen  MacVeagK  and  Charles  S.  BelaterH/ng  ior  Bessemer  4 
Lake  Erie  Railroad  Company. 

D.P.  WtHiama  for  Pennsylvania  lines,  Baltimore  4  Ohio  Biiilroad 
Company,  and  Central  Railroad  Company  of  New  Jersey. 

Report  of  the  Commission.  . 

Bt  THE  Commission: 

Complainants  are  the  Pittsburgh  &  West  Virginia  Railway  Com- 
pany and  the  West  Side  Belt  Railroad  Company,  hereinafter  called 
the  Terminal  and  the  Belt,  respectively.  The  former  is  the  successor 
to  the  Wabash-Pittsburgh  Terminal  Railway,  hereinafter  referred 
to  as  the  Wabash-Pittsburgh,  and  now  owns  the  stock  of  the  Belt 
At  the  time  of  the  hearing  the  Terminal  controlled  this  stock 
through  an  intermediary,  the  Pittsburgh  Terminal  Railway  &  Coal 
Company.  Though  separate  legal  entities,  the  Terminal  and  the 
Belt  are  operated,  in  practical  effect,  as  one  system.  By  complaint 
filed  March  29,  1919,  it  is  alleged  that  the  divisions  accorded  com- 
plainants from  April  1  to  December  31,  1917,  inclusive,  out  of  joint 
rates  on  bituminous  coal,  in  carloads,  delivered  to  defendants,  were, 
and  that  the  present  divisions  are,  unreasonable,  unduly  prejudicial, 
and  not  compensatory,  in  violation  of  sections  1,  3,  and  16  of  the  act 


*  This  report  also  embrmcet  No.  10552  (Sob-No.  1),  Same  v.  Bewtniar  4  Late  Brte  Bafi- 
xoad  Company  et  al. ;  No.  10552  (Sub-No.  2),  Same  v.  Pittsburgh,  (^nclniuiti,  ChlcafO 
4  St  Louis  Railroad  Company  at  aL;  and  No.  10652  (Sub-No.  8),  Same  v,  Baltlaoft 
a  Ohio  Ballroad  ComptLoj  at  aL 
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regiilate  eommerce.  Complaiimnte  were  under  federal  control  and 
no  relief  during  the  period  of  such  control.  iWe  are  asked  to 
rd  tvparation  on  shipments  moving  between  April  1  and  De- 
oember  81, 1917,  and  to  prescribe  for  the  future  just  and  reasonable 
^Brisions  of  the  joint  rates.  April  1,  1917,  is  the  date  when  the 
property  of  tiie  Wabash-Pittsbargh  came  into  the  possession  of  the 
Terminal  through  foreclosure  proceedings  and  when  the  receiver  of 
the  Belt  was  discharged.  Bates  and  divisions  will  be  stated  in 
amounts  per  net  ton. 

The  main  line  of  Uie  Tominal  extends  eastward  from  Pittsburgh 
Junction,  Ohio,  to  Pittsburgh,  Pa.,  about  €0  miles.  It  was  built 
originaUy  as  a  link  between  the  Wheeling  &  Lake  £rie  and  the  West- 
em  Maryland  in  the  Gould  project  of  a  transcontinental  line,  and 
was  constructed  in  a  manner  appropriate  for  such  service.  The  proj- 
ect failed,  and  the  connection  with  the  Western  Maryland  was  never 
established.  At  West  Belt  Junction,  Pa.,  it  connects  with  the  Belt, 
which  circles  south  of  Pittsburgh  for  a  distance  of  about  20  miles 
from  a  point  near  the  Monongahela  River  south  of  Bruceton,  Pa., 
to  West  End,  Pa.  The  Terminal  also  has  a  short  line  extending  from 
a  junction  with  the  Belt  eastward  to  Mifflin,  Pa.  At  Pittsburgh 
Junction  the  Terminal  connects  with  the  Wheeling  &  Lake  Erie  and 
at  Bridgeville,  Pa.,  with  the  Pittsburgh,  Cincinnati,  Chicago  &  St. 
Louis,  hereinafter  called  the  Pan  Handle;  and  by  using  the  Belt  it 
has  an  outlet  over  the  Pittsburgh  &  Lake  Erie,  the  Baltimore  &  Ohio, 
and  the  Union.  Traffic  from  points  on  the  Terminal  and  the  Belt 
moves  over  the  Union  to  reach  the  Bessemer  &  Lake  Erie,  hereinafter 
called  the  Bessemer.  The  Union  and  the  Bessemer  are  both  under 
the  control  of  the  United  States  Steel  Corporation. 

During  the  calendar  year  1917  complainants  and  the  Wabash- 
Pittsburgh  handled  11,556,533  tons  of  revenue  freight,  of  which 
about  64.14  per  cent  was  coal.  The  coal  delivered  to  defendants  by 
complainants  amounted  to  18.67  per  cent  of  complainants'  total 
tonnage,  and  to  29.1  per  cent  of  their  coal  tonnage.  Approximately 
82  per  cent  of  the  coal  tonnage  delivered  to  defendants  originated  at 
mines  on  the  Belt,  and  about  97  per  cent  was  delivered  to  the  Pitts- 
burg &  Lake  Erie  and  the  Bessemer.  The  average  haul  on  the 
Terminal  is  estimated  to  have  been  about  31  miles  and  on  the  Belt 
from  7.32  to  7.77  miles. 

During  the  period  covered  by  the  claim  of  reparation  and  at  the 
time  of  the  hearing,  the  Belt  received  an  arbitrary  division  of  15 
cents  on  coal  which  it  originated  and  delivered  direct  to  defendants, 
and  so  did  the  Terminal.  C<miplainants  jointly  received  arbitrary 
divisions  of  from  24  to  80  cents,  ordinarily  25  cents,  on  coal  originat- 
ing on  the  Terminal,  and  an  arbitrary  division  of  18  cents  on  coal 
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originating  on  the  Belt.  Gomplaanaiits  contend  that  these  divMJoiM 
were  utterly  inadequate  and  that  the  division  should  Imye  been  and 
diould  now  be  based  on  block  mileages  of  76  mike  to  originating  and 
terminal  carriers,  and  on  actual  nuleage,  subject  to  a  minimnm  of 
50  miles,  to  intermediate  lines.  This  would  increiEtse  their  divisimiB 
an  average  of  about  16  cents  per  ton,  and  as  much  as  200  per  ceiii 
in  certain  instances. 

At  the  hetiring  defendants  contended  that  we  were  without  juris- 
diction in  the  case  and  moved  that  the  complaint  be  dismissed.  Prior 
to  the  argument,  however,  the  transportation  act,  1920,  became  law 
and  removed  all  doubt  as  to  our  authority  to  prescribe  for  the  future 
^^just,  reasonable,  and  equitable  divisions"  of  joint  rates,  fares,  or 
charges ;  and  upon  argument  counsel,  speaking  for  all  the  defendants, 
made  the  following  statement : 

I  think  technicaUy  there  would  have  to  be  a  new  eomplalnt  filed,  to  plead  a 
Tiolaticm  of  the  new  law.  That  would  be  a  matter  of  more  or  less  form,  and 
would  not  go  substantially  to  the  merits  of  the  case,  or  I  think,  to  the  Una! 
result  of  it,  and  therefore  we  haye  not  excepted  to  the  law  point  and  do  not 
argue  it. 

Under  the  circumstances  we  feel  free  to  consider  the  complaint,  so 
far  as  divisions  for  the  future  are  concerned,  as  if  it  had  pleaded  vio- 
lation of  the  existing  law. 

The  situation  is  otherwise  with  respect  to  the  claim  for  repara- 
tion on  shipments  moving  between  April  1  and  December  31,  1917. 
In  Morgantown  <&  Kingwood  Divisions^  49  I.  C.  C,  640,  647,  the  fol- 
lowing provision  of  section  1  of  the  act  to  regulate  commerce  was 
considered : 

♦  ♦  ♦  it  shaU  be  the  duty  of  every  carrier  subject  to  the  provisions  of 
this  act  *  *  *  to  establish  through  routes  and  lust  and  reasonable  rmtes 
applicable  thereto;  and  to  provide  reasonable  faciUties  for  operating  audi 
through  rates  and  to  make  reasonable  rules  and  regulations  with  respect  to  the 
exchange,  interchange,  and  return  of  cars  used  therein,  and  for  the  operation 
of  such  through  routes,  and  providing  for  reasonable  compensation  to  thoee 
entitled  thereto. 

We  found  that  this  provision,  which  was  in  force  between  April  1 
and  December  31,  1917,  gave  "the  small  line  the  right  to  receive 
*  reasonable  compensation'  out  of  any  joint  rate  applicable  over  a 
through  route  which  it  may  operate  conjointly  with  a  trunk-line  con- 
nection"; that  it  enforced  "justice  as  between  carriers  as  to  the  rea- 
sonableness of  divisions"  no  less  than  it  required  "justice  between 
carriers  and  the  shippers  in  respect  of  the  reasonableness  of  rates"; 
and  that  it  also  afforded  carriers  "a  remedy  against  oppression  in 
such  a  case  as  clearly  as  it  gives  a  shipper  a  remedy  against  an  exces- 
sive rate."   In  Western  Pacific  B.  R.  Co.  v.  8.  P.  Co.,  66  I.  C.  C,  71, 
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the  f  dlowing  paragraph  of  sectioii  8  of  the  act  to  regulate  commeroe, 
Tirhich  was  likewise  in  effect  between  April  1  and  December  81, 1917, 
^was  considered: 

Brery  common  carrier  subject  to  the  prorisions  of  this  act  shaU,  according 
to  their  respective  powers*  afford  all  reasonable,  proper,  and  equal  facilities  for 
the  interdiange  of  traffic  between  their  respective  lines,  and  for  the  receivint» 
forwarding,  and  delivering  of  passengers  and  property  to  and  from  their  sev- 
eral lines  and  those  connecting  therewith,  and  shall  not  discriminate  in  their 
rates  and  charges  between  snch  connecting  lines;  bat  this  shall  not  be  con- 
stmed  as  requiring  any  snch  conmion  carrier  to  give  the  use  of  its  tracks  or 
terminal  fkicilities  to  another  carrier  ^gaged  in  like  business. 

We  held  that  this  provision  prohibited  discrimination  in  divisions 
accorded  out  of  joint  rates  to  connecting  lines,  and  reparation  was 
awarded  for  damages  suffered  by  reason  of  such  discrimination. 

The  provisions  of  the  act  to  regulate  commerce,  under  which  we 
concluded  that  we  had  jurisdiction  to  prescribe  divisions  of  joint 
rates  which  had  not  been  established  pursuant  to  a  finding  or  order 
by  us,  remained  in  effect  until  the  passage  of  the  transportation  act, 
1920.  The  question  is  whether  our  jurisdiction  to  prescribe  such  di- 
visions has  been  changed  in  any  manner. 

By  the  titinsportation  act,  1920,  section  1  of  the  interstate  com- 
merce act  was  amended  to  read,  in  part,  as  follows : 

It  shall  be  the  duty  of  every  common  carrier  subject  to  this  Act  engaged  in  the 
transportation  of  passengers  or  property  *  *  *  in  case  of  Joint  rates,  fares, 
or  charges,  to  establish  Just,  reasonable,  and  equitable  divisions  thereof  as  be- 
tween the  carriers  subject  to  this  Act  participating  therein  which  shaU  not 
imduly  prefer  or  prejudice  any  of  such  participating  carriers. 

And  paragraph  6  of  section  15  was  added,  reading  in  part  as  fol- 
lows: 

Whenever,  after  full  hearing  upon  complaint  or  upon  its  own  initiative,  the 
Commission  is  of  opinion  that  the  divisions  of  Joint  rates,  fares,  or  charges, 
appUcable  to  the  transportation  of  passengers  or  property,  are  or  will  be  unjust, 
unreasonable,  inequitable,  or  unduly  preferential  or  prejudicial  as  between  the 
carriers  parties  thereto  (whether  agreed  upon  by  such  carriers,  or  any  of  them, 
or  otherwise  established),  the  Commission  shall  by  order  prescribe  the  just, 
reasonable,  and  equitable  divisions  thereof  to  be  received  by  the  several  car- 
riers, and  in  cases  where  the  joint  rate,  fare,  or  charge  was  established  pur- 
suant to  a  finding  or  order  of  the  Commission  and  the  divisions  thereof  are 
found  by  it  to  have  been  unjust,  unreasonable,  or  inequitable  or  unduly  pref- 
erential or  prejudicial,  the  Commission  may  also  by  order  determine  what  (for 
the  period  subsequent  to  the  filing  of  the  complaint  or  petition  or  the  making 
of  the  order  of  investigation)  would  have  been  the  just,  reasonable,  and 
equitable  divisions  thereof  to  be  received  by  the  several  carriers,  and  require 
adjustment  to  be  made  in  accordance  therewith. 

It  will  be  seen  that  this  paragraph  relates  to  two  classes  of  cases, 
(1)  where  the  joint  rates  were  voluntarily  established  by  the  inter- 
ested carriers,  and  (2)  where  the  joint  rates  were  established  pur- 
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fiUiiAt  fo  a  finding  ot  order  made  by  ua.  Under  £his  paragraph  i& 
oases  of  the  second  class  we  can  reqmre  the  adjtistment  of  divisioiiB 
from  the  time  the  complaint  was  filed.  We  are  here  dealing  urith  a 
case  where  the  joint  rates  were  established  pursuant  to  certain  orders 
and  findings  of  the  Commission,  which  will  be  refured  to  later.  It 
is  apparent  that  if  this  complaint  had  been  filed  after  the  above 
amendment  to  the  interstate  commerce  act  took  effect  we  could  only 
require  adjustment  of  the  divisions  from  the  time  the  complaint 
was  filed.  A  reasonable  construction  of  the  statute  makes  it  cleAr 
that  paragraph  4  of  section  1  and  paragraph  6  of  section  15,  tafcea 
together,  were  intended  by  the  Congress  to  supersede  former  provi- 
sions of  the  statute  and  constructions  placed  thereon  with  respect  to 
divisions  of  joint  rates,  whether  established  voluntarily  or  pursuant 
to  our  finding  or  order. 

Jurisdiction  may  be  taken  away  by  repeal  of  the  statutes  con- 
ferring it  by  necessary  implication  as  well  as  by  express  words.     As 
noted  above,  we  decided  that  under  the  act  as  it  stood  prior  to  amend- 
ment by  the  transportation  act,  1920,  we  could  require  the  adjust- 
ment of  divisions  prior  to  the  filing  of  the  complaint,  but  it  is  well 
settled  that  if  a  statute  giving  a  special  remedy  is  repealed  without 
a  saving  clause  in  favor  of  pending  suits,  all  suits  must  stop  where 
the  repeal  finds  them.    If  final  relief  has  not  been  granted  before  the 
repeal  went  into  effect  it  can  not  be  after.    South  Carolina  v.  GaU- 
lard^  101  U.  S.,  433.    It  is  equally  well  settled  that  if  a  law  con- 
ferring jurisdiction  is  repealed  without  any  reservation  as  to  pending 
cases  all  such  cases  fall  with  the  law.    Railroad  Oo.  v.  Grant,  96 
U.  S.,  398,  and  cases  there  cited. 

It  is  fundamental  that  we  can  only  act  under  the  jurisdiction  con- 
ferred upon  us  by  the  Congress.  We  must  exercise  powers  which 
we  have  now  subject  to  any  limitations  which  now  attach  to  them,  as 
our  jurisdiction  and  powers  are  drawn  from  the  statute  as  it  is  now, 
not  as  it  was  in  1919  when  the  complaint  was  brought.  It  might  be 
said  that  this  construction  destroys  a  right  of  complainants.  A  stat- 
utory right  is  to  be  distinguished  from  the  remedy  for  its  enforce- 
ment But  whether  this  new  legislation  has  taken  away  a  remedy 
and  thereby  indirectly  destroyed  a  right  of  complainants  is  not  for  us 
to  decide. 

We  find  that  in  this  case  we  are  without  jurisdiction  to  consider  the 
divisions  in  effect  prior  to  the  filing  of  the  complaint. 

The  period  subsequent  to  the  filing  of  the  complaint  may  be 
divided  into  two  parts.  From  January  1, 1918,  to  February  29, 1920, 
inclusive,  complainants'  properties  were  under  federal  ccmtrol,  and 
complainants  have  no  interest  in  the  divisions  that  were  received 
during  that  period.    Complainants  accepted  the  provisicNBs  of  see- 
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tion  S09  of  the  transportation  act,  1920,  and  have  no  interest  in  the 
diyisions  received  during  the  six  months  from  March  1  to  August  31, 
1920,  inclusive.  Their  real  interest  in  this  case  is  in  the  divisions 
received  from  and  after  September  1,  1920,  and  in  the  divisions  for 
the  future. 

The  provisions  above  quoted  of  the  interstate  conmierce  act  leave 
no  doubt  as  to  our  power  to  pr^siribe  "  just,  reasonable,  and  equitable 
divisions ''  for  the  future  or  that  the  intent  of  the  present  law  is 
to  limit  reparation   (a)  to  cases  "where  the  joint  rate,  fare,  or 
charge  v^as  established  pursuant  to  a  finding  or  order  of  the  Commis- 
sion^ and  (6)  to  the  "period  subsequent  to  the  filing  of  the  com- 
plaint or  petition  or  the  making  of  the  order  of  investigation.''    In 
tills  instance  from  mines  on  the  Terminal  the  joint  rates  with  all 
of  the  defendants  except  the  Bessemer  and  its  connections  were  origi- 
nally established  pursuant  to  our  order  in  Pittsburgh  <Ss  Soutlvwestem 
Coal  Go.  V.  TT.-P.  T.  Ry.  Co.,  31 1.  C.  C,  660.    The  other  joint  rates 
in  question  have  been  affected  by  our  findings  or  orders  in  The  Fifteen 
Per  Cent  Case,  46  I.  C.  C,  803;  Bittminous  Coal  to  C.  F.  A.  Terri- 
tory, 46  I.  C.  C,  66 ;  or  Lake  Cargo  Coal  Rates,  46  I.  C.  C,  159.    All 
the  existing  joint  rates  were  established  pursuant  to  our  finding  in  In- 
created  Rates,  1920,  58  I.  C.  C,  220.    We  entertain  no  doubt  as  to 
our  power  to  require  the  adjustment  of  divisions  received  subsequent 
to  September  1, 1920,  upon  the  basis  which  we  find  w6uld  have  been 
just,  reasonable,  and  equitable. 

With  this  preliminary  discussion  of  the  law  we  come  to  the  facts 
of  the  case.    In  1879  or  1880  the  Pittsburgh  &  Lake  Erie  and  its 
connections  established  joint  rates  with,  and  accorded  an  arbitrary 
division  of  15  cents  to,  the  Little  Saw  Mill  Run  Railroad.    After 
the  latter  was  taken  over  by  the  Belt  in  1902  the  same  division  was 
allowed  the  Belt  for  a  longer  average  haul.    Between  1907  and  1909 
the  Bessemer  and  the  Baltimore  &  Ohio,  and  their  connections,  like- 
wise established  joint  rates  with  the  Belt  and  accorded  it  a  division 
of  15  cents.    In  1908  or  1909  the  Bessemer  and  its  connections  estab- 
lished joint  rates  with  the  Wabash-Kttsburgh  and  the  Belt,  allowing 
them  jointly  divisions  ranging  from  24  to  30  cents.    From  points  on 
the  Wabash-Pittsburgh  combination  rates  then  applied  in  connec- 
tion with  the  other  defendants.    In  Pittsburgh  <&  Southwestern  Coal 
Co.  V.  W.  P,  T.  Ry  Co.,  supra,  decided  October  5, 1914,  we  required 
the  establishment  of  joint  rates  on  coal  from  points  on  the  Wabash- 
Pittsburgh  which  should  not  exceed  by  more  than  10  cents  per  ton 
the  rates  from  points  on  the  Belt.    In  establishing  these  rates  the 
Pittsburgh  &  Lake  Erie  and  the  Baltimore  &  Ohio,  and  their  con- 
nections, accorded  the  Wabash-Pittsburgh  and  the  Belt  25  cents 
jointly.    The  Pan  Handle  and  its  connections  originaUy  allowed 
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ihe  Wabash-Pittsburgh  alone  25  cents,  but  later,  when  a  reduction 
in  rates  took  place,  this  division  was  reduced  to  16  cents.  On  traffic 
originating  on  the  Belt  the  Pan  Handle  allowed  the  Wabash-Pitts- 
burgh  and  the  Belt  18  cents  jointly. 

Complainants  acquired  on  April  1,  1917,  the  property  of  the 
Wabash-Pittsburgh  and  the  Belt,  which  had  been  in  the  hands  of 
receivers,  and  under  rule  9(j)  of  Tariff  Circular  18-A  adopted  the 
tariffs  and  divisions  then  in  effect.  Since  that  time  rates  on  coal 
have  been  increased  generally,  following  The  Fifteen  Per  Cent  Oase^ 
supra^  Bitundnou8  Cod  to  C,  F.  A,  Territory^  supra^  Lake  Cargo 
Coal  Ratea^  aupra^  and  general  order  No.  28  of  the  Director  General 
of  Railroads;  but  up  to  the  time  of  the  hearing,  July  17-19,  1919, 
complainants'  divisions  remained  the  same.  It  was  stated  upon 
argument  that  in  December,  1919,  they  were  increased  by  the  Direc- 
tor General  in  proportion  to  the  increases  of  the  joint  rates  under 
general  order  No.  28. 

The  evidence  shows  that  the  divisions  have  never  been  satisfactory, 
either  to  complainants  or  to  their  predecessors,  and  that  they  have 
made  repeated  efforts,  without  success,  to  induce  defendants  to  accord 
them  larger  amounts.    What  may  have  been  the  effect  of  the  failure 
of  complainants'  predecessors  to  bring  the  matter  seasonably  to  our 
attention  we  need  not  now  determine.    Upon  their  acquisition  of  the 
properties  in  April,  1917,  complainants  immediately  began  negotia- 
tions with  defendants  for  better  divisions.    These  negotiations  con- 
sumed much  of  the  period  prior  to  the  beginning  of  federal  control 
on  January  1,  1918,  when  the  question  of  divisions  ceased  to  be  of 
interest  to  complainants.    Nevertheless,  further  requests  for  agree- 
ment upon  a  reasonable  basis  of  divisions  were  made  formally  in 
March,  1919,  and  upon  the  failure  of  these  requests  the  present 
complaints  were  brought. 

Complainants  submitted  evidence  as  to  cost  of  handling  coal  on 
the  Terminal.  Their  witness  estimated  the  wages  of  train  crews  and 
all  expenses  for  locomotive  supplies  and  repairs  in  placing  empty  cars 
and  assembling  loaded  cars  at  points  of  origin  as  of  April  1,  1917, 
at  3.2  cents  per  ton,  the  expense  of  handling  cars  in  the  yards  at 
points  of  origin  at  3.2  cents,  and  the  expense  of  the  road  movement 
at  the  same  amount,  making  an  aggregate  estimated  *  expense  for 
train  service  of  9.6  cents  per  ton.  The  total  operating  expenses  for 
the  Terminal  were  stated  to  be  twice  the  cost  of  train  service,  or  19.2 
cents  per  ton,  which  is  equivalent  to  $9.12  per  car  of  47.5  tons.  No 
estimate  of  similar  expenses  for  the  Belt  was  submitted  beyond  a 
statement  that  its  costs  are  somewhat  less  because  of  shorter  hauls. 
Complainants  point  out  that  these  figures  do  not  include  return  on 
investment,  taxes,  and  other  items,  and  that  all  factors  of  cost  had 
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advanced  80  to  90  per  cent  since  1917.  They  allege  that  the  financial 
difficulties  which  they  and  their  predecessors  have  experienced  have 
been  due  in  large  measure  to  the  inadequate  divisions  received  from 
defendants. 

This  evidence  as  to  expense  of  operation  per  ton  of  coal  carried, 
made  up  as  it  is  of  statements  supported  by  little  definite  data  en- 
abling it  to  be  checked,  can  not  be  regarded  as  an  adequate  or  con- 
vincing analysis  of  costs.  But  even  if  it  were  free  from  these  defects, 
it  could  not  well  be  used  as  a  measure  of  the  divisions  received  in 
the  absence  of  evidence  as  to  the  relation  between  the  joint  rates  in 
question  and  the  cost  of  the  service  performed  by  defendants,  as  well 
as  by  complainants.  Cost  of  service  is  but  one  of  the  factors  taken 
into  consideration  in  the  making  of  freight  rates,  and  the  wide 
variations  in  rates  make  it  probable  that  many  of  them  fail  to  cover 
all  the  factors  of  operating  expense  that  a  careful  cost  study  might 
aUocate  against  the  service. 

Defendants  submitted  evidence  as  to  the  divisions  accorded  during 
the  period  from  April  1, 1917,  to  December  31, 1917,  to  various  coal- 
originating  roads,  which  they  allege  are  comparable  with  the  Belt. 
The  following  table  is  representative  of  this  evidence : 


By  Um  Pittsburg  A  Udre  Erie  toth^- 
lfooongabela  R.  R.  (Pa.) 

Moiumgah«laR.R.(W.Vs.) 

If  organtown  &  Wheeling  Ry 

PttWburgh,  Chartien  &  Yonghiogheny  R.  R. . . 

Pittsburgh,  IfcKeesport  A  Toagmogbeny  R.  R 
By  the  Bessemer  A  Lake  Erie  to  the— 

Western  Allegheny  R.  R 

Uni^  Rail  ways 

UniimR.  R 

By  the  Baltimore  A  Ohio  to  the— 

Washington  Ron  R.  R 

Indian  Creek  Valley  R.R. 

Comberlanddc  PennsylTania  R.  R 

West  Virginia  4t  Northern  R.  R 

Iforgantown  4t  KIngwood  R.  R 


Average 
haul. 

RatedlTlrton. 

Milm. 

OtnH, 

14.53 

16. 

58.61 

25. 

1.84 

16.» 

0.64 

le. 

5to45 

25. 

17 

12.5  or  15. 

5 

16. 

11 

1& 

4 

5to8. 

10 

16. 

15 

On  50-mile 
basis.' 

block 

« 

On  percentage  ba- 

31 

On  40-mile 
basis.* 

block 

^  First  six  months  in  1918;  no  joint  rates  in  1917. 

•  Minimum  divisions  ranging  from  21  to  25  cents  on  tidewater  coal. 

•  Minimian  division  of  20  oents  to  certain  eastern  destinations  indoding  tidewater. 

The  distances  in  this  table  are  approximate.  Complainants  point 
out  that  the  Pittsburgh,  McKeesport  &  Youghiogheny  is  leased  to 
the  Pittsburgh  &  Lake  Erie;  that  the  latter  also  controls,  jointly 
with  the  Pennsylvania,  the  Monongahela  and  the  Pittsburgh,  Char* 
tiers  &  Youghiogheny;  that  contributions  in  addition  to  the  divisicms 
have  been  made  to  help  out  the  Monongahela;  that  the  Union  is  con* 
trolled  by  the  same  interests  as  the  Bessemer;  that  divisions  with 
such  roads  under  common  control  are  largely  a  bookkeeping  proposi- 
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tion;  and  that  several  of  the  other  roads  named  are  controlled  by 
coal  interests  and  were  built  primarily  to  provide  an  outlet  for  the 
coal.  They  are  not,  complainants  allege,  comparable  in  point  of  con- 
struction or  operation  with  the  Terminal  and  the  Belt. 

An  exception  among  the  roads  of  this  class  is  the  Montour  Rail- 
road, owned  by  the  Pittsburgh  Coal  Company.    It  forms  a  semicircle 
south  of  Pittsburgh  about  48  miles  long  and  connects  with  the  Pitts- 
burgh &  Lake  Erie  at  Montour  Junction,  Pa.,  and  with  the  Bessemer 
through  the  Union  at  MiiBKn  Junction.    During  the   reparation 
period  the  Bessemer  allowed  the  Montour,  on  coal  destined  to  Besse- 
mer points,  divisions  based  on  mileage  block  percentages;  on  coal 
destined  to  Conneaut  Harbor  for  lake-cargo  purposes,  divisions  of 
30  and  28  cents ;  and  on  coal  destined  to  points  on  connections  beyond 
the  Bessemer,  divisions  of  15  cents.    The  lake-cargo  divisions  were 
based  on  a  contract  under  which  the  Bessemer  agreed  to  receive  for 
its  divisions  such  amoimts  as  would  produce  ton-mile  earnings  equiv- 
alent to  those  contemporaneously  received  by  the  Baltimore  &  Ohio 
for  its  haul  of  coal  from  the  Fairmont  district,  in  West  Virginia,  to 
Lorain,  Ohio.   The  divisions  accorded  by  the  Pittsburgh  &  Lake  Erie 
to  the  Montour  were  on  a  somewhat  similar  basis.    On  short-haul 
traffic  to  destinations  comparable  with  those  reached  by  the  Bessemer, 
the  divisions  were  on  a  percentage  basis,  and  complainants'  exhibits 
show  that  on  April  1,  1917,  they  ranged  from  24  to  38.3  cents,  and 
that  the  division  on  lake-cargo  coal  was  24  cents.    On  all  other  coal 
traffic  the  Montour  received  from  the  Pittsburgh  &  Lake  Erie  an 
arbitrary  of  16  cents.    When  the  rates  later  advanced,  the  percentage 
divisions  were  automatically  increased  in  amount  and  the  record 
indicates  that  on  lake-cargo  coal  via  the  Pittsburgh  &  Lake  Erie  the 
division  may  have  been  as  high  as  43  cents  at  the  time  of  the  hearing. 

By  way  of  contrast,  during  the  period  for  which  reparation  is 
sought  the  Bessemer  allowed  the  Terminal  and  Belt  jointly  divisions 
on  lake-cargo  coal  of  25,  30,  and  28  cents,  and  divisions  on  other 
coal  ranging  from  24  to  30  cents.  To  the  Belt  alone  both  the  Bes- 
semer and  the  Pittsburgh  &  Lake  Erie  allowed  16  cents  uniformly, 
and  the  latter  allowed  the  Terminal  and  the  Belt  jointly  a  uniform 
25  cents. 

The  explanation  of  its  divisions  with  the  Montour  is  thus  stated 
by  the  Bessemer  on  brief : 

For  many  years  the  Bessemer  bad  a  preponderance  of  iron  ore  traffic  south- 
bound. There  was  no  coal  on  that  part  of  the  Bessemer  which  penetrates  the 
Pittsburgh  district.  Early  in  1900,  the  mines  on  the  Union  were  practically 
exhausted,  so  that  there  was  no  return  loading  for  the  cars  of  the  Bessemer 
which  brought  ore  to  the  furnaces  on  the  Union.  All  other  trunk  lines  serring 
the  Pittsburgh  district  had  coal  mines  upon  their  lines,  and  it  was  natural  that 
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if  divisions  were  to  be  fixed  by  the  ordinary  process  of  bargainings 
But  one  of  the  duties  of  a  common  carrier  is  to  participate  in  such 
joint  rates  as  the  public  interest  requires.  This  is  an  incident  of  their  - 
prtblic  undertaking,  and  equity  does  not  necessarily  demand  that  they 
be  compensated  by  larger  divisions  in  the  instances  where  it  might  be 
more  advantageous  to  confine  traffic  to  their  own  lines. 

In  our  opinion  it  was  to  avoid  the  unduly  prejudicial  effect  of  such 
strategic  advantages  upon  the  weaker  carriers  and  the  resulting  im- 
pairment of  transportation  facilities  upon  which  a  substantial  por- 
tion 6t  the  country  depends  that  our  powers  over  divisions  were 
clarified  and  strengthened.    We  are  not  prevented  by  the  provision 
above  quoted  from  taking  into  consideration  any  circumstances  and 
conditions  which  we  may  deem  to  have  weight  in  measuring  the 
justice  and  reasonableness  of  divisions;  but  it  is  an  intent  clearly 
disclosed  that  we  shall  keep  continually  in  view  the  public  interest) 
the  public  need  for  a  transportation  system  strong  in  all  its  parts, 
and  the  consequent  necessity  thfit  carriers  shall  receive  compensation 
fairly  proportioned  to  the  amount  and  character  of  the  service  which 
they  perform  and  adequate  to  enable  them  to  perform  it  efficiently. 
The  record  now  before  us  is  far  from  satisfactory.    The  divisions 
accorded  complainants  are  termed  "  arbitraries,"  and  the  word  is 
fairly  descriptive  of  the  manner  in  which  they  have  been  fixed.    No 
evidence  has  been  presented  indicating  the  method  or  principle  by 
which  complainants'  divisions  were  determined.     Apparently  the 
Belt  was  accorded  15  cents  because  it  was  customary  in  the  case  of 
short  feeders  on  which  coal  originated.    The  Terminal  and  the  Belt 
jointly  were  accorded,  as  a  rule,  10  cents  more,  because  the  joint  rates 
from  mines  on  the  Terminal  were  10  cents  higher  than  the  Pittsburgh 
district  rates.    When  the  Pan  Handle  agreed  to  the  district  rates 
from  Terminal  points  it  reduced  the  latter's  division  to  15  cents. 

One  thing  clearly  appears:  During  the  last  few  years  various 
increases  in  the  joint  rates  have  been  effected.  All  of  these  increases 
were  made  necessary  by  the  general  rise  in  operating  costs  which 
has  affected  complainants  equally  with  defendants.  Assuming  that 
the  divisions  in  force  on  April  1,  1917,  were  reasonable,  they  should 
clearly  have  been  increased  proportionately  as  the  rates  were  in- 
creased so  that  complainants  as  well  as  defendants  might  have 
relief  from  the  growing  burden  of  their  operating  expense. 

As  has  already  been  indicated,  complainants'  evidence  as  to  cost 
of  service  is  not  adequate,  and,  even  if  it  were,  could  hardly  be  used 
AS  a  measure  of  divisions  in  the  absence  of  evidence  in  regard  to  the 
relation  of  the  joint  rates  to  the  total  cost  of  the  service  performed. 
The  evidence  as  to  the  relative  amount  and  character  of  service  per- 
formed is  also  inadequate,  but  defendants  concede  that  complainants, 
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as  the  lines  burdened  with  the  cost  of  originating  and  assembling 
the  shipments,  are  entitled  to  relatively  larger  divisions  in  propor- 
.tion  to  length  of  haul  than  are  the  intermediate  lines  and,  to  a  lesser 
extent,  the  delivering  lines.    They  claim,  however,  that  the  divisions 
received  on  April  1, 1917,  were  reasonable,  judged  by  this  test,  and  in 
evidence  of  this  claim  submitted  exhibits  showing  that  on  the  date 
mentioned  the  ton-mile  earnings  of  the  Belt  from  its  arbitrary  of 
15  cents  for  a  weighted  average  haul  of  7.32  miles  were  uniformly 
20.6  mills,  while  the  ton-mile  earnings  of  the  Pittsburgh  &  Lake  Erie 
out  of  its  divisions  ranged  from  11.45  mills  on  short-haul  traffic  to 
2.68  mills  on  traffic  destined  to  distant  points.    But  where  no  allow- 
ance is  made  for  terminal  costs  and  the  hauls  vary  greatly  in  length, 
comparisons  of  ton-mile  earnings  are  apt  to  be  misleading.     The 
comparison,  moreover,  is  much  less  favorable  in  the  case  of  the  Ter- 
minal and  Belt  jointly,  where  an  arbitrary  of  25  cents    for  the 
weighted  average  haul  of  31.32  miles  yielded  but  8.06  mills.     Thus 
on  the  haul  to  Monaco,  Pa.,  the  Terminal  and  Belt  jointly  received 
25  cents  for  an  average  haul  of  about  31  miles,  while  the  Pittsburgh  & 
Lake  Erie  received  25  cents  for  a  haul  of  23  miles.    To  New  Castle, 
Pa.,  the  latter  received  55  cents  for  a  haul  of  48  miles.    After  July  1, 
1917,  when  the  rates  were  increased,  the  division  of  the  Terminal  and 
Belt  remained  unchanged,  but  the  Pittsburgh  &  Lake  Erie  received 
40  cents  to  Monaco  and  70  cents  to  New  Castle. 

Complainants'  plan  of  basing  divisions  on  block  mileages  of  75 
miles  to  originating  and  terminal  carriers  and  on  actual  mileage, 
subject  to  a  minimum  of  60  miles,  to  intermediate  lines  is  sinular  in 
general  structure  to  methods  of  determining  divisions  which  are 
frequently  employed  and  is  supposed  to  recognize  the  relatively 
greater  service  performed  by  originating  and  delivering  roads.  But 
the  basis  for  the  mileage  figures  used  was  not  disclosed.  Moreover, 
ike  plan  contemplates  treating  the  Terminal  and  Belt  as  two  distinct 
and  separate  roads,  thus  greatly  increasing  the  divisions  which  they 
jointly  would  receive.  In  our  judgment,  for  the  purpose  of  fixing 
divisions  the  separate  corporate  organizations  of  these  commonly 
controlled  and  operated  carriers  should  be  disregarded  and  they 
should  be  treated  as  one  system.  The  same  is  true  of  the  Bessemer 
and  the  Union. 

Upon  the  record  which  is  before  us  we  are  of  opinion  that  com- 
plainants have  not  shown  that  their  present  divisions  of  the  joint 
rates  for  the  longer  hauls  are  unreasonable  or  unjustly  discrimina- 
tory, except  to  the  extent  that  these  divisions  do  not  reflect  the  in- 
creases which  have  been  made  in  the  joint  rates  subsequent  to  April 
1,  1917,  and  to  the  further  extent  that  they  were  less  than  25  cents 
on  that  date  in  the  case  of  joint  rates  participated  in  by  complain- 
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ants  jointly.  We  think,  however,  that  complainants  have  shown  that 
their  divisions  of  the  joint  rates  for  the  shorter  hauls  should  fairly 
be  determined  by  a  different  plan. 

With  respect  to  the  divisi<ms  since  September  1, 1920,  and  for  the 
future,  we  therefore  find  that  in  the  case  of  joint  rates  on  the  traffic 
in  question  between  points  where  the  corresponding  joint  rates  on 
April  1,  1917,  exceeded  $1.10  per  net  ton,  the  just,  reasonable,  and 
equitable  divisions  to  which  complainants  would  have  been,  now 
are,  and  for  the  future  will  be  severally  or  jointly  entitled  are  di- 
visions bearing  to  the  joint  rates  contemporaneously  in  effect  the 
same  relation  that  the  corresponding  divisions  on  April  1, 1917,  bore 
to  the  joint  rates  then  in  effect,  with  the  exception  that  in  the  case  of 
joint  rates  participated  in  by  defendant  Pittsburgh,  Cincinnati,  Chi- 
cago &  St.  Louis  Bailroad  Company  and  by  both  complainants,  the 
just,  reasonable,  and  equitable  divisions  to  which  complainants  would 
have  been,  now  are,  and  for  the  future  will  be  jointly  entitled  are 
divisions  bearing  to  the  joint  rates  contemporaneously  in  effect  the 
same  relation  that  a  division  of  25  cents  would  have  borne  to  the 
corresponding  joint  rates  in  effect  on  April  1,  1917.    We  find  in  the 
case  of  joint  rates  on  the  traffic  in  question  between  points  where  the 
corresponding  joint  rates  on  April  1, 1917,  did  not  exceed  $1.10  per' 
net  ton,  that  the  just,  reasonable,  and  equitable  divisions  to  which 
complainants  would  have  been,  now  are,  and  for  the  future  will  be 
jointly  or  severally  entitled  are  divisions  based  on  the  percentages 
obtained  by  using  mileages  of  50  miles  for  complainants  severally  or 
jointly,  and  actual  mileages  for  each  participating  defendant,  sub- 
ject to  minima  of  25  miles  for  intermediate  and  50  miles  for  terminal 
carriers;  and  that  for  this  purpose  defendants  Bessemer  &  Lake 
Erie  Railroad  Company  and  Union  Eailroad  Company  shall  be 
treated  as  one  carrier.    The  nearest  two-figure  percentage  should  be 
used  in  all  cases,  avoiding  decimals  and  thus  simplifying  computa- 
tion, and  the  division  resulting  from  the  application  of  the  per- 
centage to  the  joint  rate  should  be  figured  only  to  the  nearest  half 
cent.    We  further  find  that  the  divisions  received  by  complainants 
should  be  adjusted  upon  the  basis  above  found  just,  reasonable,  and 
equitable,  effective  as  of  September  1,  1920,  leaving  defendants  col- 
lectively to  divide  as  may  seem  to  them  proper  what  is  left  of  the 
joint  rate  after  complainants  have  received  their  division. 
An  appropriate  order  will  be  entered. 

Eastman,  Commissioner^  concurring : 

1  am  in  entire  accord  with  the  report  of  the  majority,  except  as  to 
reparation.  The  complaint  was  filed  March  29, 1919.  Under  the  law 
as  it  then  stood  and  until  March  1,  1920,  we  could,  following  the 
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Morgantown  <&  King  wood  and  the  Western  Pacific  decisions,  have 
awarded  reparation  for  damages  suflFered  by  reason  of  unreasonable 
divisions  during  the  period  from  April  1  to  December  81,  1917.  If 
the  case  had  been  decided  within  the  11  months  succeeding  tile  filing 
of  the  complaint,  therefore,  we  could  have  awarded  reparation ;  but 
inasmuch  as  the  decision  was  delayed  until  after  the  passage  of  the 
transportation  act,  1920,  the  majority  are  of  opinion  that  we  can  not 
now  do  this.    I  hesitate  to  accept  this  conclusion. 

The  provisions  of  law  which  were  relied  upon  in  the  Morgantown 
(&  Kmgwood  and  Western  Pacific  cases  are  still  in  force  without 
material  change.    Under  sections  8  and  16  of  the  interstate  commerce 
act  we  are  still  empowered  to  award  damages  to  any  party  complain- 
ant injured  by  any  act  prohibited  or  declared  to  be  unlawful  or  by 
the  omission  of  any  duty  imposed  by  the  act.    Moreover,  to  remove 
all  doubt,  section  1  now  makes  it  specifically  the  duty  of  every  car- 
rier to  establish  "just,  reasonable,  and  equitable  divisions."     The 
conclusion  of  the  majority  that  we  are  without  authority  to  award 
the  reparation  in  question,  therefore,  rests  solely  upon  the  new 
paragraph  6  of  section  15.    Is  .this  paragraph  so  inconsistent  with 
the  power  to  award  reparation  which  is  granted  by  the  terms  of  the 
other  provisions  above  mentioned  that  we  must  assume  that  the  Con- 
gress intended  to  repeal  this  jurisdiction  by  implication?    Properly 
construed,  I  do  not  believe  that  such  inconsistency  exists. 

Paragraph  6  provides  that  in  certain  cases  we  may  "determine 
what  (for  the  period  subsequent  to  the  filing  of  the  complaint  or  peti- 
tion or  the  making  of  the  order  of  investigation)  would  have  been 
the  just,  reasonable,  and  equitable  divisions  thereof  to  be  received  by 
the  several  carriers,  and  require  adjustment  to  be  made  in  accordance 
therewith."  Is  this  "  adjustment "  equivalent  to  an  award  of  repa- 
ration for  damages  suffered  by  reason  of  violation  of  the  act?  I  do 
not  think  that  it  is.  It  seems  to  me  something  independent  of  dam- 
age, an  additional  power  which  permits  us  to  require  "  adjustment" 
to  be  made  on  the  basis  found  reasonable  even  if  no  damage  has  been 
suffered.  It  is  conceivable,  I  think,  that  a  carrier  might  show  that 
its  divisions  had  been  unreasonable  and  inequitable  and  yet  be  unable 
to  prove  damage.  This  might  happen,  for  example,  if  the  joint  rate 
were  too  high,  so  that  the  inequitable  division  would  still  provide  ade- 
quate compensation  for  the  service  rendered.  But  there  is  no  doubt 
as  to  damage  in  this  case. 

I  am  unable  to  believe  that  this  superimposed  power  to  require  a 
retroactive  "  adjustment"  (which  apparently  is  to  be  exercised  in  our 
discretion)  is  inconsistent  with  power  to  award  damages  for  injury 
resulting  from  violations  of  the  act,  or  that  it  repeals  or  extinguish^ 
the  latter  power,  which  was  and  is  expressly  conferred  by  other  pro- 
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Visions  of  the  act.  The  courts  are  slow  to  find  repeal  by  implication, 
and  in  this  case  it  seems  to  me  that  there  is  no  warrant  for  such  a 
finding.  The  law,  as  it  existed  from  April  1  to  December  31,  1917, 
was  violated  and  complainant  suffered  damage  from  such  violation. 
Notwithstanding  the  "adjustment''  provisions  of  paragraph  6  of 
section  15, 1  believe  that  we  have  power  to  award  reparation. 

And  even  if  it  should  be  held  that  paragraph  6  of  section  15  pre- 
vents us  from  awarding  reparation  covering  any  period  prior  to  the 
date  of  filing  the  complaint,  so  far  as  complaints  with  respect  to  divi- 
sions are  concerned  which  are  filed  after  the  passage  of  the  transpor- 
tation act,  does  it  prevent  us  from  awarding  reparation  where  the 
complaint  was  filed,  as  in  this  case,  before  the  passage  of  that  act? 
In  other  words,  did  the  Congress  intend  to  give  retroactive  applica- 
tion to  this  paragraph  and  thus  establish  a  season  of  immunity 
with  respect  to  certain  violations  of  the  act  to  regulate  commerce 
of  which  complaint  had  been  made,  but  which  had  not  been  passed 
upon  by  ns  prior  to  the  enactment  of  the  act?    "A  statute  will  not 
be  applied  by  the  courts  to  actions  or  proceedings  pending  at  the 
time  of  the  passage  when  such  application  would  work  injustice,  as 
by  cutting  off  rights  to  which  parties  were  entitled  under  the  prior 
law."     36  Cyc,  1215.    I  feel  that  there  is  at  least  sufficient  doubt 
about  this  matter,  so  that  we  would  be  justified  in  construing  the 
law  in  favor  of  the  equities  of  the  situation. 

I  am  authorized  to  say  that  Con  missioners  McChord  and  Potter 
join  in  this  expression. 

Haix,  Commissioner,  dissenting: 

I  am  in  accord  with  this  report  except  in  so  far  as  it  prescribes 
a  block  system  with  constructive  mileage  as  a  basis  for  determining 
just  and  reasonable  divisions  to  complainants  out  of  the  joint  rates 
earned  by  all  participating  carriers,  without  evidence  or  considera- 
tion of  the  services  rendered  by  other  participants  or  fixation  of 
their  respective  divisions  of  the  joint  rate. 

Whether  or  not  in  determining  the  share  coming  to  any  com- 
plaining participant  we  must  also  determine  the  share  of  each  other 
participant  upon  division  of  the  joint  rate,  as  seems  to  be  con- 
templated by  the  statutory  provisions  quoted  in  the  majority  report, 
it  is  obvious  that  nothing  of  the  sort  has  been  done  here.  The  report 
determines  the  just,  reasonable,  and  equitable  divisions  to  which 
complainants  have  been  and  will  be  entitled,  and  leaves  defendants 
collectively  to  divide  as  may  seem  to  them  proper  what  is  left  of 
the  joint  rate  after  complainants  have  received  their  division.  The 
record,  inadequate  as  it  confessedly  is,  has  afforded  some  basis  for 
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estimating  complainants'  costs  and  needs,  but  not  the   costs  or 
needs  of  other  participants. 

Some  defendants  are  not  even  named  in  the  report.  Their  respec- 
tive hauls  under  the  joint  rate  vary  widely.  The  constructive  mileage 
applied  to  short  hauls  of  these  participants  may  in  the  aggregate 
so  swell  the  total  constructive  mileage  as  even  to  reduce  complain- 
ants' divisions  below  what  they  should  be,  for  aught  that  here  ap- 
pears. But  whether  complainants  will  fare  well  or  ill  under  these 
fictions  applied  to  such  vital  matters  as  the  revenues  of  carriers,  it 
seems  to  me  that  just  and  reasonable  and  fair  divisions,  like  rates, 
can  not  be  determined  by  application  of  any  arbitrary  formula, 
and  that  this  block-system  formula  finds  no  adequate  basis  either 
in  the  record  or  in  the  report. 

CoMicissioKER  EscH  did  not  participate  in  the  disposition  of  this 

case. 
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No.  11825. 

TRAFFIC  BUREAU  CHAMBER  OF  COMMERCE, 

LA  CROSSE,  WIS., 

V. 

ANN  ARBOR  RAILROAD  COMPANY  ET  AL. 


Submitted  November  18,  1920.    Decided  April  t,  1921. 


Class  rates  from  eastern  points  to  La  Crosse,  Wis.,  found  to  be  unreasonable  and 
unduly  prejudicial.    Reasonable  and  nonprejudicial  rates  prescribed. 

W.  W.  West  for  complainant. 

K.  F.  Burgessy  J.  N.  Dams^  D.  P.  Cormelly  and  RdbeH  H.  Wid^ 
combe  for  defendant& 

JETerman  MueUer  for  St.  Paul  Association  of  Public  ^  Busine^ 
Affairs,  intervener. 

Repobt  of  the  Comkissiok. 

Dinsiox  2,  CoMicissioNBRS  Ci^bk,  MoChord,  and  Daniels, 

Daniels,  Commissioner: 

The  issues  here  presented  were  made  the  subject  of  a  proposed 
report  by  the  examiner,  and  exceptions  were  filed  by  defendants. 

The  chamber  of  commerce  of  La  Crosse,  Wis.,  complains  in  this 
proceeding  of  the  class  and  commodity  rates  applying  from  points 
in  trunk  line,  New  England,  and  central  territories  to  La  Crosse, 
alleging  that  they  are  unreasonable,  unjustly  discriminatory,  and 
subject  its  members  to  undue  prejudice  and  disadvantage  by  com- 
parison with  the  corresponding  rates  from  the  same  points  to  Du- 
buque, Iowa,  St.  Paul,  Minn.,  Chicago,  111.,  and  Milwaukee,  Wis. 
Reasonable  and  just  rates  are  asked  for  the  future.  In  this  report 
rates  are  stated  in  cents  per  100  poundS;  except  as  otherwise  noted. 

La  Crosse  is  approximately  282  miles  west  of  Chicago  via  the 
Chicago,  Milwaukee  &  St.  Paul,  and  110  miles  north  of  Dubuque 
and  128  miles  south  of  St.  Paul  via  the  Chicago,  Milwaukee  &  St 
Paul.  Dubuque  is  186  miles  west  of  Chicago  via  the  Chicago, 
Burlington  &  Quincy  and  is  one  of  the  so-called  upper  Mississippi 
River  crossings.  For  a  number  of  years  joint  through  class  rates 
were  maintained  from  points  in  trunk  line  territory  to  La  Crosse 
on  the  basis  of  the  combination  of  the  local  rates  to  Chicago  and 
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proportional  rates  west  thereof.  Until  June  25,  1918,  these  propor- 
tional rates,  which  applied  also  on  traffic  from  the  east  to  St.  Paul, 
were  on  a  scale  of  40  cents,  first  class;  effective  on  that  date  they 
were  increased  to  50  cents,  first  class,  in  accordance  with  general 
order  No.  28  of  the  Director  General  of  Eailroads.  The  rates  to 
Dubuque  are  the  result  of  the  decisions  laTJie  Mississippi  River  Case^ 
28  I.  C.  C,  47,  and  29  I.  C.  C,  530;  The  Five  Per  Cent  Case,  81 
I.  C.  C,  351 ;  The  Fifteen  Per  Cent  Case,  46  I.  C.  C,  808 ;  general 
order  No.  28 ;  and  Increased  Rates,  1920, 58  I.  C.  C,  220.  Following 
the  supplemental  report  in  The  Mississippi  River  Case,  supra,  the 
rates  from  New  York  to  all  Mississippi  River  crossings  from  St, 
Louis  to  Dubuque  were  placed  on  the  St.  Louis  basis,  or  117  per 
cent  of  the  New  York-Chicago  rates,  whereas  theretofore  the  rates 
to  Dubuque  were  122  per  cent  of  the  New  York-Chicago  rates  plus 
certain  arbitraries. 

The  class  rates  from  New  York  to  La  Crosse  and  Dubuque  to- 
gether with  the  short-line  distances  are  as  follows : 


Dia- 
tances. 

Clasaes. 

1 

2 

8 

4 

5 

6 

From  New  York  to— 

La  Cro88e 

MUm. 

1,175 
1,079 

Centt. 
21«.5 
184 

32.5 

CeM», 
188.5 
182.5 

20 

CemU, 

143.5 
123 

20.5 

Cent*. 
100 
86 

14 

Cenu. 
86.5 
73.5 

13 

Omit. 
73 

Dubuque 

Cl.S 

DifTerences 

10.S 

The  short-line  distance  from  New  York  to  La  Crosse  is  1,107  miles, 
a  difference  of  but  28  miles,  but  the  difference  in  distance  over  the 
route  through  Chicago,  via  which  about  90  per  cent  of  the  traffic  is 
said  to  move,  is  96  miles.  The  difference  in  the  first-class  rate,  La 
Crosse  over  Dubuque,  is  82.5  cents,  the  previous  La  Crosse  rate  hav- 
ing been  increased  33|  per  cent  and  the  previous  Dubuque  rate  40  per 
cent  under  Increased  Rates,  1920,  supra.  On  the  other  hand,  the  dis- 
tance to  La  Crosse  is  128  miles  less  than  to  St.  Paul  via  the  short 
routes,  but  the  rates  to  both  points  are  the  ^me.  The  disadvantage 
to  La  Crosse  is  shown  in  the  fact  that,  on  the  basis  of  the  carload 
rates  into  Dubuque  plus  the  less-than-carload  rates  out,  Dubuque  on 
certain  traffic  is  able  to  reach  many  points  north,  west,  and  south  of 
La  Crosse  at  a  lower  aggregate  through  charge  than  obtains  on  the 
same  traffic  between  the  same  points  if  moved  to  and  from  La  Crosse. 

Class  rates  from  points  in  central  territory  are  lower  to  La  Crosse 
than  to  St.  Paul  but  are^  materially  higher  than  to  Dubuque.  The 
rates  from  Pittsburgh,  Pa.,  may  be  taken  as  illustrative  of  the  rela- 
tive adjustment  from  central  territory. 
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Dto- 
tances. 

ClaSBes. 

1 

2 

3 

4 

5 

Pittoborgb  to-- 

LftCrosae 

miet. 
731 
866 

635 

Cents. 
176.5 
186.5 
136 

Centt. 
146 
158.5 
115.5 

Centt. 
112.5 
U0.5 
01 

Centt. 
82 
86.5 
68 

Centt. 
62 

8t.Piiul .' ]]ll[.].l]\]\]] 

66.5 

Dabaqoa 

47.5 

In  April,  1915,  the  La  Crosse  Shippers  Association  attacked  the 
class  and  commodity  rates  from  eastern  points  to  La  Crosse  and 
particularly  their  relation  to  the  rates  to  Dubuque,  St.  Paul,  and 
other  points.  That  complaint  was  consolidated  with  others  involv- 
ing rates  to  points  in  Wisconsin  and  was  considered  in  T/ie  Wisconsin 
Rate  Casesy  44 1.  C.  C,  602,  decided  April  25, 1917.  At  that  time  the 
rates  from  New  York  to  Chicago,  St.  Paul,  La  Crosse,  and  Dubuque 
were  the  following: 


Claaees. 

1 

2 

3 

4 

5 

6 

Ftom  New  York  to— 

Chicaco 

78.8 
118.8 
118.8 

92.2 

26.6 

Centt. 

68.3 
102.3 
102.3 

70.0 

22.4 

Centt. 
52.5 
78.5 
78.5 
61.4 

17.1 

Cents. 
36.8 
54.8 
54.8 
48.1 

11.7 

Centt. 
31.5 
47.5 
47.5 
86.0 

10.6 

Cents. 
26.8 

St.  PiMll 

30.8 

LaCroase 

39.8 

Pabaqu«, , , , 

30.8 

La  Crosse  over  Dubuque 

8.6 

The  class  rates  from  Pittsburgh  to  La  Crosse  and  Dubuque  were : 


Classes. 

1 

2 

8 

4 

5 

Plttsbun^to— 

lAOrofwe X 

Cen». 
01.3 
62.8 

20 

Centt. 
76 
54 

22 

Centt. 

57.5 
41.4 

16.1 

Centt. 

40.1 
28.8 

11.3 

Cents. 

34.4 

Dubuque 

25.1 

• 

0.3 

We  there  found  that  there  was  no  sufficient  justification  for  the 

large  differences  between  the  class  rates  to  La  Crosse  and  Dubuque 

and  ordered  the  establishment  of  rates  from  New  York  to  La  Crosse 

on  the  basis  of  145  per  cent  of  the  New  York-Chicago  rates  with 

rates  from  other  points  in  trunk  line  territory  and  in  New  England 

on  the  same  relation  to  th^  rates  prescribed  from  New  York  that 

tiiey  had  borne  to  the  rates  theretofore  maintained  from  New  York. 

Class  rates  between  central  territory  and  La  Crosse  were  required 

to  be  established  with  proper  relation  to  the  rates  from  trunk  line 

territory  and  in  such  manner  as  to  give  complainants  reasonable 

rates  free  from  undue  prejudice  or  disadvantage. 
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On  the  basis  of  145  per  cent  of  the  Chicago  rates  the  rates  to  La 
Crosse  would  have  become 

Classes 12       3         4         5  6 

Cents 114^    99    76.1    53.4    45.7     38a 

or  on  a  scale  of  35.5  cents,  first  class,  instead  of  40  cents  over  the 
rates  to  Chicago.    This  would  have  resulted  in  a  first-class  rate  to 
La  Crosse  22.1  cents  instead  of  26.6  cents  higher  than  the  corresj>ond- 
ing  rate  to  Dubuque  and  4.5  cents  lower  than  to  St.  Paul.    It  ^vill 
be  noted  that  though  it  was  urged  that  the  St.  Paul  rates  were  de- 
pressed, the  adjustment  prescribed  contemplated  the  creation  of  a 
moderate  spread  La  Crosse  imder  St.  Paul.    However,  prior  to  the 
effective  date  of  the  order  in  The  Wisconsin  Rate  Cases^  supra^  we 
authorized  an  increase  in  the  New  York-Chicago  rates  to  a  scale  of 
90  cents,  first  class.    The  Fifteen  Per  Cent  Case^  supra.    One  hun- 
dred and  forty-five  per  cent  of  that  scale  would  have  resulted  in 
higher  rates  to  La  Crosse  than  to  St.  Paul,  in  contravention  of  the 
fourth  section  of  the  act.    The  carriers  therefore  observed  the  St. 
Paul  rates  as  maxima  at  La  Crosse.    The  spread  between  the  first- 
class  rates  to  La  Crosse  and  Dubuque  was  intended  to  be  reduced 
to  34.5  cents.    This  spread  was  subsequently  increased  to  31  cents 
through  the  application  of  general  order  No.  28.    Thus  by  reason 
of  the  increases  in  the  New  York-Chicago  rates  and  rates  related 
thereto,  La  Crosse  derived  little  benefit  from  the  finding  in  The  Wis- 
consin Rate  Cases^  supra^  and  the  differences  in  rates  therein  found 
to  have  subjected  La  Crosse  to  undue  prejudice  have  been  increased. 
Li  that  case  we  said  at  page  642 : 

The  circumstances  and  conditions  which  have  been  most  strongly  operative 
in  requiring  the  maintenance  of  the  present  level  of  rates  to  the  lower  and 
upper  Mississippi  River  crossings  and  to  points4n  northern  nUnois  do  not  apply 
to  transportation  to  the  Wisconsin  cities  involved  in  tliis  case,  and  ther^ore 
liave  not  exerted  the  same  influence  upon  the  rates  to  and  from  those  cities. 
It  has  not  been  shown  that  the  same  rates  per  mile  should  be  applied  to  those 
cities  as  to  points  in  prorating  territory.  The  differences  in  competitive  con- 
ditions and  other  circumstances  shown  of  record,  however,  do  not  Justii^  the 
present  large  differences  between  the  class  rates  applicable  to  and  from  points 
in  northern  Illinois  and  on  the  Mississii^i  River  in  Iowa,  on  the  one  hand,  and 
those  applicable  to  and  from  cities  in  southern  Wisconsin,  on  the  other. 

The  evidence  herein  is  substantially  the  same  as  that  introduced 
in  the  former  proceeding.  Jobbers  or  manufacturers  of  sheet-metal 
building  material,  hardware,  groceries,  agricultural  implements,  fur- 
niture, clothing,  and  other  conmiodities  testified  as  to  their  competi- 
tion with  Dubuque  and  their  inability  to  reach  points  even  in  the 
imtmediate  vicinity  of  La  Crosse  on  an  equality  with  their  competitors. 
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As  found  in  The  Wisconsin  Rate  CaseSj  supra,  while  there  is  a  sub- 

staptial    competition  in  many    commodities    between  shippers  at 

La  Crosse  and  others  located  in  prorating  territory  such  as  Dubuque, 

the  principal  competition  of  La  Crosse  is  with  the  twin  cities.    The 

justification  offered  by  defendants  for  the'  large  disparity  between 

the  rates  was  fully  discussed  in  the  former  report  and  therefore 

need  not  be  repeated  here.    No  changes  of  importance  have  occurred 

since  the  date  of  the  former  decision  except  that  the  rates  have  been 

substantially  increased.    It  should  not  be  overlooked,  in  passing, 

that  on  certain  traffic  westbound  to  South  Dakota,  La  Crosse,  though 

more  distant  than  the  twin  cities,  enjoys  the  same  rates.    It  is  also 

to  be  noted  that  on  eastbound  class  traffic  La  Crosse  enjoys  rates  less 

than  the  twin  cities. 

Substantially  the  same  relative  adjustment  found  appropriate  in 
The  Wisconsin  Rate  Cases,  supra,  and  confirmed  by  the  record 
herein,  should  be  made  effective.  At  the  time  of  that  decision  the 
first-class  rates  from  New  York  were  as  follows : 

To    Chicago 78.8  cents 

To  Dubuqne 92. 2  cents 

To  La  Crosse 118.8  cents 

To   St.  Paul 118.8  cents 

Had  the  adjustment  contemplated  in  The  Wisconsin  Rate  Cases, 
mpra,  without  other  rate  changes  been  made  effective,  the  first-class 
rates  would  have  been — 

To  Chicago 78. 8  cents 

To  Dubuque 92.2  cents 

To  La  Crosse 114.3  cents 

To  St  Paul 118.8  cents 

This  adjustment  would  have  created  and*  was  intended  to  create  a 

spread,  La  Crosse  under  St.  Paul,  of  4.5  cents,  first  class ;  and  would 

have  reduced  the  spread.  La  Crosse  over  Dubuque,  from  26.6  cents  to 

22.1  cents,  first  class,  a  reduction  in  the  spread  of  4.5  cents.    As  the 

result  of  The  Fifteen  Per  Cent  Case,  supra,  the  rate,  first  class,  from 

New  York  to  Chicago  became  90  cents.    Inasmuch  as  we  had  devised, 

as  the  mechanics,  of  effecting  the  desired  adjustment,  a  rate,  New 

York  to  La  Crosse,  equal  to  145  per  cent  of  the  rate  New  York  to 

Chicago,  the  rate  from  New  York  to  La  Crosse  would  have  become 

$1,305.    But  as  the  rate  to  St.  Paul,  a  farther  distant  point,  was  but 

$1.30,  the  carriers  observed  the  St.  Paul  rate  as  maximum  at  La 

Crosse.    While  such  an  observance  was  not  at  variance  with  our 

order,  it  did  result  in  there  being  no  spread  between  La  Crosse  and 

St.  Paul,  although  as  above  indicated,  we  had  anticipated  that  there 

would  be  a  spread  in  the  rates  to  the  two  points.    As  the  conjoint 
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result  of  The  Wisconsin  Rate  Cases^  supra,  and  Tfie  Fifteen  Per 
Cent  Case^  supra,  the  rates,  first  dass,  from  New  York  became 


To  Chicago 90 

To  Dubuque 105.5  caits. 

To  I^  Crosse 130      centSL 

To  St.  Paul z. 130      cents. 

The  spread  between  La  Crosse  and  Dubuque  became  24.5  cents,  a 
net  decrease  of  2.1  cents  instead  of  4.5  cents.  Upon  this  rate  adjust- 
ment there  was  superposed  the  25  per  cent  increase  under  general 
order  No.  28.    The  rates,  first  class,  from  New  York  became — 

To  Chicago.. 112.5  cents. 

To  Dubuque 132      cents. 

To  La  Crosse 162. 5  cents. 

To  St.  Paul 162. 5  cents. 

Under  this  adjustment  the  rates  to  St.  Paul  and  La  Crosse  con- 
tinued the  same ;  while  the  spread.  La  Crosse  over  Dubuque,  became 
30.5  cents.  Finally  under  Increased  Rates,  1920,  supra,  the  rates, 
first  class,  from  New  York  became — 

To  Chicago 157. 5  centa 

To  Dubuque 184      cents. 

To  La  Cros6e 216. 5  cents. 

To  St.  Paul 216.5  cents. 

These  are  the  present  rates.  They  are  the  same  to  St.  Paul  and 
La  Crosse,  while  the  spread,  La  Crosse  over  Dubuque,  has  risen  to 
32.5  cents. 

In  order  to  effectuate  such  a  relative  adjustment  as  was  originally 
found  appropriate  we  find  that  the  class  rates  from  New  York  to 
La  Crosse  are,  and  for  the  future  will  be,  unreasonable  and  unduly 
prejudicial  to  the  extent  that  they  exceed  the  following,  which  in- 
clude the  increases  authorized  in  Increased  Rates,  WW,  supra^ 

Classes \ 1  2  3       4       5        6 

Cents 209.5    182.5    139.5    98    83.5    70 

Class  rates  from  other  points  in  trunk  line  territory,  including  Buf- 
falo, N.  Y.,  and  Pittsburgh,  western  termini  of  eastern  trunk  lines, 
and  from  New  England  should  be  readjusted  so  as  to  bear  the  same 
relation  to  the  rates  herein  suggested  for  application  from  New 
York  to  La  Crosse  as  they  have  heretofore  borne  to  the  rates  from 
New  York.  The  record  does  not  afford  a  basis  for  a  readjustment 
of  rates  to  La  Crosse  from  points  in  central  territory,  other  than 
from  Buffalo  and  Pittsburgh  on  the  eastern  border  thereof,  but 
some  realignment  may  be  necessary  in  order  to  maintain  established 
relationships.  The  commodity  rates  attacked  are  not  shown,  to  be 
unreasonable  or  otherwise  unlawful. 
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It  is  apparent  that  the  establishment  of  the  rates  found  reason- 
able to  La  Crosse  may  result  in  inequalities  with  respect  to  the 
rates  from  eastern  points  to  Madison  and  Beloit,  Wis.,  and  other 
points  from  and  to  which  rates  were  prescribed  in  The  Wisconsin 
Bate  C(iseSy  supra^  bat  which  rates  are  not  here  in  issue,  unless  a 
realignment  of  rates  between  those  points  is  contemporaneously  made 
in  complying  with  the  findings  herein.  The  carriers  should  read- 
just these  differences  consistent  with  the  principles  announced  in  the 
present  case. 

An  appropriate  order  will  be  entered. 
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No.  11075. 
AUSTIN  ABBOTT  ET  AL. 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  BALTIMORE  &  OHIO 

RAILROAD  COMPANY,  ET  AL. 


Submitted  January  IS,  1921,    Decided  March  SI,  1921, 


1.  Rates  on  bituminous  coal,  in  carloads,  from  Belleville,  Benton,  Duquoin,  Mnr- 

physboro,  and  other  points  in  southern  Illinois  to  Springfield,  Mo.,  via 
routes  in  connection  wltb  the  St.  Louis-San  Francisco  Railroad,  found  to 
have  been  unreasonable.    Reparation  awarded. 

2.  Rates  applicable  on  bituminous  coal,  in  carloads,  from  Quinnimont,  W.  Yft^ 

and  Lilly,  Pa.,  to  Springfield,  Mo.,  found  not  unreasonable^  Refund  of 
overcharges  directed. 

S.  C,  Bates  for  complainants  and  intervener. 
James  M.  Chaney  and  Alex.  M,  Bull  for  Director  General  and  de- 
fendants under  federal  control. 
E,  Z>.  Mohr  for  Louisville  &  Nashville  Railroad  Company. 

Report  op  the  Commission. 
Division  1,  Commissioners  McChord,  Meyer,  and  Attchison. 

Meyer,  Commissioner: 

Exceptions  were  filed  by  the  defendants  to  the  report  proposed  by 
the  examiner. 

Complainants  are  various  corporations,  partnerships,  and  indi- 
viduals engaged  in  the  retail  coal  business  at  Springfield,  Mo.  By 
complaint  filed  December  9,  1919,  they  allege  that  the  rates  charged 
by  defendants  for  the  transportation  of  coal  since  July  20, 1917,  from 
Belleville,  Benton,  Duquoin,  Murphysboro,  and  other  Illinois  points, 
Quinnimont,  W.  Va.,  and  Lilly,  Pa.,  to  Springfield  Mo.,  were  unrea- 
sonable, unjustly  discriminatory,  and  unduly  prejudicial  in  viola- 
tion of  sections  1, 2,  and  3  of  the  act  to  regulate  commerce  and  sectioo 
10  of  the  federal  control  act.  Reparation  is  sought  on  all  shipments 
on  which  the  rates  assailed  were  collected  since  December  10,  1917. 
L.  W.  Seaman,  a  coal  dealer  of  Springfield,  intervened  and  asks 
reparation  on  a  number  of  shipments  made  by  him.  The  Commis- 
sion is  asked  to  prescribe  reasonable  and  nonprejudicial  rates  for  the 
future,  but  it  appears  that  satisfactory  rates  have  been  established. 
Throughout  this  report  rates  are  stated  in  amounts  per  ton  of  2,000 
pounds,  and  do  not  include  the  increases  authorized  in  Increased 
Rates  1020,  58  I.  C.  C,  220. 
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Sprin^eld,  Mo.,  is  on  the  St.  Louis-San  Francisco  Railway,  here- 
inafter referred  to  as  the  Frisco.  It  is  also  served  by  a  branch  line 
of  the  Missouri  Pacific  fiailroad  Company,  hereinafter  called  the 
Missouri  Pacific,  extending  from  Springfield  to  Crane,  Mo.,  where 
it  connects  with  the  main  line.  The  distance  from  East  St.  Louis, 
HI.,  to  Springfield,  is  242  miles  via  the  Frisco,  and  451  miles  by  way 
of  the  Missouri  Pacific  via  Pleasant  Hill  and  Carthage,  Mo. 

The  points  of  origin  in  Illinois  are  for  the  most  part  included  in 
the  so-called  "  inner  "  and  "  outer  "  groups  of  mines.    Of  the  inner 
group  points  Belleville  is  typical,  while  Benton  and  West  Frank- 
fort may  be  taken  as  fairly  representative  of  the  outer  group.    The 
other  Illinois  points  of  origin  are  Duquoin  and  Murphysboro.    The 
shipments  moved  over  various  roads  from  points  of  origin  usually 
by  way  of  East  St.  Louis.    Beyond  that  point  the  Frisco  handled 
most  of  this  traffic  to  Springfield,  although  a  niunber  of  shipments 
moved  over  the  Missouri  Pacific.    Of  a  total  of  425  shipments,  838 
were  delivered  by  the  Frisco  and  87  by  the  Missouri  Pacific.    Some 
shipments  originating  at  Illinois  mines  moved  over  the  Missouri 
Pacific  direct  to  SpriAgfield  via  Thebes,  111.,  Poplar  Bluff,  Mo.,  and 
Diaz,  Ark.,  but  they  are  not  involved. 

Prior  to  July  1,  1917,  the  rates  from  Illinois  mines  to  Springfield 
were  uniform  via  all  routes  as  follows:  from  the  inner  group  $2; 
from  Duquoin  $2.06 ;  from  Murphysboro  $2.125 ;  and  from  the  outer 
group  $2.15.  Some  of  these  were  published  as  local  rates,  some  as 
joint  through  rates,  others  were  composed  of  the  proportional  rates 
to  East  St.  Lfouis  and  the  locals  beycmd,  while  still  others  were  com- 
bination rates  made  up  of  factors  published  in  separate  tariffs.  But 
regardless  of  the  manner  of  publicjition,  all  were  based  on  fixed  dif- 
ferentials over  East  St  Liouis,  26  cents  from  the  inner  group,  30 
cents  from  Duquoin,  37.5  cents  from  Murphysboro,  and  40  cents  from 
the  outer  group. 

The  relationship  between  these  mines  was  first  disturbed  following 
our  decision  in  The  Fifteen  Per  Cent  Case,  46  I.  C.  C,  303.    On 
July  1,  1917,  the  eastern  roads  added  15  cents  to  the  local  and  joint 
rates  to  Springfield,  as  well  as  to  the  factors  of  the  combinations  up 
to  East  St.  Louis.    Effective  July  20,  1917,  the  western  roads  ap- 
plied a  like  increase  to  the  factors  beyond  East  St.  Louis,  thus 
resulting  in  a  double  increase. on  combination  rates.    The  spread 
was  further  widened  by  the  advances  effective  June  25,  1918,  under 
general  order  No.  28.    Here  again  single  increases  were  applied  to 
local  and  joint  rates  while  the  increases  were  added  to  both  factors 
of  combination  rates.    Beginning  October  5,  1918,  various  attempts 
were  made  to  realign  these  rates  but  a  satisfactory  adjustment  was 
Dot  effected  until  December  25,  1919,  when  all  rates  were  again 
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established  on  a  uniform  basis,  with  rates  of  ^.55  applying  £roiii  the 
inner  group,  $2.60^  from  Duquoin,  $2,675  from  Murphysboro,  and 
$2.70  from  the  outer  group.  These  rates  applied  over  all  routes  with 
few  exceptions  and  these  exceptions  hare  since  been  removed. 

In  addition  to  the  rates  from  Illinois  points  the  complaint  at- 
tacks the  rate  charged  on  three  shipments  of  soft  coal  whidi  moved 
shortly  after  the  effective  date  of  general  order  No.  28 ;  (me  carload 
from  Quinnimont  and  two  from  Lilly.  The  rates  legally  applicable 
on  these  shipments  were  combination  rates  of  $5.45,  composed  of 
separate  factors  to  and  from  East  St.  Louis.  The  factor  up  to  East 
St.  Louis  from  Quinnimont  was  a  joint  rate,  while  the  factor  from 
Lilly  was  published  as  a  proportional  rate  to  East  St.  Louis  nrhen 
destination  was  beyond.  These  rates  were  the  result  of  double  ad* 
vances  under  general  order  No.  28,  the  increases  having  been  applied 
to  both  factors  of  the  combinations.  They  were  subsequently  reduced 
to  $5.05. 

Complainants  contend  that  the  rates  brought  about  by  the  applica- 
tion of  double  increases  to  combination  rates  were  unreasonable  ^when 
considered  in  relation  to  other  rates  from  the  same  territory.    They 
allege  that  on  shipments  from  Illinois  points  originating  on  lines  not 
participating  in  joint  rates  Springfield  dealers  were  compelled  to  pay 
combination  rates  which  were  higher  than  the  joint  rates  over  other 
lines  from  the  same  point  or  other  points  in  the  same  group.    Thus 
it  was  shown  that  from  Belleville,  when  the  Illinois  Central  Railroad 
or  the  Southern  fiailway  was  the  originating  carrier,  a  rate  of  $2  J.5 
applied  prior  to  June  25, 1918,  and  $2.55  thereafter,  while  complain- 
ants were  contemporaneously  charged  rates  of  $2.30  and  $2,975  on 
shipments  which  moved  over  the  Louisville  &  Nashville  Railroad 
in  connection  with  the  Frisco.    The  same  situation  was  alleged  to  be 
true  with  regard  to  other  points.    Some  mines,  however,  were  served 
by  only  one  line  which  did  not  participate  in  joint  rates  and  shippers 
were  forced  to  pay  the  higher  combination  rates  on  all  shipments 
from  those  points.    Complainants  also  pointed  out  that  in  some  cases 
the  combination  rates  in  effect  from  inner  group  points  exceeded  the 
joint  rates  from  points  in  the  outer  group,  although  there  was  an 
established  differential  of  15  cents  in  favor  of  the  inner  group. 

It  is  evident  that  the  addition  of  increases  to  both  factors  of  the 
combination  rates  from  the  Illinois  mines  destroyed  the  long  exist- 
ing relationships  and  resulted  in  rates  clearly  out  of  line  with  others 
from  the  same  territory  and  groups,  and  in  some  instances  from 
the  same  points  of  origin.  In  Continental  Coal  Corporation  v.  L.  A 
N.  B.  R.  Co,^  53  I.  C.  C,  377,  the  combination  rates  therein  assailed 
were  found  unreasonable  and  unduly  prejudicial  and  it  was  pointed 
out  that  the  application  of  increases  to  both  factors  of  those  corn- 
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fcinations  had  defeated  in  part  the  apparent  intention  of  general 
order  No.  28  to  preserve  the  then  existing  relationships.    In  Gosline 
cfe  Oo.  V.  Director  General,  55  I.  C.  C,  220,  attention  was  called  to  the 
instruction   of  the   Bailroad  Administration,  issued  to  railroads 
shortly  after  general  order  No.  28  had  been  promulgated,  that  in  the 
case   of  cdal  rates  constructed  on  combination  the  authorized  in- 
creases should  be  applied  only  to  the  through  combination  of  rates. 
However,  the  reasonableness  of  the  increases  actually  applied  by  the 
railroads  to  combination  rates  can  not  be  determined  entirely  by  a 
construction  of  general  order  No.  28,  but,  as  was  stated  in  Parlin  <& 
Orendorff  Co.  v.  Director  General,  59  I.  C.  C,  68,  "  the  controlling 
question  is  whether  the  resulting  rates  were  unreasonable  or  other- 
wise unlawful.'* 

The  following  table  taken  from  an  exhibit  submitted  by  complain- 
ants shows  rates  in  effect  to  Springfield  from  the  inner  and  outer 
groups  during  the  period  covered  by  the  complaint,  together  with 
ton-mile  earnings  based  on  the  average  distance  from  the  points 
here  in  issue  to  East  St.  Louis  and  the  mileage  of  the  Frisco  beyond, 
264.5  miles  from  the  inner  group,  and  345  miles  from  the  outer  group. 


Dates. 


Inner  group. 


Rates. 


Jane  30,1917 

July  20, 1917 

June  25, 1918 

Octobers,  1918... 
December  25, 1919 


S2.00 
2.30 
2.975 
2.70 
2.56 


Earnings 
per  ton- 
mile. 


7.56 

8.69 

11.94 

10.20 

9.63 


Outer  group. 


Bates. 


92.15 
2.45 
3.125 
2.85 
2.70 


Earnings 
per  ton- 
mile. 


mu9. 

6.23 
7.10 
9.0i 
8.20 
7.82 


The  rates  via  the  Missouri  Pacific  were  in  some  instances  lower 
than  the  rates  via  the  Frisco. 

Defendants  concede  that  the  rates  should  be  uniform  via  all 
routes,  but  insist  that  the  through  rates  from  the  Illinois  mines 
are  too  low  and  that  a  proper  adjustment  would  have  been  made  by 
increasing  the  through  rates  instead  of  decreasing  the  combinations. 
They  urge  that  the  operating  conditions  on  both  the  Frisco  and  the 
Missouri  Pacific  are  unfavorable;  that  numerous  grades  are  encoun- 
tered; that  the  movement  from  East  St  Louis  over  the  Mississippi 
River  to  St.  Louis  involves  expensive  terminal  service  and  a  bridge 
toll  of  25  cents  per  ton  on  all  shipments;  and  that  the  empty  return 
movement  of  cars  to  the  mines  is  heavy. 

The  average  distances  via  the  Missouri  Pacific  to  Springfield  are 
from  the  inner  group  477.5  miles  and  from  the  outer  group  530 
miles.    Defendants  urge  that  in  determining  the  reasonableness  of 
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the  rates  consideration  should  be  given  to  the  greater  distance  via 
the  Missouri  Pacific.  Using  the  average  distances  via  both  routes 
of  371  miles  from  the  inner  group  and  437  miles  from  the  outer 
group,  after  deducting  25  cents,  the  bridge  toll  at  St.  Louis,  they 
show  that  the  ton-mile  earnings  under  the  rates  in  effect  prior  to 
June  25, 1918,  were  5.5  mills  from  the  inner  group  and  5  mills  from 
the  outer  group,  and  under  rates  subsequent  to  June  25,  1918,  7.M 
mills  from  the  inner  group  and  6.58  mills  from  the  outer  group. 
The  Frisco,  which  carries  the  bulk  of  the  traffic,  originally  made  the 
rates  to  Springfield,  and  the  Missouri  Pacific,  with  a  haul  from  East 
St.  Louis  of  nearly  twice  that  of  the  Frisco,  voluntarily  met  those 
rates. 

Using  the  average  distances  via  both  routes  as  a  basis  for  compari- 
son, defendants  have  shown  numerous  rates  for  approximately  equal 
distances  between  Illinois  mines  and  points  in  Kansas,  Nebraska, 
Missouri,  and  Iowa,  which  are  on  the  whole  somewhat  higher  than 
the  rates  assessed.  On  the  other  hand,  complainants  have  shown 
rates  between  points  in  Arkansas,  Missouri,  Kansas,  and  Nebraska, 
which  are  lower,  distance  considered,  than  the  rates  charged. 

With  respect  to  the  rates  from  Quinnimont  and  Lilly  the  record 
does  not  contain  sufficient  evidence  to  support  a  finding  of  unreason- 
ableness. It  appears,  however,  that  on  the  shipment  from  Quinni- 
mont charges  were  collected  at  a  rate  of  $5.65  whereas  the  rate 
legally  applicable  was  $5.45.  The  overcharges  of  $6.32  should  be 
promptly  refunded. 

During  a  portion  of  the  period  during  which  shipments  were 
made  the  prices  of  coal  were  subject  to  the  regulation  of  the  federal 
government  through  the  Fuel  Administration.  At  least  on  some  of 
the  shipments  the  complainants  sold  their  coal  for  the  mine  price, 
plus  all  freight  charges  paid  and  the  margin  of  profit  allowed  by  the 
Fuel  Administration.  Defendants  contend  that  on  such  shipments 
complainants  were  not  damaged  inasmuch  as  they  would  not  have 
received  any  more  profit  had  the  lower  rates  been  in  effect,  and  an 
award  of  reparation  would  permit  profits  in  excess  of  those  allowed 
by  the  government.  If  complainants  have  paid  and  borne  as  trans- 
portation charges  unreasonable  rates,  they  are  entitled  to  an  award 
of  reparation.  They  have  ''  paid  cash  out  of  pocket  that  should  not 
have  been  required  of  them."  Southern  Pac,  Co.  v.  DameU'Taemer 
Co.,  245  U.  S.,  531. 

Upon  consideration  of  the  whole  record  we  are  of  the  opinion 
and  find  that  the  rates  assailed  via  the  routes  in  connection  with  the 
St.  Louis  &  San  Francisco  Railroad  Company  were  unreasonable  to 
the  extent  that  they  exceeded,  on  shipments  which  moved  prior  to 
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June  25, 1918,  a  rate  of  $2.15  from  the  inner  group,  $2.20  from  Du- 
quoin^  $2,275  from  Murphysboro,  and  $2.30  from  the  outer 
group;  and  on  shipments  which  moved  on  or  after  that  date 
a  rate  of  $2.55  from  the  inner  group,  $2.60  from  Duquoin,  $2,675 
from  Murphysboro,  and  $2.70  from  the  outer  group.  Over  the  very 
much  longer  route  in  connection  with  the  Missouri  Pacific,  the 
rates  assailed  were  not  unreasonable.  We  further  find  that  the 
complainants  and  intervener  made  shipments  over  the  routes  as 
described,  and  paid  and  bore  the  charges  thereon;  and  that  they 
have  been  damaged  and  are  entitled  to  reparation  to  the  extent  of 
the  difference  between  the  charges  paid  and  those  that  would  have 
accrued  on  the  basis  herein  found  reasonable,  with  interest.  The 
exact  amount  of  reparation  due  can  not  be  determined  on  this  record 
and  complainants  and  intervener  should  comply  with  rule  V  of  the 
Rules  of  Practice. 

No  order  for  the  future  is  necessary. 
61 L  C.  C. 
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No.  11745. 

W.  B.  A.  CX)MMUTEKS  CLUB 

V, 

WASHINGTON,  BALTIMORE  &  ANNAPOLIS  ELECTRIC 

RAILROAD  COMPANY. 


Submitted  March  7,  192L    Decided  AprU  2,  1921. 


One-way,  round-trip,  and  commutation  fares  between  stations  on  defendant's 
line  in  Maryland  and  Washington,  D.  C,  not  found  unreas<Hiable  or  other- 
wise unlawful    Complaint  dismissed. 

Robinson  White  for  complainant. 

Edwin  G.  Baetjer  and  George  Weems  Williams  for  defendant. 

Report  of  the  Commission. 

Division  2,  Commissioners  Clark,  McChord,  and  Daniels. 

Daniels,  Commissioner: 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

By  complaint,  filed  August  23,  1920,  it  is  alleged  that  defendant 
should  file  with  this  Commission  schedules  of  its  monthly  commuta- 
tion fares,  and  that  the  passenger  fares  between  stations  on  defend- 
ant's line  in  Maryland  and  Washington,  D.  C,  are  in  violation  of 
sections  1  and  3  of  the  interstate  commerce  act.  Just,  reasonable,  and 
nonprejudicial  fares  are  asked  for  the  future. 

Defendant  operates  an  electric  railroad  between  Washington  and 
Baltimore,  Md.,  and  between  those  points  and  Annapolis,  Md.  I . 
owns  54.95  miles  of  line.  In  addition,  it  has  trackage  agreements  over 
the  rails  of  other  carriers,  including  the  Washington  Railway  &  Elec- 
tric Company,  a  street  railway  within  the  District  of  Columbia, 
hereinafter  referred  to  as  the  street  railway.  Freight  constitutes  a 
small  portion  of  defendant's  traffic. 

Fifteenth  section  application  was  made  by  defendant  on  June  6, 
1918,  to  increase  its  fares  to  3  cents  per  mile,  which  the  steam  rail- 
roads were  then  charging.  As  its  revenues  did  not  indicate  a  neces- 
sity for  such  an  increase,  that  application  was  denied. 

On  June  11,  1920,  effective  July  11,  1920,  defendant  published 
increased  one-way  and  round-trip  fares  between  Washington  and 
all  of  its  stations  in  Maryland.  Complainant  herein  and  others  pro- 
tested.   After  an  informal  hearing,  we  refused  to  suspend  these 
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increased  fares.    This  constituted  the  first  increase  therein  since  1908, 
when  they  were  originally  established. 

Prior  to  the  increases  in  question,  defendant's  line  was  divided  into 
zones  for  rate-making  purposes.    The  fare  between  zones  was  in 
multiples  of  6  cents.    The  present  fares  are  constructed  by  adopting 
the  8-cent  street-car  fare  of  the  District  for  the  haul  from  Fifteenth 
street  and  New  York  avenue,  Northwest,  Washington,  to  District 
Line,  Md.,  plus  3  cents  a  mile  beyond.    Defendant  originally  fixed 
10  cents  as  its  minimum  beyond  District  Line  where  the  basic  rate 
per  mile  made  less.    This  was  later  reduced  to  5  cents.    Complain- 
ant's interest  is  confined  to  the  fares  to  stations  as  far  as  Naval 
Academy  Junction,  Md.,  24.98  miles  from  Fifteenth  street  and  New 
York  avenue.    The  length  of  the  haul  within  the  District  being  6.97 
miles,  this  use  of  8  cents  produces  a  maximum  through  charge  per 
mile  to  those  stations  of  2.5  cents  one  way  and  2.4  cents  round  trip, 
and  a  minimum  of  1.5  cents  both  one  way  and  round  trip.    These 
fares  entitle  passengers  to  a  transfer  to  the  lines  of  the  street  railway. 
Complainant  is  satisfied  with  the  rates  to  Gregory,  Huntsville,  and 
White,  Md.,  the  first  three  stations  beyond  District  Line. 
Defendant's  intrastate  fares  are  on  a  basis  of  3  cents  a  mile. 
Complainant  alleges  discrimination  because  a  different  percentage 
of  the  increase  was  made  at  some  stations  than  at  others,  citing  the 
extreme  increases  in  certain  round-trip  fares  from  25  to  46  cents 
between  Washington  and  Cherry  Grove,  Md.,  and  from  $1.10  to 
$1.54  between  Washington  and  Camp  Meade  Junction,  Md.    This 
variation  resulted  from  the  change  in  rate  construction.     Distant 
stations  in  any  given  zone  will  suffer  a  greater  percentage  of  increase 
than  near-by  stations  in  the  same  zone  when  a  change  is  made  from 
a  zone  to  a  mileage  basis.     Similar  allegation  is  made  because  of 
greater  proportionate  increases  in  the  round-trip  fares  than  in  the 
single-trip  fares.    Complainant  cites  the  fares  to  Springfield,  Md., 
a  station  15.74  miles  from  Fifteenth  street  and  New  York  avenue, 
as  illustrative.    Here  the  one-way  fare  was  increased  9  cents  and 
the  round-trip  fare  20  cents.    This  is  due  to  the  fact  that  the  old 
fares  were  graduated  upon  a  5-cent  basis,  and  the  round-trip  fares 
were  10  per  cent  less  than  double  one  way,  whereas  the  present  fares 
are  graduated  on  a  1-cent  basis,  and  the  round-trip  fares  are  95 
per  cent  of  double  one  way. 

On  July  11, 1920,  defendant  increased  its  commutation-book  fares 
between  District  Line  and  other  stations  in  Maryland  20  per  cent, 
except  in  a  few  instances  where  slightly  different  percentage  in- 
creases were  made  to  correct  inequalities  which  existed  in  the  old 
nites.  On  September  4, 1920,  these  fares  were  filed  with  us,  effective 
September  7,  1920.  Theretofore  defendant  filed  no  commutation- 
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book  fares.  At  the  hearing  no  witnesses  who  traveled  on  commuta- 
tion-book fares  testified.  There  is  nothing  in  the  record  in  relation 
to  those  fares  except  a  reference  by  complainant's  counsel  to  the 
tariff  now  on  file  with  us  and  a  comparison  furnished  by  def endant 
at  complainant's  request  of  the  new  fares  with  the  old  intrastate 
fares. 

Complainant  stresses  the  fact  that  defendant  in  the  construction 
of  its  one-way  and  round-trip  fares  includes  8  cents  for  the  haul  to 
District  Line  when  it  does  not  pay  that  amount  to  the  street  railway. 
Defendant's  commutation-book  fares  apply  between  its  stations  in 
Maryland  and  District  Line.    Whenever  a  cash  fare  is  collected  from 
a  commutation  passenger  within  the  District,  the  entire  amount  of 
that  cash  fare,  which  is  8  cents  or  four  fares  for  80  cents,  is  turned 
over  to  the  street  railway.    Tickets  sold  to  one-way  or  round-trip 
passengers  include  the  fare  within  the  District.    Defendant  pays  to 
the  street  railway  approximately  5  cents  for  each  ticket  passenger, 
the  amount  varying  slightly  under  certain  conditions  in  the  contract 
between  the  two  companies.   The  position  of  the  street  railway  is  that 
defendant  should  pay  the  present  street-car  fare  in  the  District,  i.  e., 
8  cents,  and  not  5  cents,  which  was  the  fare  when  the  contract  was 
entered  into.    This  controversy  is  now  before  a  board  of  arbitration. 
Defendant  deposited  bond  in  the  amount  of  $90,000  to  cover  the  dif- 
ference of  8  cents  per  passenger  should  the  board  decide  against  it. 
If  the  defendant,  in  the  construction  of  its  fares,  would  allow  5  cents 
for  the  haul  within  the  District,  instead  of  8  cents,  complainant 
would  have  no  serious  objection  to  8  cents  per  mile  beyond  the  Dis- 
trict. 

Complainant  questions  defendant's  estimate  of  5.57  cents  as  the 
cost  of  hauling  a  passenger  in  its  cars  6.97  miles  over  the  tracks  of 
the  street  railway. 

Defendant  estimated  the  average  increase  in  passenger  fares  to 
be  about  26  per  cent,  but  urges  that  this  preserves  the  same  spread 
between  its  fares  and  those  of  the  steam  railroads  with  which  it  com- 
petes. Comparing  the  passenger  revenue  for  the  months  of  July, 
August,  and  September  of  1919  with  1920,  an  increase  of  5.7  per  cent 
in  passenger  revenue  is  shown.  During  the  same  three  months  in 
1919,  1,063,820  passengers  were  carried,  and  in  1920,  932,055,  a  de- 
crease of  12.4  per  cent 

In  1917  the  gross  operating  revenue  in  comparison  with  the  pre- 
vious year  increased  $613,922.86,  and  the  gross  operating  expenses 
$226,979.95 ;  in  1918  the  former  increased  $1,341,889.93,  and  the  latter 
$1,001,685.21;  and  in  1919,  the  gross  operating  revenue  decreased 
$733,895.18,  against  a  decrease  of  $227,203.64  in  the  gross  operating 
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expenses.    The  following  compares  defendant's  operating  revenue 
'with  its  operating  expenses  per  car-mile  for  the  years  shown : 


1916 

1917 

1918 

1919 

Railway  oi>eratiiig  revenue  per  ear-mile 

Cetut. 
37.33 
20.18 

CenU, 
62.34 
24.78 

CenU. 
64.30 
32.56 

Centt, 
42.86 

Railway  operating  expenses  per  car-mile 

29.91 

The  operating  ratio  increased  from  54.07  in  1916  to  69.81  in  1919. 

The  annual  report  of  defendant  filed  with  us  purports  to  show  that 
on  December  31,  1919,  the  investment  in  road  and  equipment  of  de- 
fendant's line  totaled  $10,843,283.13.     Without  accepting  that  fig- 
ure as  the  actual  value  of  its  line  for  rate-making  purposes,  it  is 
noted  that  a  return  of  6  per  cent  upon  the  above  book  value  would 
amount  to  $650,596.99.    Its  operating  income  in  1919  was  $596,006.61, 
as  compared  with  $765,495.08  in  1918;  $718,051.29  in   1917;   and 
$396,331.71  in  1916.    Defendant  estimates  its  operating  income  for 
the  fiscal  year  ended  June  30, 1920,  to  be  about  $596,582.22.   However, 
complainant  doubts  the  reliability  of  this  estimate. 

Additional  capital  in  the  amount  of  $1,200,000  must  be  secured 
by  defendant  for  terminals  at  Washington  and  Baltimore  on  which 
work  has  begun.  It  expects  to  have  to  pay  8  per  cent  interest 
thereon. 

Defendant  has  $5,369,000  first-mortgage  5  per  cent  bonds  outstand- 
ing, which  were  sold  at  approximately  95.  Its  capital  stock  on 
December  31,  1919,  amounted  to  $4,759,250,  of  which  $3,000,000  rep- 
resented common  stock  and  $1,759,250  preferred  stock.  In  accord- 
ance with  the  plan  of  reorganization  approved  in  1911  by  the  court 
in  the  receivership  proceeding,  and  by  the  Public  Service  Commis- 
sion of  Maryland,  some  of  the  stock  was  given  in  settlement  of  the 
debts  of  the  company  and  in  payment  of  defaulted  interest  on 
bonds;  for  every  five  shares  of  stock  held  prior  to  the  receivership 
the  holder  was  permitted  to  subscribe  to  five  shares  of  the  new 
common  stock  upon  payment  of  $50  for  one  share  of  preferred ;  and 
some  was  sold  on  the  market.  Prior  to  1917  no  dividend  was  paid 
on  its  common  stock.  In  that  year  it  paid  6  per  cent.  In  1918  it 
paid  6  per  cent  in  cash  and  7.5  per  cent  in  liberty  bonds.  In  1919 
it  paid  7.5  per  cent. 

The  rapid  increase  in  revenue  beginning  in  1917  resulted  mainly 
from  traffic  to  the  cantonment  which  was  located  on  its  line  at  Camp 
Moade,  Md.,  and  between  Washington  and  Baltimore,  due  to  the  en- 
largement of  the  government's  activities  during  the  war.  The  reve- 
nue from  these  sources  has  rapidly  decreased  since  the  conclusion 
of  hostilities,  as  the  following  shows: 
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Year. 


Batwem  Baltimore  mod 
WMMnfton. 


To  Camp  Meede. 


JaxLtotol. 
indofltre. 


1918 
1919 
1920 


1847,801.53 
727,404.79 
061,308.38 


FoD 


JaxLtoSopl. 
inclnsiTe. 


n,  170^728. 90 
931,448.74 


tM^8SL47 
3^500.90 

100^812.03 


Fnn 


S874^61&5i 
380^554.35 


The  tax  rate  in  the  territory  traversed  by  defendant's  line  has 
greatly  increased. 

Defendant's  employees  have  not  received  any  of  the  benefits  of  the 
wage  adjustment  put  into  effect  on  the  steam  railroads.  Its  wage 
contract  expired  in  January,  1921,  and  it  anticipates  that  an  in- 
crease in  wages  will  have  to  be  made. 

We  find  that  the  interstate  fares  assailed  are  not  unreasonable  or 
otherwise  unlawful.    The  complaint  will  be  dismissed. 
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Investigation  and  Suspension  Docket  No.  1295. 

GRAIN  AND  FLOUR  FROM  MISSOURI  RIVER  POINTS  TO 
DULUTH,  MINN.,  AND  OTHER  POINTS. 


SuhnUtied  February  ^,  1921.    Decided  April  9,  1921. 


Proposed  increased  rates  on  grain  and  flour,  in  carloads,  from  Omaha,  Nebr., 
and  certain  other  points  to  Dulnth,  Minn.,  and  certain  other  destinations 
found  not  Justified.    Suspended  schedules  ordered  canceled. 

M.  M.  Joyce  for  Minneapolis  &  St.  Louis  Railroad  Company ;  P.  B. 
Beidelman  for  Great  Northern  Railway  Company;  and  W.  E,  Adair 
for  Northern  Pacific  Railway  Company. 

F.  5.  Keiaer  for  Commercial  Club  of  Duluth  and  Board  of  Trade 
of  Duluth;  C.  T.  Vandenover  for  southern  Minnesota  mills;  Lee 
Kuetnpel  for  Minneapolis  Traffic  Association ;  and  L,  D.  Veltum  for 
Northwestern  Consolidated  Mill  Company. 

Report  op  the  Commission. 

Division  8,  Commissioners  HAiiL,  Aitohison,  and  Eastman. 

By  Division  3 : 

By  schedules  filed  to  become  effective  February  5, 1921,  the  Minne- 
apolis &  St.  Louis  Railroad  and  its  connections  propose  to  cancel  their 
joint  rates  on  grain  and  flour,  in  cajrloads,  from  Omaha,  South 
Omaha,  and  Nebraska  City,  Nebr.,  and  Council  Bluffs,  Iowa,  to 
Duluth,  Minn.,  Superior,  Wis.,  and  certain  other  points,  leaving  in 
effect  higher  combination  rates  based  on  Minneapolis,  Minn.  Upon 
protest  of  the  Minneapolis  Traffic  Association,  the  Commercial  Club 
of  Duluth,  and  various  milling  interests  served  by  the  Minneapolis 
&  St.  Louis,  operation  of  the  schedules  was  suspended  until  June  6, 
1921.    Rates  will  be  stated  in  cents  per  100  pounds. 

No  attempt  was  made  by  respondents  to  justify  the  proposed  in- 
creased rates.  It  was  stated  on  behalf  of  the  Minneapolis  &  St.  Louis 
that  the  sole  reason  for  the  proposed  increases  was  that  respondents 
were  no  longer  in  accord  as  to  divisions.  If  divisions  can  not  be 
adjusted  satisfactorily  by  the  parties,  recourse  may  be  had  to  us 
in  an  appropriate  proceeding. 

We  find  that  the  schedules  under  suspension  have  not  been  justi- 
fied. An  order  will  be  entered  requiring  their  cancellation  and  dis- 
oontinoing  this  proceeding. 
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Investigation  and  Suspension  Docket  No.  1261.* 

RATES  TO  AND  FROM  NASHVILLE  AND  RELATED 

POINTS. 


8ul>mmed  March  12,  1921.    Decided  April  12,  1921. 


Proposed  changes  in  interstate  class  rates  to  and  from  Nashville,  Tenn.,  and 
other  southeastern  points  found  not  justified,  except  as  indicated  in  report. 
Respondents  required  to  cancel  proposed  schedules  and  to  file  new  schedules 
establishing  rates  in  accordance  with  maximum  bases  prescribed. 

Nelson  W.  Proctor ^  Charles  J.  Rixey^  jr,^  and  W.  A.  Northcutt  for 
respondents  generally. 

M,  E.  NeweU  and  D.  Lynch  Townger  for  Tennessee  Central  Rail- 
road Company. 

/.  0,  Hendley  for  Railroad  and  Public  Utilities  Commission  of 
the  State  of  Tennessee;  Charles  E.  Cotterill  for  Southern  Traffic 
League;  T,  M.  Henderson  for  Traffic  Bureau  of  Nashville;  M.  M. 
Caskie  for  Chamber  of  Commerce  of  Montgomery,  Ala. ;  0.  L.  Bunn 
for  Birmingham  Traffic  Association  and  Birmingham  Chamber  of 
Commerce;  E.  Del  Wood  for  Chattanooga  Manufacturers  Associa- 
tion; Morgan  Richards  for  Chamber  of  Commerce,  Selma,  Ala.; 
Thos.  E.  Grady  and  E.  B,  Gaines  for  Savannah  Board  of  Trade  and 
Savannah  Cotton  Exchange ;  Thomas  J,  Burke  for  Charleston  Traffic 
Bureau;  Carl  Giessow  and  Edgar  Moulton  for  New  Orleans  Joint 
Traffic  Bureau;  James  S,  Devant  for  Memphis  Freight  Bureau; 
William  A.  Wimbish  for  Murfreesboro  Board  of  Trade  and  Atlanta 
Freight  Bureau;  B.  H.  Brashear  for  St.  Louis  Chamber  of  Com- 
merce; C.  E,  Widell  for  Tennessee  Manufacturers  Association; 
A.  J.  McGehee  for  Southern  Interior  Traffic  Association;  Benjamin 
GUham  for  Chamber  of  Commerce,  Macon,  Ga.,  Southern  Kaolin 
Manufacturers  Association,  Georgia  Brick  Manufacturers  Associa- 
tion, and  Macon  Manufacturers  Association ;  Charles  S.  Hoshins  for 
Board  of  Trade  of  Tampa,  Fla.;  R.  A.  P.  Walker  for  Interstate 
Cotton  Seed  Crushers  Association  and  American  Cotton  Oil  Com- 
pany; n.  Ignatius  for  Procter  &  Gamble  Company  and  Buckeye 
Cotton  Oil  Company;  A.  J.  Young  for  Fertilizer  Traffic  Committee 

and  International  Agricultural  Corporation;  H.  P.  Freedman  for 

* 

*Thl8  report  also  embraces  Investlgatioii  and  SuspenilOA  Docket  No.  1286,  Rates  to 
and  from  NashTille  and  Related  Points  (2). 
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Portsmouth  Cotton  Oil  Refining  Corporation  and  Gulf  &  Valley 
Cotton  Oil  Company ;  W.  C.  Ermon  for  Southern  Cotton  Oil  Com- 
pany ;  F,  Van  Slyck  for  Globe  Soap  Company,  Colgate  &  Company, 
N.  K.  Fairbanks,  Peet  Brothers,  and  Louisville  Food  Products  Com- 
pany, protestants. 

Bepobt  of  the  Commission. 

Hall,  Commissioner: 

By  schedules  filed  to  become  effective  on  various  dates  between 
December  16,  1920,  and  January  25,  1921,  respondents  propose  cer- 
tain changes  in  the  class  rates,  mostly  increases,  applicable,  generally 
speaking,  to  and  throughout  the  southeast.  The  proposed  schedules 
in  No.  1261  were  suspended  until  May  14, 1921,  and  those  in  No.  1286 
until  May  25, 1921. 

The  schedules,  for  the  most  part,  are  said  to  be  filed  in  compliance 
with  our  order  in  Murfreesboro  Board  of  Trade  v.  L.  <&  N.  R.  R,  Co.^ 
65  I.  C.  C,  648,  hereinafter  referred  to  as  the  Murfreesboro  Case. 
We  there  found  upon  complaint  made  on  behalf  of  Murfreesboro, 
Columbia,  Dickson,  Gallatin,  Lebanon,  and  Watertown,  Tenn.,  here- 
inafter termed  the  six  complainants,  that  the  rates  thereto  through 
Nashville,  Tenn.,  from  various  points  of  origin  were  unduly  preju- 
dicial to  the  six  complainants  and  unduly  preferential  of  Nash- 
viUe,  to  the  extent  that  the  through  rates  to  those  points  exceeded 
the  rates  contemporaneously  maintained  to  Nashville  plus  75  per 
cent  of  the  contemporaneous  local  rates  beyond.  By  fourth  section 
order  No.  7566,  entered  in  connection  with  the  Murfreesboro  Case^ 
we  denied  the  carriers'  application  for  authority  to  continue  lower 
rates  to  Nashville  than  to  intermediate  points.  Such  lower  rates 
had  been  maintained  for  many  years  on  the  ground  that  competition 
with  boat  lines  operating  on  the  Cumberland,  Ohio,  and  Mississippi 
rivers  materially  affected  and  indeed  controlled  the  rail  rates  to 
Nashville. 

In  the  Murfreesboro  Case  we  considered  traffic  from  trunk  line 
and  New  England  territories;  the  Virginia  cities;  the  south  At- 
lantic ports ;  Atlanta  and  Macon,  Ga.,  Birmingham,  Ala.,  and  other 
points  in  southeastern  territory;  New  Orleans,  La.,  and  other  Gulf 
ports;  Ohio  River  crossings,  Cairo,  111.,  to  Cincinnati,  Ohio,  inclusive, 
and  points  beyond  in  central  and  western  trunk  line  territories;  St. 
Louis,  Mo.,  Memphis,  Tenn.,  and  the  lower  Mississippi  River  cross- 
ings and  points  beyond  in  western  trunk  line  territory  and  the  states 
of  Arkansas,  Oklahoma,  and  Texas. 

Respondents  say  that  the  task  of  complying  with  these  orders 
necessitated  a  general  revision  of  the  rate  structure  of  the  south 
and  southeaa[t,  for  the  reason  that  a  partial  revision  to  cure  certain 
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conditions  condemned  in  the  Murfreesboro  Case  would  have  created 
others  even  more  objectionable  than  those  disclosed  in  that  case* 

Another  reason  given  by  respondents  for  framing  so  extensive 
a  readjustment  was  their  belief  that  we  no  longer  recognize  in  "water 
competition  a  factor  materially  affecting  rates  in  southern  territory. 
This  belief  seems  to  be  based  not  only  on  the  Murfreesboro   Case 
but  also  on  our  decisions  in  the  Memphis-SouthAvestem  Iwoestiga^ 
Honybh  L  C.  C,  515,  and  Meridiem,  Trceffto  Bureau  v.  Director  Getierai^ 
67  I.  C.  C,  107.    Our  fourth  section  order  No.  7542,  entered  in 
connection  with  the  Memphis-Soutthwestem  Investigationy  denied 
applications  to  continue  class  and  commodity  rates  between  points 
in  the  Mississippi  Valley  which  were  lower  than  rates  from,  to,  or 
between  intermediate  points.    This  is  said  to  be  a  departure  frcHn 
our  former  findings  in  Fourth  Section  Violations  in  the  Southeast^ 
80  I.  C.  C,  153.    There,  by  fourth  section  order  No.  3866,  we  author- 
ized the  carriers  to  continue  rates  to  intermediate  points  higher  than 
to  Mississippi  Biver  points,  Gulf  ports,  south  Atlantic  ports,  and 
numerous  other  interior  points  on  navigable  streams  in  the  south 
and  southeast.    Respondents  say  that  since  they  have  been  denied 
authority  to  continue  rates  to  such  points  as  Nashville,  Memphis,  and 
New  Orleans  lower  than  to  intermediate  points,  they  must  conclude 
that  if  complaint  were  made  such  relief  would  no  longer  be  con- 
tinued to  many  points  in  the  southeast  where  water  competition  is 
less  active  than  it  is  at  the  Mississippi  Biver  pointa    They  therefore 
decided  that  in  working  out  the  proposed  readjustment  their  proper 
course  would  be  to  eliminate  all  considerations  of  water  competition, 
to  put  the  south  and  southeast  on  a  so-called  ^^  dry-land  "  basis,  and 
to  remove  all  fourth  section  departures. 

In  almost  all  instances  tiie  suspended  rates  to  important  points 
are  higher  tiian  the  present  rates.  To  many  intermediate  and  non- 
competitive points  they  are  lower  than  the  present  rates.  Bespond- 
ents  say  that  the  proposed  increases  would  bring  rates  that  are  now 
subnormal  and  depressed  up  to  a  basis  whidi  is  normal  and  not 
higher  than  is  reasonable. 

In  order  to  remove  the  undue  prejudice  and  preference  found  to 
exist  in  the  Murfreesboro  Case  respondents  in  all  instances  propose 
to  increase  the  rates  to  Nashville.  Where  one  of  the  six  complain- 
ants is  intermediate  to  Nashville  the  proposed  schedules  name  in 
most  instances  the  same  rates  to  both  points.  Where  one  of  the 
six  is  beyond  Nashville  from  a  given  point  of  origin  the  rates  thereto 
are  usually  less  than  if  constructed  by  adding  to  the  rate  to  Nash- 
ville 75  per  cent  of  the  proposed  local  rate  beyond.  Removal  of 
undue  prejudice  to  the  six  complainants  would  be  effected  by  the 

proposed  schedules. 
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Bespondents  say  that  in  oonstrocting  their  proposed  rates  they 
have  not  only  adhered  to  the  requirements  of  the  fourth  section  but 
have  been  influenced  by  three  other  considerations.  These  are:  (1) 
Distance  as  a  primary  consideration;  (2)  conformity  to  a  uniform 
percentage  rdationship  of  classes;^  (3)  maintenance  of  the  same 
level  of  rates  in  both  directions.  They  also  say  that  because  of  the 
limits  of  time  within  which  to  comply  with  our  orders  in  the  Mur- 
freesboro  GasCy  they  found  it  impossible  to  include  in  their  schedules 
the  proposed  changes  from,  to,  and  between  all  points  in  the  south 
and  southeast,  but  that  if  the  suspended  rates  are  approved  they  will 
inunediately  publish  other  rates,  consistent  with  those  here  pro- 
posed, which  will  complete  the  contemplated  readjustment. 

The  chief  objections  of  protestants  to  respondents'  proposals  are 
that  the  rates  are  imreasonably  high  and  reflect  an  improper  percent* 
age  relationship  between  classes;  that  material  and  unwarranted 
increases  in  revenue  would  result  from  their  adoption ;  and  that  the 
proposed  general  readjustment  would  destroy  long-standing  r^a- 
tionships  and  materially  injure  commerce  in  the  south  and  southeast. 

The  tariffs  under  suspension  are  so  comprehensive  and  cover  so 
wide  a  territory  that  discussion  will  be  confined  to  the  more  impor- 
tant and  representative  points  of  origin  and  destination.  All  rates 
therein  are  class  rates  imder  the  southern  classification  and  will  be 
stated  in  amounts  per  100  pounds. 

BATES  HBTWEBN  NASHVIUiB  AND  OHIO  RIVER  CROSSINGS,  MEMPHIS,  AND 

ST.  I^UIS. 

The  present  rates  to  Nashville  from  all  the  lower  Ohio  River  cross- 
ings, Louisville,  Ky.,  to  Cairo,  inclusive,  are  the  same.  The  present 
first-class  rate  from  Cincinnati  to  Nashville  is  23  cents  higher  than 
from  Louisville.  The  following  are  the  present  rates  to  Nashville 
from  the  crossings  named : 

(Masses 12846eABCD 

Prom  Cincinnati—  97    78        65. 5    56. 5    45. 5    40. 5    89. 5    45. 5    28        27 

From  Louisville 74    59. 5    49        44        34. 5    81. 5    24        31. 5    17. 5    15. 5 

Diflference 23    18.5    16. 5    12. 6    11         9        15. 5    14        10. 5    11. 5 

Much  evidence  was  offered  by  respondents  concerning  the  selection 
of  a  proper  rate  to  be  used  as  a  key  in  the  adjustment  between  Ohio 
and  upper  Mississippi  River  crossings  and  Nashville. 

^Ty>  a  great  extent  the  proposed  rates  are  constmcted  according  to  the  percentages  of 
tbe  so-called  "  southern  standard  scale.**  This  scale  was  formulated  by  the  United  States 
Bailroad  Administration  during  federal  control  for  general  application  In  southern  classi- 
llcation  territory.  It  was  never  adopted,  and  we  have  never  passed  upon  its  reasonable- 
mas.  Farther  explanation  of  this  scale  and  of  the  percentage  relationship  of  dasses 
Applicable  thereto  will  appear  later  in  this  report. 
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The  first  plan  was  to  work  out  a  concurrent  readjustment  of  the 
rates  in  the  Mississippi  Valley  made  necessary  by  our  orders  in  the 
MemphiS'Southwestem  Investigation  and  in  the  Murfreesboro  Case. 
The  carriers  originally  intended  to  use  as  key  a  first-dass  rmte  of 
$1.11  between  Cairo  a^d  Memphis,  168  miles,  and  to  apply  it  between 
Evansville,  Ind.,  and  Nashville,  168  miles.  Under  this  plan  rates 
from  the  south-bank  lower  Ohio  Kiver  crossings  were  to  have  been 
made  4  cents  imder  the  rates  from  the  north-bank  crossings.  Thus 
the  rate  between  Nashville  and  Louisville,  Owensboro,  Henderson, 
and  Paducah,  Ky.,  was  to  have  been  $1.07.  The  rate  from  Cincin- 
nati, 297  miles,  was  to  have  been  $1.84.  Like  revision  was  to  have 
been  made  contemporaneously  in  rates  to  other  destinations  in  this 
territory,  including  Chattanooga,  Tenn.,  and  Huntsville  and  Decatur, 
Ala.  Traffic  to  those  points  by  certain  routes  is  handled  through 
Nashville,  and  unless  the  rates  thereto  were  revised  to  a  level  no 
lower  than  that  of  the  rates  to  Nashville  the  fourth  section  would  be 
violated. 

The  Mississippi  Valley  readjustment  based  on  ibis  key  rate  was 
not  carried  out.  A  new  key  rate  of  $1.03  between  Cairo  and  Mem- 
phis was  adopted.  Other  rates  throughout  the  Mississippi  Valley 
were  constructed  on  a  basis  corresponding  to  the  new  key  rate  and 
are  thus  lower  than  originally  proposed. 

Respondents  say  that  as  the  Mississippi  Valley  readjustment  was 
not  made  in  accordance  with  the  original  plan,  and  the  rates  to 
Chattanooga,  Huntsville,  and  Decatur  are  not  being  increased,  that 
plan  was  abandoned,  and  they  have  ^'temporarily"  adopted  the 
present  Cincinnati  to  Chattanooga  rates  as  maxima  to  Nashville.  The 
proposed  rates  from  Cincinnati  to  Nashville  are  the  same  as  to 
Chattanooga  on  classes  1, 2,  8, 4,  6,  and  A,  and  lower  than  to  Chatta- 
nooga on  classes  5,  B,  C,  and  D.  Bespondents  also  point  out  that 
they  had  to  depart  from  the  southern  standard  percentage  relation- 
ships on  classes  3,  4,  and  A  in  order  to  observe  Chattanooga  rates  as 
maxima  in  compliance  with  the  fourth  section.  They  illustrate  these 
facts  by  the  following  table : 


Dis- 
tance^ 

Classes. 

1 

2 

8 

4 

6 

6 

A 

B 

c 

D 

Present  rates:  Cincin- 
nati to  Chattanooea.. 

Proposed  rates:  Cin- 
dnnatl  to  Nashville.. 

Rates  acoordini;  to 
southern  standard 
peroentage  relation- 
SiM 

MOes. 
839 

207 

Cents. 
119 

119 
119 

Cents. 
102 

102 
102 

Cents. 
89.5 

89.6 
90 

Cents. 
74 

74 
70 

Cents. 
62.fi 

62 
62 

Cents. 
52 

52 
52 

Cents. 
36.5 

36.5 
42 

Cents. 
49 

48 
48 

Cent*. 
39.5 

36 
86 

Cents. 
33 

30 
30 
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The  present  and  proposed  rates  between  Memphis  and  Nashville, 
280  miles,  are  as  follows : 

Classes 1  2  3456ABOD 

Present 92.5      70.5    59.5    50        42.6    87.5    28    89.5    17.5    17.5 

Proposed 117.5    102        84.5    67.5    56.5    40.5    80    89.5    83        27 

In  making  these  rates  from  Memphis  to  Nashville  respondents  were 
held  down  by  the  present  rates  from  Memphis  to  Huntsville.  Nash- 
ville is  intermediate  to  Huntsville  by  the  route  of  the  Nashville, 
Chattanooga  &  St.  Louis,  and,  as  respondents  were  unable  to  effect 
a  readjustment  of  the  rates  to  Huntsville,  they  adopted  from  Mem- 
phis to  Nashville,  230  miles,  the  same  rates  as  those  in  effect  to 
Huntsville,  216  miles  by  the  direct  route  of  the  Southern. 

The  present  and  proposed  rates  between  St.  Louis  and  Nashville, 
822  miles,  are — 

Classes 1  234         56ABOD 

Present 116.5      95.5      80    66.5    53.5    46.5    86.5    46.5    80    25.5 

Proposed 143        128        109    92        74        63        50        57        43    86 

The  present  rates  from  St.  Louis  to  Nashville  are  42.5  cents  higher 
on  first-class  than  the  present  rates  from  the  lower  Ohio  River 
crossings.  The  proposed  first-class  rate  from  the  lower  north-bank 
Ohio  River  crossings  to  Nashville  is  $1.04. 

The  rates  proposed  on  the  lower  classes  to  Nashville  from  all  the 
Ohio  River  crossings,  Memphis,  and  St.  Louis  are  built  on  the 
southern  standard  percentages,  except  where  such  percentages  would 
result  in  class  rates  higher  than  those  now  in  effect  from  such  points 
to  Chattanooga,  in  which  case  the  latter  were  observed  as  maxima. 

The  rates  between  Clarksville,  Tenn.,  and  the  lower  Ohio  River 
crossings,  St.  Louis,  and  Memphis,  have  also  been  revised  in  the 
proposed  schedules.  Clarksville  is  on  the  Cumberland  River,  56 
miles  northwest  of  Nashville.  Respondents  say  that  for  many  years 
ClarksvUle,  like  Nashville,  has  had  low  competitive  rates;  and  that 
a  consistent  revision  of  the  rates  between  Nashville  and  the  Ohio 
River,  St.  Louis,  and  Memphis,  which  would  comply  with  the  fourth 
section,  requires  a  similar  revision  at  Clarksville,  the  rates  to  which 
are  lower  than  to  intermediate  points.  In  the  suspended  schedules 
Clarksville  takes  the  same  rates  as  Nashville,  and  respondents  rely 
on  their  justification  of  the  rates  to  Nashville  to  justify  Clarksville 
rates. 

Respondents  submit  voluminous  comparisons  of  the  proposed 
rates  from  Cincinnati  with  present  rates  throughout  southern  ter- 
ritory for  approximately  the  same  or  greater  distances,  all  of  which 
tend  to  support  the  rates  proposed.    They  call  attention  particularly 
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to  a  comparison  of  the  proposed  rates  from  Cincmnati  to  N'aahvilk 
with  a  scale  of  rates  begimiing  at  $1.19  first  class,  applicable  on  the 
Memphis  division  of  the  Southern  for  a  distance  of  800  miles,  and 
say  that  this  is  known  as  a  low  scale  in  southern  territory.  A.  com- 
parison of  the  proposed  rates  is  also  made  with  the  scale  of  maximnm 
class  rates  for  one-line  hauls  prescribed  by  us  in  Fourth  Section  Vio- 
lations in  the  Southeast^  32  I.  C.  C,  61,  increased  as  authorized  by 
general  order  No.  28  of  the  Director  General  of  Railroads  and  by 
Increased  Rates^  1920^  58  I.  C.  C,  220.  The  comparison  is  as  fol- 
lows, the  scale  being  designated  as  the  southeastern  scale : 


Dls- 
tanoe. 

Classes. 

1 

2 

8 

4 

5 

0 

A 

B 

C 

n 

Proposed  rat^   from 
Oiboinnati  to  Nash- 
ville  

UiUt. 
297 

800 

Centt. 
U9 

150 

Centt. 
102 

181.5 

Centt. 
80.5 

108 

Centt. 
74 

99 

Centt. 
62 

80 

CenU. 
52 

70.5 

Cenlf. 
88.5 

59.5 

Centt. 
48 

50.5 

Centt. 
40 

CentB. 

The  southeastern  class 
scale... X.  X 

J0.i 

Respondents  also  call  attention  to  the  fact  that  the  suspended  rates 
from  Cincinnati  to  Nashville  are  lower  than  present  rates  to  inter- 
mediate points  on  the  direct  line  of  the  Louisville  &  Nashville  as 
shown  by  the  following  table : 


From  Cincinnati 

Dis- 
tance. 

Status. 

Classes. 

Uh- 

1 

2 

8 

4 

5 

6 

A 

B 

c 

D 

HmifordyillcKy... 
Do 

MiUt. 
183 
183 

210 
210 

244 
244 

260 
269 

297 

Pres 

Sosp .... 

Pres 

Susp — 

Pres 

Susp .... 

Pres 

Susp — 

Susp.... 

Ctt. 
112.5 
112.5 

119 
119 

122 
119 

122 

119 

119 

Ctt. 
97 
97 

102 
101.5 

105 
102 

105 
102 

102 

Ctt. 

84.5 
84.5 

87.5 
87.5 

80.5 
80.5 

80.5 
89.5 

89.5 

Ctt. 

7a  6 

70.5 

78 
74 

81.5 
74 

81.5 
74 

74 

Ctt. 
50.5 
50.5 

64.5 
62 

74 
62 

7a5 
62 

62 

55 

52 

69.5 
62 

67.5 
62 

64.5 
52 

52 

Ctt. 

49 

86w5 

40 
36.5 

67.5 
86w5 

62.5 
36.5 

86w5 

CU. 

62.5 
48 

6S.5 

48 

67.5 
48 

67.5 
48 

48 

Ctt. 
87.5 
86 

3015 
36 

4a5 
36 

4aft 
36 

86 

Of. 

80 

80 

Smith's  Grove,  Ky. 
Do 

SLf 
80 

Franklin,  Ky 

Do 

8Lf 
80 

Gallatin,  Tenn 

Do 

81.  S 
80 

Nashville,  Tenn 

SO 

For  many  years  there  has  existed  a  parity  of  rates  from  the  lower 
Ohio  River  crossings  to  Nashville  and  generally  to  points  in  southern 
territory.  This  results  in  a  distribution  of  traffic  through  the  various 
gateways  to  the  south,  and  from  a  competitive  standpoint  the  con- 
tinuation of  this  equalization  appears  to  be  highly  desirable  for  the 
carriers.  There  was  some  testimony  from  protestants  to  the  effect  that 
rates  from  these  crossings  should  be  fixed  according  to  distance,  but 

no  strong  contention  was  made  for  such  an  adjustment    Henderson 
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18  the  nearaBt  crossing  to  Nashville.    Owensboro  is  not  a  orosaing 
and  is  so  termed  for  rate-making  purposes  only.    These  distances  are: 

Between  Nashville  and —  MUm. 

Jeflersonvllle,  Ind 189 

Louisvme,Ky 187 

Owensboro,  Ky 140 

Henderson,  Ky 146 

BvansviUe,  Ind 158 

Padncab,  Ky ie2 

Cairo,  111 202 

Bespondents'  witness  testified  that  rates  from  the  lower  Ohio  Biver 
crossings  were  constructed  with  reference  to  the  rates  from  Jeffer- 
aonville,  the  latter  being  made  on  a  differential  of  15  cents  first 
class  under  the  rates  from  Cincinnati  in  order  to  limit  reductions 
to  intermediate  points  between  Cincinnati  and  Nashville  as  much  as 
possible;  that  the  rates  from  the  other  north-bank  crossings,  in- 
cluding Evansville  and  Cairo,  were  made  the  same  as  from  Jefferson* 
ville ;  that  the  rates  from  Henderson  were  made  4  cents  under  Evans- 
ville rates ;  and  that  the  rates  from  Paducah,  Owensboro,  and  Louis- 
ville were  then  made  the  same  as  the  Henderson  rates  in  order  to 
continue  the  policy  of  equalizing  the  crossings.  The  justification  of 
the  4-cent  differential  of  Henderson  under  Evansville,  with  the  re^ 
suiting  differential  in  favor  of  the  other  south-bank  crossings,  is 
based  on  our  decision  in  Henderson  CoTrmtercial  Club  v.  /.  C.  B.  B. 
Co.y  42  I.  C.  C,  196,  hereinafter  referred  to  as  the  Henderson  Case. 
In  that  case  the  carriers  were  required  to  establish  rates  between 
Henderson  and  points  south  of  the  Ohio  River  by  differentials  under 
Evansville  of  8  cents  on  the  first  four  classes,  and  2  cents  on  classes 
5  and  6  of  the  official  classification.  River  competitive  points  were 
excepted,  and  this  accounts  for  the  present  equality  of  rates  to  Nash- 
ville from  Evansville  and  Henderson.  Respondents  contend  that 
inasmuch  as  we  have  found  in  the  Murfreesboro  Case  that  river  com- 
petition should  not  be  considered  in  the  making  of  rates  to  Nashville 
that  point  now  properly  comes  within  the  provisions  of  our  order  in 
the  Henderson  Case;  and  that  the  proposed  differentials  of  Hender- 
son under  Evansville  on  first  class  represent  the  Henderson  Case  dif- 
ferentials plus  the  increases  authorized  by  Increased  Bates^  1960, 

To  justify  the  proposed  rates  from  Louisville  to  Nashville  re- 
spondents introduced  comparisons  of  class  rates  from  many  impor- 
tant southern  cities,  including  Chattanooga,  Birmingham,  Nashville, 
Montgomery,  Ala.,  Jacksonville  and  Pensacola,  Fla.,  and  Columbus 
and  Macon,  6a.,  to  numerous  points  for  distances  approximating  that 
between  Louisville  and  Nashville.  In  the  numbered  classes  all  are 
higher  than  the  proposed  rates.  The  proposed  first-class  rate  of 
$1  from  Louisville  to  Nashville,  187  miles,  is  also  compared  with 
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first-class  rates  for  190  miles  in  the  distance  scales  of  several  southern 
lines,  which  range  from  $1.03  to  $1,405. 

Comparisons  similar  to  those  made  in  support  of  proposed  Louis- 
yille  to  Nashville  rates  were  made  to  sustain  proposed  rates  from 
Henderson  and  other  Ohio  Biver  crossings.  Respondents  also  call 
special  attention  to  the  scales  of  rates  recently  prescribed  by  us  in 
Meridian  Traffic  Bureau  v.  S.  Ry.  Co.^  60  I.  C.  C,  5,  for  application 
between  Meridian,  Miss.,  and  points  in  Alabama  for  distances  up 
to  200  miles.  In  the  case  cited  two  scales  were  prescribed,  one  for 
application  on  the  Mobile  &  Ohio  and  the  other  on  the  Southern  and 
Alabama  Great  Southern.  Both  show  for  comparable  distances  rates 
higher  than  those  proposed  from  the  Ohio  Biver  crossings  to  Nash- 
ville. Another  comparison  relied  upon  by  respondents  to  support 
their  proposed  rates  from  the  Ohio  Biver  crossings  to  Nashville  is 
that  based  on  the  scales  of  rates  prescribed  by  us  for  application  in 
the  southwest  in  Railroad  Commission  of  Louisiana  y.  A.  H.  T.  Ry. 
Go.j  48  I.  C.  C,  312,  345 ;  Natchez  Chamber  of  Commerce  v.  L.  <&  A. 
Ry,  Co.^  52  I.  C.  C,  105;  and  the  Mem/phiS'Southwestem  InvesH- 
gation. 

These  scales  are  governed  by  western  classification,  which,  on  the 
whole,  has  higher  ratings  than  the  southern  classification,  a  fact 
recognized  in  Consolidated  Classification  CasCy  54  I.  C.  C,  1.  But 
as  tending  to  show,  despite  the  difference  in  classification,  that  the 
rates  proposed  are  properly  comparable  with  the  scales  in  the  south- 
west, respondents  submit  statements  compiled  from  operating  statis- 
tics filed  with  us  for  the  fiscal  years  ended  June  30, 1913,  1914, 1915, 
and  1916,  and  the  calendar  years  ended  December  31, 1916,  and  1917, 
of  representative  southwestern  roads  and  similar  statements  for 
representative  roads  in  the  southern  district.  These  years,  they  say, 
were  selected  as  reflecting  conditions  less  disturbed  than  those  in 
more  recent  years. 

Protestants  make  vigorous  objection  to  the  conclusions  sought  to 
be  drawn  from  these  exhibits  and  contend  that  certain  strong  roads 
included,  such  as  the  Chicago,  Bock  Island  &  Pacific,  Missouri 
Pacific,  and  others,  are  western  or  transcontinental  rather  than  south- 
western lines;  that  more  recent  years  should  have  been  taken;  and 
that  the  figures  are  not  representative  of  present-day  conditions. 
They  in  turn  submit  statistical  data  as  tending  to  show  that  the 
traffic  density  in  the  southern  district  is  much  higher  than  in  the 
southwest.  They  also  show  that  the  density  of  population  is  greater 
in  the  southern  district  than  in  the  southwest 

In  further  support  of  the  comparisons  made  with  southwestern 
scales  respondents  caused  the  traffic  moving  into  Nashville  from  or 
through  Cincinnati,  Louisville,  Evansville,  and  East  St  Louis,  HL, 
for  the  first  week  in  September^  1920,  to  be  rated  according  to 
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western  classification,  applied  thereto  the  scale  of  rates  prescribed 
by  us  in  JfempkiS'SatUhwestem  IwoestigaUon^  and  compared  the 
resulting  revenue  with  that  which  would  result  from  application  of 
the  proposed  rates  from  and  through  these  points.  In  this  manner 
they  arrived  at  revenues  of  $16,820.94  under  the  MemphiS'Sauthr 
western  scale,  and  $11,750.44  under  the  proposed  rates. 

Protestants  compare  the  proposed  rates  from  the  Ohio  Biver  cross- 
ings with  lower  rates  from  Virginia  cities  to  points  in  North  Carolina 
for  distances  about  the  same  as  or  greater  than  those  from  the  Ohio 
River  cities  to  Nashville.  They  instance  a  first-class  rate  from  Rich- 
mond, Va.,  of  96.6  cents  to  Goldsboro,  N.  C,  168  miles,  and  to 
Winston-Salem,  N.  C,  217  miles. 

Examination  of  the  many  class  rates  compared  by  respondents  with 
their  proposed  rates  from  the  Ohio  River  crossings  discloses  rates 
on  some  classes  for  distances  imder  200  miles  which  exceed  the  maxi- 
mum scale  prescribed  by  us  for  application  between  intermediate 
points  for  distances  of  300  miles  in  Fourth  Section  Violations  in  the 
SautTiedat^  82  I.  C.  C,  61,  after  including  the  two  general  increases. 
Furthermore,  the  rates  compared,  although  considerably  higher  in 
the  numbered  classes  than  proposed  rates  from  the  Ohio  River 
crossings,  are  frequently  lower  in  the  lettered  classes. 

Respondents'  witnesses  testified  that  their  purpose  throughout 
this  readjustment  is  to  preserve  existing  revenue,  not  to  increase  it. 
The  increases  proposed  from  Evansville,  Henderson,  and  other  lower 
Ohio  River  crossings  to  Nashville  are  substantial,  and  would  affect 
a  volume  of  tonnage  far  exceeding  that  moving  to  intermediate 
points.  The  decreases  proposed  to  these  intermediate  points,  gen- 
erally on 'a  smaller  number  of  classes,  are  less  in  amount  and,  affecting 
as  they  would  a  lesser  tonnage,  could  hardly  offset  the  effect  of  the 
increases  on  respondents'  revenue.    The  tables  below  are  illustrative : 
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Bespondents  support  their  proposed  rates  from  St.  Louis  and 
Memphis  to  Nashville  by  comparisons  similar  to  those  used  for  rates 
from  the  Ohio  River.  Their  proposed  differential  of  39  cents,  St. 
Louis  over  the  lower  north-bank  Ohio  River  crossings,  is  the  same 
as  that  in  the  present  rates  from  St.  Louis  to  the  southeast. 

Protestants  contend  that  a  reasonable  first-class  rate  to  Nashville 
from  Cincinnati  should  not  exceed  $1.07,  and  from  all  the  lower 
crossings  84  cents,  with  lower  classes  bearing  the  same  percentage 
relationship  as  was  observed  in  the  recent  Mississippi  Valley  read- 
justment referred  to  above. 

They  arrive  at  these  figures  by  fixing  a  first-class  rate  of  $1.19  from 
St.  Louis  to  Nashville,  322  miles,  the  same  as  now  in  effect  from  Cin- 
cinnati to  Chattanooga  for  336  miles.  From  this  they  deduct  35 
cents,  approximately  the  present  differential  of  St.  Louis  over  Cairo 
to  Mississippi  Valley  destinations,  and  would  apply  the  rate  of  84 
cents  thus  obtained  from  all  lower  Ohio  River  crossings.  In  support 
of  its  reasonableness  they  say  that  it  happens  to  be  the  average  of 
present  first-class  rates  to  the  highest-rated  intermediate  points  be- 
tween all  lower  crossings  and  Nashville.  They  would  then  make 
rates  from  Cincinnati  by  adding  its  existing  differential  of  28  cents 
over  Louisville.  This  would  result  in  a  first-class  rate  of  $1.07  from 
Cincinnati  to  Nashville.  Such  an  adjustment,  they  say,  would  be 
consistent  with  Receivers  <&  Shippers  Asso.  v.  G.^  N.  O.  dk  T,  P.  Ry. 
Co.y  18  I.  C.  C,  440,  wherein  we  fixed  a  maximum  scale  applicable 
between  Cincinnati  and  Chattanooga,  commencing  at  70  cents  first 
class.  This  scale,  prescribed  in  1910  and  increased  according  to  gen- 
eral order  No.  28  and  Increased  Rates^  1920^  is  their  chief  test  of 
reasonableness  throughout  this  entire  proceediing. 
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BATES  FROM  THE  SOUTHEAST. 

For  many  years  prior  to  the  effective  date  of  our  fourth  section 
order  No.  8866  under  Fourth  Section  Violations  in  the  Southeast^ 
80  I.  C.  C,  153,  the  carriers  had  in  effect  in  the  southeast  a  basing- 
point  syst^n  of  rates.    Under  that  system  relatively  low  rates  were 
maintained  between  Ohio  and  Mississippi  river  crossings  and  re- 
lated points,  on  the  one  hand,  and  south  Atlantic  ports,  interior 
river   cities  such  as  Augusta,  Oa.,  Macon,  Columbus,  and  Mont- 
gomery, and  certain  interior  competitive  cities,  such  as  Atlanta,  Bir- 
mingham, and  Athens,  Ga.    Bates  to  other  junction  points  and  local 
stations  were  made  by  combination  on  these  basing  points.    Our 
orders  in  that  case  permitted  the  carriers  to  continue  rates  to  the 
south  Atlantic  ports  and  to  certain  water-competitive  points  lower 
than  to  intermediate  points,  but  denied  them  similar  authority  in 
respect  of  rates  to  Atlanta,  Birmingham,  and  other  former  basing 
points,  where  no  similar  competition  prevailed.    Thereupon  the  car- 
riers entered  upon  a  revision  of  their  tariffs  in  conformity  with 
these  orders,  and  the  schedules  published  effective  January  1,  1916, 
purported  to  be  in  partial  compliance  therewith.    These  did  not 
include  any  rates  to  South  Carolina  or  any  northbound  rates.    Re- 
spondents say  that  the  intervening  period  of  federal  control  pre- 
vented the  establishment  of  the  remaining  rates,  which,  for  north- 
bound application,  were  to  have  been  the  same  as  were  established 
January  1, 1916,  southbound. 

In  the  light  of  our  findings  in  the  Murfreeahoro  Case  and  the  Mem- 
phis Southwestern  Investigation^  the  carriers  have  changed  their 
original  plans  and,  as  already  stated,  have  construed  those  decisions 
as  indicating  that  they  will  not  long  be  permitted  to  maintain  rates 
to  or  from  interior  river  points  and  south  Atlantic  ports  lower  than 
to  or  from  intermediate  points.  They  therefore  propose  northbound 
rates  constructed  in  strict  conformity  with  the  fourth  section  of  the 
act,  and  express  the  intention,  if  these  are  approved,  to  establish  the 
same  rates  southbound.  The  schedules  under  suspension  do  not  con- 
tain rates  to  the  southeast 

Kespondents  take  as  hades  for  their  southeastern  readjustment  the 
present  rates  from  Cincinnati  to  Birmingham  and  Atlanta.  They 
drop  the  fraction  from  first  class  and  fiz  the  others  upon  the  southern 
standard  percentages.  Adoption  of  that  percentage  relationship 
results  in  material  increases  in  the  lettered  classes,  although  respond- 
ents state  that  they  merely  propose  in  these  suspended  tariffs  to  charge 
from  Atlanta  and  Birmingham  to  Ohio  Kiver  crossings  the  same 
rates  that  were  published  southbound  effective  January  1,  1916,  with 
the  two  authorized  increases  of  June  25, 1918,  and  August  26,  1920, 
under  general  order  No.  28  and  Increased  Bates^  lOHOy  added.    The  f  ol- 
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lowing  table  illustrates  the  excess  of  the  suspended  northbound 
over  present  northbound  and  southbound  rates  in  the  lettered 
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The  present  rates  from  Cincinnati  to  Birmingham  and  Atlanta 
are  on  an  equality.  This  is  in  conformity  with  Atlanta  Freight 
Bureau  v.  N.^  C.  <&  St.  L.  By.,  29  I.  C.  C,  476,  decided  February  3, 
1914,  hereinafter  referred  to  as  the  Atlanta  Case,  The  rates  to 
Birmingham  and  Atlanta  from  the  lower  Ohio  River  crossings  were 
also  considered  in  that  case,  and  we  found  that  it  was  not  unjustly 
discriminatory  or  unduly  prejudicial  to  maintain  lower  scales  of 
rates  from  lower  Ohio  River  crossings  to  Birmingham  than  to  At- 
lanta. The  differentials  in  effect  at  the  time  of  that  decision  began 
at  10  cents  on  first  class.  These  differentials  were  continued  in  the 
rates  published  January  1, 1916,  as  a  result  of  Fourth  Section  Viola- 
tions in  the  Southeast.  With  the  increases  authorized  by  geneval 
order  No.  28  and  Increased  Rates^  1920^  the  present  differential  of 
15.5  cents  on  first  class  is  obtained.  It  is  the  intention  of  respondents 
in  equalizing  the  northbound  and  southbound  rates  to  give  to  Bir- 
mingham, on  rates  to  the  lower  Ohio  River  crossings,  substantially 
the  same  differential  that  has  applied  for  years  to  southbound  rates. 
Thtis  the  proposed  first-class  rate  from  Atlanta  to  Louisville  is  $1.67, 
whereas  the  proposed  first-class  rate  from  Birmingham  to  Louisville 

is  $1.52. 
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From  Sinniiigham  and  Atlanta  to  Memphis  the  proposed  first- 
class  rates  fairly  approximate  present  southbomid  rates;  on  the 
other  numbered  classes  they  are  somewhat  higher;  cmd  on  the  let- 
tered classes  proposed  rates  are  materially  higher  than  present  south- 
bound rates.  Memphis  to  Birmingham  rates  are  now  constructed 
on  a  differential  under  Louisville  similar  to  the  differ^itial  of  Louis- 
ville under  Cincinnati  in  the  rates  to  Birmingham,  the  method  sug- 
gested by  us  in  the  Atlanta  Case. 

The  proposed  rates  to  St.  Louis  from  Birmingham  are  lower  than 
present  southbound  rates  on  the  first  three  classes  and  higher  on  the 
remaining  classes.  From  Atlanta  they  are  lower  on  the  first  five 
classes  than  present  southbound  rates,  but  higher  on  all  other  classes. 
Respondents  state  that  for  many  years  the  differentials  of  St.  Louis 
OTer  the  Ohio  River  have  varied  in  the  making  of  rates  from  the 
southeast,  and  that  the  proposed  adjustment  will  establish  on  first 
class  a  uniform  differential  of  89  cents,  the  same  as  that  in  the 
present  southbound  rates  from  St.  Louis  and  the  Ohio  Biver  to  the 
southeast. 

To  Nashville  the  proposed  rates  from  Birmingham,  Atlanta,  and 
all  x>oints  in  the  southeast  are  made  a  differential  of  30  cents  on 
first  class  under  Louisville.    Respondents  assert  that  as  far  back 
as  1882  rates  between  Nashville  and  the  southeast  were  made  on  a 
scale  of  differentials  under  Louisville  rates,  commencing  at  35  cents 
on  first  class.    This  basis  continued  until  January  1,  1916,  when,  in 
compliance  with  fourth  section  order  No.  8866,  southbound  rates 
were  established  which  fized  a  differential  of  27  cents  on  first  class 
from  Nashville  to  the  southeast,  except  to  the  south  Atlantic  ports 
and  Montgomery  territory,  which  were  respectively  made  by  differ- 
entials on  first  elasB  of  15  cents  and  23  cents  under  Louisville  rates. 
In  the  proposed  readjustment  respondents  disregard  the  former 
northbound  differential  of  85  cents  with  the  added  increases  of 
general  order  No.  28  and  Increased  Rates^  19iO^  and  fix  the  rates  to 
Nashville  on  a  new  differential  basis.    The  following  table  shows 
present  and  proposed  rates  from  Birmingham  and  Atlanta  to  Nash- 
ville together  with  present  rates  from  Nashville  to  those  points : 


ClasseB. 

Between^ 

1 

2 

8 

4 

5 

6 

A 

B 

C 

D 

Atlantft  and  Nashvine: 

Centt. 

Ctmt. 

Cenit. 

Centi. 

CtnU. 

Centt. 

Centt. 

Centt. 

Centt. 

Centi, 

Proeiit  northboand 

112.5 

vr 

87.5 

72 

50.5 

52 

81.5 

42.5 

83 

27 

PropoBed  northbound 

187 

118 

104 

88 

n 

00 

48 

65 

41 

84 

Ftwent  foothboiind 

125 

106 

95.5 

80 

85.5 

56 

42.5 

52 

37 

80.6 

BirminghATn  and  N^hviiiA! 

rtwut  narthboond 

M 

84.5 

70.5 

56.5 

47 

91.5 

81.5 

86.6 

27 

20.6 

Proposed  northbound 

122 

105 

03 

78 

53 

54 

48 

49 

87 

81 

Pkwttit  sonthbcand 

U7.5 

05.6 

S1.5 

70.5 

50.5 

47 

tl.6 

44 

87 

27.5 
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The  use  of  the  30-cent  differential  would  result  in  increasixig  all 
rates  northbound  above  the  present  southbound  rates. 

The  present  rates  from  Montgomery  and  Selma,  Ala.,  to  Cincinnida 
are  the  same,  first  class  being  $1.69.  The  proposed  ratee  to  Cin- 
cinnati are  made  higher  by  a  differential  of  16  cents  on  first  dmas 
than  the  proposed  Birmingham  first-dass  rate. 

The  present  rates  from  Macon  to  Cincinnati  are  substantially  the 
same  as  the  present  Atlanta  to  Cincinnati  rates.  The  proposed  rates 
are  built  on  a  first-class  differential  of  15  cents  over  Atlanta,  and 
thus  become  the  same  as  the  proposed  rates  from  Montgomery  and 
Selma.  The  relative  distances  of  these  cities  from  Cincinnati  are 
about  the  same,  Montgomery  being  96  miles  farther  than  Birming- 
ham and  Macon  88  miles  farther  than  Atlanta. 

From  Augusta  to  Cincinnati  the  present  rates  are  approximately 
the  same  as  from  Atlanta.  The  proposed  first-class  rate  from 
Augusta  has  been  constructed  on  a  differential  of  13  cents  higher  than 
the  first-class  rate  from  Macon,  with  the  following  result : 

Classes 1        2        8        4        66ABOI> 

Rates 195    168    148    126    101    86    68    78    59     40 

This  differential  is  said  to  conform  to  other  changes  as  the  average 
distance  from  Augusta  to  Cincinnati  is  636  miles  and  exceeds  the 
average  distance  from  Macon  by  82  miles. 

The  present  rates  to  Cincinnati  from  the  south  Atlantic  ports,  in- 
cluding Savannah  and  Brimswick,  G«.,  Charleston,  S.  C,  and  Jack- 
sonville, are : 

Classes 12         8  4  66ABOD 

Rates 149    125    117.5    109.5    90.5    72    55    59.5    45.6    42.5 

The  proposed  rates  from  these  ports  are  made  on  a  differential  of 
20  cents,  first  class,  over  those  proposed  from  Augusta,  as  follows : 

OlasseB 1        2        8        4        56ABOD 

Rates 215    185    168    188    112    95    75    86    66    54 

This  differential  is  based  on  the  facts  that  the  average  distance  to 
Cincinnati  from  Charleston  is  775  miles,  139  miles  greater  than  the 
average  distance  from  Augusta,  and  the  average  distance  from 
Savannah  is  741  miles  or  105  miles  greater  than  from  Augusta. 

The  present  rates  to  Louisville,  as  representative  of  all  lower 
Ohio  River  crossings,  from  Montgomery  and  Selma  are : 

Olasses 12845         6ABCD 

Rates - 158    144    122    99    81. 6    64. 6    44    49    87. 5    8L  5 

The  proposed  rates  from  these  two  cities  to  Louisville  have  been 
made  on  a  differential  of  16  cents  on  first  class  less  than  to  Cincinnati 
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The  present  rates  from  Macon,  Augusta,  and  south  Atlantic  ports 
to  Louisville  are  the  same  as  to  Cincinnati,  and  so  are  the  proposed 


The  present  rates  from  Montgomery  and  Selma  to  Memphis  are: 


Glasses 12  8  4 

147    187. 5    115. 5    02. 6 


6      6 

A 

B 

0 

D 

76    68 

37.5 

42.5 

8L6 

25 

Those  proposed  are  made  on  a  differential  of  15  cents  on  first  class 
under  the  proposed  rates  from  these  cities  to  Louisville. 

From  Macon  and  Augusta  the  present  rates  to  Memphis  are : 

1  2  8466  ABCD 

16L  6    142. 5    125    100    81. 5    66. 5    42. 5    63    47    37. 5 


The  proposed  rates  are  constructed  on  a  differential  basis  similar 
to  that  used  in  making  rates  from  these  points  to  the  Ohio  Biver 
crossings.  That  is,  from  Macon  the  proposed  rates  to  Memphis  are 
made  on  a  differential  of  16  cents  on  first  class  over  Atlanta,  and 
from  Augusta  the  rates  proposed  are  on  a  differential  of  18  cents 
over  Macon. 

To  Memphis  the  present  rates  from  south  Atlantic  ports  are  the 
same  as  to  Ohio  Biver  crossings.  The  proposed  rates  are  made  a 
differential  of  20  cents  on  first  class  higher  than  the  proposed  rates 
from  Augusta  to  Memphis,  in  accord  with  the  method  used  in  con- 
structing proposed  rates  to  the  Ohio  Biver  crossings. 

The  present  rates  to  St.  Louis  from  Montgomery,  Selma,  Macon, 
Augusta,  and  Savannah  are : 


To  St.  IXNils  from— 

Classes. 

1 

2 

8 

4 

6 

0 

A 

B 

0 

D 

Moiitcom«rT.  AUu^ 

Cents. 

210 

22S.5 

22S.5 

20S.6 

Cents. 
102 
192 
192 
172 

CenU, 
15&5 
16&5 
16&5 
15&5 

Cents. 
12316 
196.5 
18ft.6 
140 

Gem  s. 

100 
113.5 
118.5 
11A.5 

Cents. 
85.5 

98.5 
96.5 
03.5 

Cents. 
6&5 
58.5 
5&5 
70 

Cn's. 
65.5 
75.5 
75.5 
76.5 

Cents, 
52 
68 
62 
60 

Cents, 
42 

¥icon.  Ob, 

52 

52 

53.5 

^PnsBQt  rates  from  Selma  the  same. 

*  Aa  represeQtative  of  all  south  Atlantic  ports. 

The  proposed  rates  from  these  and  all  other  points  in  the  south- 
east are  made  on  a  uniform  differential  of  39  cents  on  first  class  over 
those  to  Louisville.  Bespondents'  witnesses  testified  that  prior  to 
June  25,  1918,  rates  to  St.  Louis  from  the  southeast  took  a  uniform 
differential  on  first  class  of  28  cents  higher  than  to  Louisville,  and 
that  considering  the  increases  authorized  by  general  order  No.  28 
and  Increased  Rates^  1920^  the  former  differential  exceeds  that 
proposed. 

eiLca 
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The  preeent  rates  to  Nashville  from  Montgomery,  SelmA,  Macon, 
Augusta,  and  Bouth  Atlantic  ports  ore: 


ToNMhTlUe  rom- 

Cluan. 

1          3 

• 

' 

■ 

» 

A 
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D 

Ca. 

t. 
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tn.i 

CH. 
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U.I1 
68 

is 

44 

•». 

The  proposed  rates  to  Nashville  from  the  southeast  are  made  on  a 
differential  basis  of  30  cents  on  first  class  under  louisville,  as  has 
been  explained  in  connection  with  the  proposed  rates  from  Birming- 
ham and  Atlanta  to  Nashville. 

It  thus  appears  that  the  rates  proposed  from  southeastern  cities 
are  in  all  instances  materially  higher  than  the  present  rates.  There 
is  also  no  similarity  between  the  present  Bouthbound  and  the  pro- 
posed northbound  rates  except  from  Birmingham  and  Atlanta.  On 
the  contrary,  the  northbound  rates  are,  with  unimportant  exceptions, 
materially  higher.    This  is  illustrated  by  the  following  table: 
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As  the  proposed  southeastern  readjustment  is  constructed  in  rela- 
tion to  the  present  Cincinnati  to  Atlanta  rates,  respondents  rely 
thereon  to  a  great  extent  to  establish  the  reasonableness  of  what  they 
propose.  In  order  to  show  that  these  pivotal  Cincinnati  to  Atlanta 
rates  afford  a  proper  measure  of  reasonableness,  respondents  en- 
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deavor  to  trace  their  history.  This  was  fully  stated  in  Fourth  Sec- 
tion Violations  in  the  Southeast^  30  I.  C.  C,  163.  When  that  case 
was  decided  a  scale  of  rates  beginning  at  98  cents  on  first  class  was  in 
effect,  and  in  discussing  them  we  said,  page  328 : 

While  these  rates  [indading  Atlanta  rates]  are  relatively  higher  than  the 
rates  to  the  south  Atlantic  ports  and  are  slightly  higher  than  the  rates  to  the 
liver  points,  Angosta,  Montgomery,  Memphis,  or  Golombos,  they  are,  however, 
less  than  the  average  rates  for  like  distances  in  this  territory  made  to  noncom- 
petitive points.  *  *  *  As  compared,  therefore,  with  rates  to  noncompetitive 
points  In  this  territory  they  are  subnormal. 

This  language  was  construed  by  the  carriers  as  an  invitation  to 
increase  the  rates  then  in  effect;  and,  effective  January  1,  1916,  as 
part  of  the  southbound  revision  made  at  that  time,  they  published 
rates  from  Cincinnati  to  Atlanta  commencing  at  $1.07  first  class. 
Respondents  state  that  these  rates  were  permitted  to  go  into  effect 
without  suspension,  and  from  this  fact  seek  to  deduce  their  reascm- 
ableness  and  our  approval  as  well.  They  assert  that  these  rates  were 
never  condemned,  and  that  the  present  rates  are  the  rates  established 
January  1,  1916,  plus  the  increases  authorized  by  general  order  Na 
SB  and  Increased  RateSj  1920.  They  admit  that  these  rates  were 
under  attack  in  No.  9516,  South-eastern  Rate  Adjustment^  discon- 
tinued February  10, 1920. 

Protestants  object  to  the  use  of  present  Cincinnati  to  Atlanta  rates 
as  a  basis  upon  which  to  reconstruct  rates  in  the  southeast.  They  con- 
tend that  those  rates  are  unreasonably  high,  and  in  support  of  this 
contention  compare  them  with  present  Cincinnati  to  Chattanooga 
rates,  as  shown  in  the  following  table : 


Dis- 
tances. 

Classes. 

Cindnnftti  to— 

1 

2 

3 

4 

5 

0 
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B 
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Chftttenocxn 

liOts. 
836 
474 

CentM. 

U9 

107.6 

CenU. 
102 
144 

Cents. 
80.6 
127 

Cents. 
74 
100.5 

Cents. 
62.5 
87.6 

Cents. 
62 
72 

Cents. 
36.5 
60 

Cents. 
49 
0.5 

CenU. 
39.5 
46.6 

Cents. 
33 

Atlanta 

39.5 

They  also  contend  that  rates  to  Atlanta  should  be  so  constructed  as 
to  progress  over  Chattanooga  rates  in  a  more  logical  manner,  and 
that  under  the  present  adjustment  ton-mile  earnings  to  Atlanta  fairly 
approximate  on  some  classes  ton-mile  earnings  to  Chattanooga.  Pro- 
te'fetants  further  point  out  that  present  Cincinnati  to  Chattanooga 
rates  are  in  excess  of  what  they  would  be  if  constructed  according  to 
the  scale  commencing  at  70  cents  first  class  prescribed  by  us  for  ap- 
plication between  those  points  in  Receivers  <6  Shippers  Asso.  v. 
C,  N,  O.  cfe  T,  P,  Ry.  Co.^  supra.  Both  on  brief  and  upon  oral  argu- 
ment protestants  vigorously  contended  for  the  restoration  of  a  scale 
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between  Cinciimati  and  Chattanooga  which  would  repreeent  the 
scale  prescribed  by  us  with  authorized  increases  added.  If  the  scale 
prescribed  in  1910  were  the  basis  for  present  rates^  the  first-dass  rate 
from  Cincinnati  to  Chattanooga  would  be  $1,095  instead  of  $1.19. 
The  present  rate  results  from  increasing  the  70-cent  rate  hy  6  cents 
after  our  order  expired.  The  reasonableness  of  present  rates  to 
Chattanooga  is  not  in  issue  in  this  proceeding.  The  reasonableness  of 
both  present  and  proposed  Atlanta  rates  is  in  issue. 

Bespondents  contrast  many  of  the  proposed  rates  with  relatively 
higher  rates  in  effect  between  southeastern  points  for  comparable 
distances,  chiefly  rates  frcmi  Louisrille  and  Cincinnati  to  a  large 
number  of  points  between  Birmingham  and  Atlanta  and  as  far  soutii 
as  Columbus.  These  comparisons  are  for  the  most  part  in  the 
numbered  classes  only,  and  throw  little  light  on  the  reasonableness 
of  the  lettered  classes,  which  are  those  chiefly  affected  by  respond^itB' 
revision.  Bespondents  also  compare  proposed  rates  with  the  scale 
prescribed  in  the  MemphisSouthwestem  InveaPigcMon^  and,  in  sup- 
port of  their  proposed  rates  from  the  south  Atlantie  ports,  rely  on 
comparisons  made  to  sustain  those  frcmi  other  southeastern  cities  and 
on  the  rates  in  effect  from  southern  Georgia  to  the  Ohio  Biver 
crossings. 

Protestants  compare  the  proposed  rates  from  southeastern  cities 
with  existing  rates  which  are  relatively  lower.  Thus,  the  present 
first-class  rate  of  $1.63  from  Mobile,  Ala.,  to  Cairo,  562  mUes,  is 
compared  with  the  proposed  first-class  rate  of  $1.67  from  Montgomery 
and  Selma  to  Cairo,  432  miles.  Montgomery  and  Selma  are  inter- 
mediate between  Mobile  and  Cairo.  The  present  Mobile  to  St  Louis 
first-class  rate  of  $2.03  for  654  miles  is  compared  with  the  proposed 
rate  of  $2.06  from  Montgomery  and  Sekna  to  St.  Louis,  684  miles.  To 
Memphis  the  present  first-class  rate  from  Mobile  is  14.6  cents  lower 
than  the  proposed  rate  from  Montgomery  although  the  distance  from 
Mobile  is  48  miles  greater. 

Protestants  also  point  out  that  the  proposed  rates  from  the  south 
Atlantic  ports  to  the  Ohio  and  Mississippi  river  crossings  are  mate- 
rially higher  than  present  rates  from  Gulf  ports,  and  refer  to  the 
relationship  which  has  existed  for  years  in  rates  from  south  Atlantic 
and  Ghilf  ports.  They  insist  that  the  effect  of  the  proposed  rates 
would  be  injurious  to  shippers  and  carriers  alike* 

BATES  FBOM  GULF  PORTS. 

Bates  to  Nashville  from  New  Orleans,  Mobile,  and  Pensacola  are 
the  same.    The  present  and  proposed  rates  are : 
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Hates  from  the  Gulf  ports  to  the  Ohio  Biver  crossings,  Memphis, 
and  St.  Liouis  were  recently  readjusted  to  conform  with  the  require* 
ments  of  the  fourth  section  under  our  orders  in  the  Memphis- 
SouthtiT^stem  Investigation. 

Respondents  attempt  to  justify  the  reasonableness  of  these  pro* 
posed  rates  by  comparisons  simUar  to  those  offered  in  support  of 
proposed  rates  from  the  southeast.  Protestants  contend  that  the 
rates  from  New  Orleans  to  Nashville,  562  miles,  should  not  exceed 
present  rates  beginning  at  $1.63  first  class  from  New  Orleans  to 
Cairo,  550  miles. 

BATES  FROM  EA6TEBK  CITIES. 

The  present  rates  from  New  York,  N.  Y.,  and  Boston,  Mass.,  to 
Nashville  are: 

Classes 12  3  4 

Rates 166.6    188.5    105.6    78.6 

These  rates  were  originally  established  to  meet  the  water  competi* 
tion  on   the  Ohio  and  Cumberland  rivers.    They  were  made  by 
adding  to  the  trunk  lines'  rates  from  the  east  to  the  Ohio  Biver  cross^ 
ings  an  arbitrary  or  proportional  rate  which  resulted  in  a  total  rate 
to  Nashville  approximately  the  same  as  the  rail-and-water  rate. 
Later  joint  all-rail  rates  governed  by  official  classification  were  pub- 
lished from  eastern  points  to  Nashville.    The  rail  rates  from  Boston 
applicable  in  connection  with  the  boat  lines  operating  on  the  Cumber- 
land and  Ohio  rivers  were  the  same  at  the  time  as  the  all-rail  rates 
from  New  York,  and  therefore  the  carriers,  in  constructing  the  joint 
all-rail  rates,  made  the  same  rates  applicable  from  Boston  as  from 
New  York.    When  a  revision  of  the  rates  in  this  territory  was  made 
January  1,  1916,  under  our  fourth  section  order  No.  3866,  the  rates 
from  the  east  to  Nashville  were  made  subject  to  southern  classifica- 
tion and  continued  on  a  basis  lower  than  rates  to  numerous  inter- 
mediate points  under  the  protection  of  the  carriers'  fourth  section 
applications,  which  had  not  been  passed  on  in  so  far  as  Nashville 
was  concerned,  in  Fov/rth  Section  Violations  in  the  Southeast.    The 
present  rates  are  those  established  January  1,  1916,  with  the  two 
increases  added  authorized  by  general  order  No.  28  and  Increased 
Rates  J  19£0.    The  proposed  rates  to  Nashville  have  been  constructed 
on  the  basis  of  present  rates  to  Decatur.    The  present  all-rail  rates 
from  New  York  and  Boston  to  Decatur,  to  which  Nashville  is  inter- 
mediate, ard*: 

Classes 1  2  8  4  56ABCD 

BYom  New  York 210      180      158.  5  185. 5  110      90      73. 5  88. 5  78.  5  66. 6 

From  Boston 21^5  186.6  166.5  140      115.5  98.6  T6.5  92      7a6  70 
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The  present  rates  from  New  York  and  Boston  to  Birmingham 
are: 

Classes 1         2  8  4  56ABOD 

From  New  York 218. 5  186. 5  165. 5  142      115. 5  95. 5  76. 5  95. 5  75.  5  68. 5 

Prom   Boston 226.  5  198. 5  172      146. 5  120      98. 5  80      98. 5  7a  5  72 

Respondents'  witnesses  testified  that  as  water  competition  is  no 
longer  to  be  regarded  as  an  influence  warranting  a  depression  of 
rates  to  Nashville,  they  originally  decided  that  proper  and  normal 
rates  to  Nashville  would  be  the  present  rates  from  New  York  and 
Boston  to  Birmingham.  But  these  they  could  not  establish  because 
the  lower  rates  to  Decatur  would  have  resulted  in  fourth  section 
departures  which  this  revision  is  intended  to  completely  eliminate. 

From  Boston  the  proposed  rates  are  made  higher  by  a  differential 
of  8.6  cents  first  class  than  the  proposed  rates  from  New  York,  and 
substantially  the  same  as  rates  in  effect  from  Boston  to  Decatur  and 
from  New  York  to  Birmingham.  Eespondents  state  that  these  pro- 
posed rates  are  only  temporary  and  that  they  intend  ultimately 
to  establish  rates  to  Nashville  from  New  York  and  Boston  the  same 
as  the  present  rates  from  those  points  to  Birmingham. 

In  justification  of  the  proposed  differential  of  8.5  cents  Boston 
over  New  York  respondents  rely  on  the  fact  that  the  distance  from 
Boston  is  212  miles  greater  than  from  New  York.  They  emphasize 
the  fact  that  the  present  rates  from  Boston  to  Decatur,  Birmingham, 
Chattanooga,  Knoxville,  Tenn.,  Atlanta,  and  all  southeastern  points, 
are  made  on  a  differential  over  New  York  substantially  the  same  as 
that  proposed.  Eespondents  further  submit  that  they  are  not 
obliged  to  maintain  to  Nashville  the  trunk  line  policy  of  equalizing 
rates  from  New  York  and  Boston.  The  propriety  of  maintaining  a 
differential  from  Boston  over  New  York  in  constructing  rates  to 
southeastern  territory  is  now  being  considered  by  us  in  No.  9148, 
Boston  Chamber  of  Commerce  v.  Ocean  S.  S.  Co. 

The  present  rates  from  Philadelphia,  Pa.,  to  Nashville  reflect  a 
differential  of  10  cents  on  first  class  under  those  from  New  York. 
The  proposed  rates  from  Philadelphia  drop  the  differential  and  are 
the  same  as  those  proposed  from  New  York.  Respondents  contend 
that  this  proposal  is  consistent  with  the  present  basis  of  making 
rates  from  Philadelphia  to  points  in  the  Carolinas,  southeastern  ter- 
ritories, and  portions  of  Mississippi  Valley  territory  which  now  take 
the  same  rates  from  Philadelphia  as  from  New  York.  They  further 
rely  on  the  Atlanta  Case^  in  which  we  noted  the  absence^of  differen- 
tials from  Philadelphia  imder  New  York  in  Atlanta  rates,  but  ex- 
pressed no  opinion  as  to  the  propriety  of  the  adjustment 

The  present  rates  from  Baltimore,  Md.,  to  NashviUe  are : 

Classes l  2  8456         ABC         D 

Bates 163.6    126.5    100    73.6    02    66.6    66.5    62    55.5    65.5 
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The  present  differentials  under  New  York  reflect  the  trunk  line  dif- 
rerential  adjustment.  The  proposed  rates  from  Baltimore  to  Nash- 
ville are  constructed  on  substantially  the  same  basis  of  differentials 
binder  New  York  as  now  applies  to  points  in  southeastern  territory 
''rom  Baltimore.   The  proposed  rates  are : 

:;iasses 1234  6  6AB0D 

Hates 198. 5    170    150    126. 6    103. 6    85.5    70    83. 5    68. 6    62 

It  is  testified  that  these  rates  are  the  same  as  those  now  in  effect 
from  Baltimore  to  Decatur,  Chattanooga,  and  Harriman,  T^ui.,  and 
other  cities  less  distant  than  Nashville. 

Protestants'  chief  objection  to  the  proposed  rates  from  eastern 
cities  is  to  the  differential  of  Boston  over  New  York.  They  say 
that  the  long-existing  parity  in  rates  from  these  two  cities  to  Nash- 
ville should  be  continued.  They  admit  that  some  increases  would  be 
justified.  They  further  point  out  that  the  suspended  schedules  con- 
tain no  revision  of  rates  to  Paducah.  The  present  first-class  rate  to 
Paducah  from  New  York  is  $1.89.  They  urge  that  the  proposed 
increase  in  rates  to  Nashville  will  create  fourth  section  violations 
because  Nashville  is  intermediate  to  Paducah  by  the  route  of  the 
Nashville,  Chattanooga  &  St.  Louis. 

BATES  FROM  VIBGINIA  CITIES. 

Norfolk  and  Newport  News,  Va.,  are  representative  Virginia 
cities.  The  present  and  proposed  rates  to  Nashville  from  these  cities, 
which  take  the  same  rates,  are: 

Classes    1  2  8  4  56ABOD 

Present 144    117. 594  695852    52        5862        52 

Proposed   178    153        134. 5    112. 5    92. 5    75    61. 5    72    59. 5    53 

The  present  rates  are  those  published  January  1,  1916,  plus  the  two 
increases  authorized  by  general  order  No.  28  and  Increased  RaUa^ 
19£0.  The  proposed  rate^  are  temporary,  respondents  say,  as  their 
intention  is  ultimately  to  restore  a  closer  rate  relationship  between 
the  Virginia  cities  and  Baltimore.  The  proposed  rates  to  Nashville 
are  the  same  as  the  present  rates  from  Norfolk  to  Decatur.  The  dis- 
tances from  Norfolk  to  Nashville  and  Decatur  are  approximately  the 
same.  Trafiic  from  Virginia  cities  to  Nashville  and  Decatur  moves 
through  Knoxville.  From  Boioxville  to  Nashville  the  short-line  dis- 
tance is  217  miles  and  to  Decatur  238  miles. 

RATES  FROM   CAROLINA  TERRITORT. 

Bespondents  say  that  the  orders  entered  in  the  Murfreesharo  Case 
did  not  specifically  include  rates  from  the  Carolinas,  but  in  making 
the  revision  from  Virginia  cities  they  deemed  it  consistent  to  make 
a  similar  revision  from  the  Carolinas,  although  the  latter  is  not  com- 
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plete  as  rates  from  such  points  as  Charlotte,  N.  C,  and  Spartanburg, 
S.  C,  have  not  been  revised  but  will  be  as  promptly  as  possible.  The 
present  rates  from  Winston-Salwn,  Goldsboro,  Greensboro,  and 
Salisbury,  selected  as  representative  North  Carolina  cities,  are  the 
same  as  those  from  the  Virginia  cities  cited.  The  basis  of  revision 
from  the  North  Carolina  and  the  Virginia  cities  is  the  same.  In 
Corporation  Corrmmaion  of  N.  C.  v.  Director  General^  67  I.  C.  C, 
528,  we  found  that  rates  from  North  Carolina  to  destinations  in  the 
southeast,  including  Tennessee,  should  be  constructed  on  differentials 
under  the  Virginia  cities,  but  this  case  has  been  reopened  and  the 
order  indefinitely  postponed. 

RATES  PROPOSED  BY  NASHVILLE,  CHATTANOOGA  &  ST.  LOUIS  RAII«WAT« 

The  short-line  route  from  Chattanooga  to  Nashville  is  that  of  the 
Nashville,  Chattanooga  &  St.  Louis,  hereinafter  termed  the  N.,  C.  A 
St.  L.  The  distance  is  151  miles.  The  present  and  proposed  rates 
are: 

Classes 128         4         5  6ABCD 

Present 64.56550        39.584.527        25    28        2822 

Proposed  109.59484.569        68        42.528    37.583    27 

Respondents  compare  these  proposed  rates  with  the  several  scales 
prescribed  by  us  for  application  in  southwestern  territory  and  those 
prescribed  in  Meridian  Traffic  Bwreau  v.  S.  Ry.  Co,^  supra.  Here 
again  respondents  adduce  evidence  to  show  that  scales  governed  by 
the  western  and  southern  classifications  are  properly  comparable, 
and  that  operating  conditions  in  the  southwest  and  the  south  are 
substantially  similar. 

Protestants  compare  the  proposed  rates  with  many  relatively  lower 
rates  now  in  effect  in  the  same  general  territory.  Thus,  the  present 
first-class  rate  from  Chattanooga  to  Augusta  is  $1,065  for  308  miles, 
and  to  Atlanta  81.5  cents  for  137  miles.  Other  comparisons  made  by 
them  demonstrate  that  the  proposed  rates  are  higher  than  many  rat^ 
for  like  or  greater  distances  throughout  the  southeast.  The  present 
first-class  rate  from  Nashville  to  Chattanooga  is  86.5  cents.  This 
would  become  $1,095  under  the  suspended  tariffs. 

The  N.,  C.  &  St.  L.  has  proposed  in  the  suspended  tariffs  not  only 
increased  in  specific  rates  for  important  points  but  also  a  distance 
scale  as  substitute  for  the  many  and  varying  scales  now  applied  on 
different  portions  of  its  system.  Rates  on  the  lower  classes  are  said 
to  be  constructed  on  the  southern  standard  percentages.  The  pro- 
posed scale  appears  in  the  Appendix.  It  would  not  apply  on  the 
leased  line  from  Chattanooga  to  Atlanta  and  is  confined  almost 
entirely  to  the  States  of  Tennessee  and  Alabama. 
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Kespondents'  witness  testified  that  the  existing  N.,  C.  &  St.  L. 
system  represents  a  consolidation  of  23  separate  carriers.  The  pres- 
ent rate  structure  retains  in  large  measure  the  characteristics,  physi- 
cal and  otherwise,  of  the  original  carriers.  In  the  existing  scales 
distance  is  a  secondary  factor.  Their  measure  is  said  to  be  con- 
trolled in  the  main  by  operating  conditions  affecting  certain  locali- 
ties or  by  water  or  rail  competition  encountered  at  certain  points. 

Respondents  say  that  conditions  prevent  full  use  of  the  distance 
scale  between  certain  points  on  its  lines,  and  for  that  reason  it  rep- 
resents maximum  figures  only.  This  is  illustrated  by  the  following 
table,  which  shows  the  specific  rates  proposed  from  Memphis  to 
Nashville,  237.9  miles,  the  single-line  mileage  over  the  N.,  C.  &  St. 
L.  Ry.,  and  the  scale  for  that  distance: 


1        2        8        4        5        6AB0l> 

Proposed  spedfle  rates 117. 5  102    84. 5  67. 5  56. 5  40. 5  30  39. 5  33  21 

Proposed   distance  scale 135      116  103      86      70      59      47  54      41  34 

In  these  specific  rates  the  present  Memphis  to  Huntsville  rates  are 
observed  as  maxima. 

Be^>ondent8  compare  the  proposed  scale  with  many  scales  now  ap* 
plicahle  on  southern  lines.    They  show  it  to  be  less  on  all  classes  and 
for  all  distances  than  the  present  scale  of  the  Mobile  &  Ohio  appli- 
cable south  of  Cairo.    They  reinforce  this  showing  by  operating  sta- 
tistics to  the  effect  that,  although  the  train  service  of  the  N.,  C.  & 
St.  L.  is  80.6  per  cent  of  that  of  the  Mobile  &  Ohio,  its  traffic  density 
is  materially  lower.    The  proposed  scale  is  also  compared  with  the 
scales  for  distances  up  to  200  miles  prescribed  in  Meridian  Troiffio 
BtireoH  V.  S.  By.  Co.y  supra,  and  with  a  nimiber  of  interstate  dis- 
tance scales  of  various  southeastern  lines.    It  is  substantially  lower 
for  the  first  100  miles  than  that  of  the  Illinois  Central  applicable  in 
its  Louisville,  Paducah,  and  Fulton  districts,  and  higher  for  dis-. 
tances  over  100  miles.    Respondents  deduce  from  these  comparisons 
that  for  the  most  part  their  proposed  scale  is  lower  than  those  in 
effect  on  strong  southern  lines  imder  transportation  conditions  rela- 
tively more  favorable  than  those  on  the  N.,  C.  &  St.  L.    They  in- 
stance the  difficult  transportation  conditions  encountered  between 
Chattanooga  and  Nashville  and  recognized  in  Nebraska  Bridge 
Supply  <&  Lumber  Co.  v.  N.,  C.  cfe  St.  L.  Ry.  35  I.  C.  C,  86,  88. 
We  there  said : 

About  890  miles  of  defendant's  road,  iDore  than  three-fourths  of  defendant's 
total  mileage,  Ue  within  the  state  of  Tennessee.  The  main  line  crosses  two 
ranges  of  mountains  and  the  country  traversed  is  generally  rou|^  and  broken 
with  heavy  grades,  sharp  curves,  and  tnunela 
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The  proposed  scale  is  generally  lower  for  distances  between  300 
and  450  miles  than  the  maximum  scale  prescribed  by  us  for  applica- 
tion between  intermediate  points  in  Fov/rth  Section  Violations  ith  the 
Southeast^  32  I.  C.  C,  61,  plus  the  general  increases.  For  distances 
over  450  miles  it  is  higher. 

The  principal  objection  to  this  scale  was  made  by  the  Tennessee 
Eailroad  and  Public  Utilities  Commission,  hereinafter  referred  to  as 
the  Tennessee  commission.     Its   representative   pointed   out    that 
Tennessee  was  peculiarly  interested  in  the  scale,  as  it  would  Iiave 
application  chiefly  in  that  state.    He  admitted  that  the  rates  of  the 
N.,  C.  &  St.  L.  north  and  west  of  Chattanooga  and  south  and  east  of 
Nashville  are  chaotic,  but  said  that  west  of  Nashville  the  rate  fabric 
is  more  consistent.    The  advantage  of  having  one  distance  scale 
applicable  between  all  stations  on  the  N.,  C.  &  St^  L.  was  conceded, 
but  the  Tennessee  commission  contends  that  the  scale  proposed 
would  increase  the  carriers'  revenues  instead  of  merely  conserving 
them,  as  it  should.    It  shows  that  the  N.,  C.  &  St.  L.  now  maintains 
lower  rates  in  Georgia  than  in  Tennessee,  and  contends  that  the  pro- 
posed increase  in  Tennessee,  but  not  in  Georgia,  will  result  in  unjust 
discrimination  against  Tennessee,  as  a  burden  will  be  placed  on  traffic 
within  that  state  which  should  be  evenly  distributed  over  the  entire 
system  and  in  all  states  in  which  the  road  operates.    To  this  re- 
spondents reply  that  if  the  proposed  scale  is  approved  they  will  peti- 
tion the  Eailroad  Commission  of  Georgia  for  permission  to  establish 
these  rates  in  Georgia. 

The  Tennessee  commission  recommended  a  scale  for  distances  up 
to  650  miles,  constructed  by  fixing  a  rate  of  86  cents  for  the  first  IG- 
mile  block,  which  it  claims  will  cover  all  terminal  costs,  and  then 
grading  this  amount  up  3  cents  for  each  additional  10  miles.  The 
first-class  rates  only  are  suggested.  Under  that  scale  the  first-dasB 
rate  for  150  miles  would  be  78  cents. 

RATBS  TO  LOOAIi  AND  JUKOTIOK  POINTS. 

Material  increases  in  rates  are  proposed  in  the  suspended  sched- 
ules to  local  and  junction  points  on  the  lines  of  all  respondents,  in- 
cluding rates  from  NashvUle  to  most  of  the  six  complainants  in  the 
Murfreesboro  Case.  Respondents  support  these  proposals  by  the 
evidence  considered  in  our  earlier  discussion  of  specific  rates. 

FERGENTAGB  RBLATIONSHIP  OF  CLASSES. 

We  have  referred  to  the  southern  standard  scale  as  formulated  by 
officials  of  the  United  States  Railroad  Administration  durinir  the 
period  of  federal  control.    It  is  said  to  be  the  average  of  some 
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17,000  doss  scales/  applicable  on  interstate  and  intrastate  traffic 
throughout  southern  territory.    In  fixing  the  proposed  rates  below 
first  class  respondents  followed  for  the  most  part  the  percentage 
relationship  of  classes  in  the  southern  standard  scale.    After  adopt- 
ing these  figures  and  compiling  the  suspended  tariffs  they  commenced 
a  check  of  class  rates  throughout  the  southeast  to  ascertain  whether 
the  calculations  of  the  Railroad  Administration  were  correct,  and  to 
prove  that  the  southern  standard  percentages  were  in  fact  an  aver- 
age of  dass  percentages  in  the  southeast.    In  doing  this  they  aver- 
aged the  percentage  relationship  of  class  rates  from  numerous  south- 
eastern cities  to  some  8,800  points.    The  average  percentage  rela- 
tionship of  the  class  rates  so  selected  fairly  approximates  that  of 
the  southern  standard  scale.    Such  a  test  establishes  nothing  more 
than  that  the  rates  selected  reflect  the  percentages  of  the  southern 
standard,  and  is  not  sufficiently  comprehensive  to  disclose  whether 
its  result  is  an  average  of  the  percentages  of  southern  territory. 
There  is  no  showing  in  the  record  of  the  transportation  conditions 
affecting  the  traffic  moving  imder  the  class  rates  considered  by  the 
Bailroad  Administration  in  its  compilations.    Nor  does  it  appear 
that  an  average  of  all  the  percentage  relationships  that  exist  would 
be  a  reasonable  and  pro])er  relationship.    Such  an  average  neces- 
sarily reflects  to  some  extent  every  defect  in  the  scales  averaged. 

It  is  pointed  out  that  the  southern  standard  percentages  are  ap- 
proximately the  same  as  those  of  the  maximum  scale  prescribed  in 
Fourth  Section  Violatiom  in  the  Southeast^  82  I.  C.  C,  61. 

Protestants  contend  that  the  percentages  adopted  by  respondents 
are  too  high  in  the  lettered  classes,  which  are  very  important  to  the 
southeast,  because  much  of  the  foodstuffs  for  bc^h  man  and  beast 
are  moved  thereon.  Th^  also  contrast  the  southern  standard  per- 
centages with  the  percentages  reflected  by  the  pres^it  Atlanta  to 
Louisville  rates,  and  with  the  percentages  adopted  in  the  recent  Mis- 
fflssippi  Valley  readjustment  made  necessary  by  our  decision  in  the 
MempkiS'SotUh/westem  InveitigoHan. 

In  the  numbered  classes  southern  standard  percentages  are  in  sub- 
stantial conformity  with  those  of  the  present  Atlanta  to  LouisviUe 
rates,  but  in  the  lettered  classes  the  standard  percentages  are  higher. 
The  present  Cincinnati  to  Atlanta  rates  have  been  relied  upon  by 
respondents  as  the  pivotal  rates  of  the  entire  southeastern  readjust- 
ment, and  a  comparison  of  their  percentages  with  the  southern  stand- 
ard and  with  the  percentage  relationships  of  the  new  Mississippi 
Valley  rates  is  more  helpful.    Such  a  comparison  follows : 

t  By  **  dmM  icale  "  1b  meant  rates  on  all  classes  from  a  specific  point  to  one  destina- 
tion, or  for  a  certain  distance. 
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Classes 1       28466ABOD 

OlDCiimatl  to  Atlanta 10086    76    6452482935     27«l 

Southern  standalxi 100    86    76    6462443540     3025 

Mississippi  Valley  readjustment 100    85    70    6048403542     3025 

In  80  far  as  appears  from  this  record  the  rates  proposed  by  re- 
spondents have  not  been  ooostnicted  in  a  logical  manner.  Their 
application  would,  indeed,  remove  the  undue  prejudice  to  the  six 
complainants  in  the  Murfreesboro  Oaae^  but  it  would  bring  about  on 
even  greater  maladjustment  in  southern  territory  than  now  exists, 
and  lead  to  widespread  dissatisfaction  and  complaint.  This  is  true 
not  only  because  of  the  material  increases  proposed,  but  also  because 
of  the  greater  discriminations  and  new  fourth  section  departures 
whidi  would  result  When  such  instances  have  been  cited  respond- 
ents have  met  them  by  forecasting  additional  changes  carrying  other 
increases  in  their  train. 

Kespondents'  witnesses  testified  that  in  making  this  revision  they 
had  to  see  to  it  that  the  changes  would  not  diminish  revenue,  but 
that  they  did  not  seek  to  augment  it  They  assert  that  in  all  in- 
stances the  rates  proposed  are  not  higher  than  is  reasonable,  and  that 
at  intermediate  points  the  decreases  are  material.  Thus,  imtes  now 
in  effect  from  southern  Georgia  points  are  to  be  considerably  re- 
duced so  as  not  to  exceed  th«  Tates  proposed  from  south  Atlantic 
ports  to  which  they  are  intermediate.  These  existing  rates  are  said 
by  respondents  to  be  not  unreasonably  high,  and  many  of  their  rate 
comparisons  are  based  upon  them.  But  it  is  significai^  that  they  are 
relatively  much  higher  than  any  rates  proposed. 

The  plan  of  revision  followed  by  respondents  is  in  great  part 
the  cause  of  the  inconsistencies  and  imperfections  presented  by  these 
suspended  schedules.  In  a  territory  where  some  substantial  uni- 
formity should  prevail  they  seek  to  establish  rates  upon  different 
bases  and  according  to  different  standards  of  measurement.  The 
proposed  rates  from  the  Ohio  River  have  been  oonstnicted  upon  a 
^^ temporary"  basis  stated  by  respondents  to  be  materially  bdow 
what  they  intend  ultimately  to  establish.  The  proposed  rates  from 
the  southeast  are  raised  to  a  level  which  attains  the  maximum  height 
sought.  The  obvious  result  is  maladjustment,  even  from  respond- 
ents' own  point  of  view. 

The  several  fundamental  principles  adopted  in  working  out  this 
revision  are  commendable.  The  plan  of  equalizing  rates  in  both 
directions  is  defensible*  We  have  repeatedly  said  that  where  tiie 
transportation  conditions  affecting  the  movements  in  opposite  direc- 
tions between  the  same  points  are  substantially  similar  there  should  be 
no  material  disparity  in  the  rates.  West  Virgima  Bail  Co.  v.  B.  cfe  0, 
K.  B,  Co,^  50 1.  C.  C,  818.  Thus,  respondent  state  that  they  seleded 
the  present  Cincinnati  to  Atlanta  and  Birmingham  rates  and  in- 
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tend  to  establish  northbound  the  same  rates  as  now  apply  southbound. 
But  instead  of  this  they  increase  the  northbound  rates  far  in  excess 
of  the  present  southbound  rates,  and  thus  depart  from  their  de- 
clared plan.  Their  only  explanation  is  that  southbound  rates  will 
be  brought  up  ultimately  to  the  northbound  level.  This,  obviously, 
is  a  method  of  increasing  present  rates.  It  is  stated  that  the  in- 
creases presented  in  the  proposed  rates  from  Atlanta  and  Birming- 
ham to  Cincinnati  over  the  present  rates  southbound  are  due  to  the 
use  of  the  southern  standard  percentages.  The  plan  to  establish  uni- 
formity in  percentage  relationships  is  also  not  subject  to  criticism,  if 
a  proper  relationship  is  adopted. 

Bespondentfi  say  that  many  of  their  proposals  are  temporary,  pend- 
ing the  complete  readjustment  which  the  carriers  inl«nd  to  make  of 
all  rates  in  southern  territory,  thus  bringing  into  harmony  the  rates 
here  under  consideration,  Mississippi  Valley  rates,  and  others.  Our 
present  findings  and  order  in  these  proceedings  will  be  subject  to  such 
modification  as  may  become  desirable  in  aid  of  the  contemplated  gen- 
eral readjustment 

FINDINQS. 

We  find  that  respondents  have  not  justified  the  proposed  rates,  ex- 
eept  in  certain  particulars  hereinafter  specified.  We  further  find 
that  in  order  to  remove  the  undue  prejudice  to  the  six  complainants 
and  the  undue  preference  of  Kashville  aa  required  in  the  Murfreet' 
horo  Case,  and  to  establish  just  and  reasonable  rates  from  and  to 
other  points  covered  by  the  suspended  schedules,  respondents  should 
establish  rates  applicable  to  interstate  traffic  constructed  in  accord- 
ance with  the  bases  shown  below  which  we  find  will  be  just  and  rea- 
sonable maximum  rates,  viz : 
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Bates  from  and  to,  or  between,  other  points  in  this  same  genmi 
territory  to  be  constructed  in  relation  to  the  foregoing,  using  distance 
as  a  guide: 

Rates  between  St.  Louis  and  Nashville,  85  cents  on  first  cl&ss 
higher  than  rates  between  Nashville  and  lower  north-bank  Ohio 
River  crossings; 

Rates  from  Macon,  Ga.,  to  Nashville,  the  Ohio  River  crossings, 
Memphis,  and  St.  Louis,  15  cents  on  first  class  higher  than  the  rates 
from  Atlanta  to  those  points,  respectively; 

Rates  from  Augusta,  Ga.,  to  Nashville,  the  Ohio  River  crossiiigs, 
Memphis,  and  St.  Louis,  28  cents  on  first  class  higher  than  the  rates 
from  Atlanta  to  those  points,  respectively ; 

Rates  from  Columbus,  Ga.,  to  Nashville,  Ohio  River  crossings, 
Memphis,  and  St.  Louis,  20  cents  on  first  class  higher  than  the  rates 
from  Atlanta  to  those  points,  respectively ; 

Rates  from  Tuscaloosa,  Ala.,  to  Nashville,  the  Ohio  River  cross- 
ings, Memphis,  and  St.  Louis,  12  cents  on  first  class  higher  than  rates 
from  Birmingham  to  those  points,  respectively ; 

Rates  from  Montgomery  and  Selma,  Ala.,  to  Nashville,  the  Ohio 
River  crossings,  Memphis,  and  St.  Louis,  15  cents  on  first  class 
higher  than  the  rates  from  Birmingham  to  those  points,  respectively ; 

Rates  from  Savannah  and  Brunswick,  Ga.,  Charleston,  S.  C,  and 
Jacksonville,  Fla.,  to  Nashville,  the  Ohio  River  crossings,  Memphis, 
and  St  Louis,  20  cents  on  first  class  higher  than  rates  from  Augusta 
to  those  points,  respectively ;  and 

Rates  on  first  class  from  eastern  and  Virginia  cities  to  Nashville 
not  in  excess  of  those  proposed  by  respondents  and  under  suspen- 
sion herein,  which  we  find  to  have  been  justified. 

Rates  to  the  points  represented  by  complainants  in  the  Murfrees- 
horo  Case  to  which  traffic  moves  through  Nashville  should  not 
exceed  the  rates  herein  prescribed  to  Nashville  by  more  than  75  per 
cent  of  the  present  local  rates  from  Nashville  to  those  points. 

The  lower  classes  of  all  revised  rates  should  be  constructed  in  con- 
formity with  the  following  percentages  of  first  class : 

Classes 1       23456ABOD 

Percentages 100    86    76    64    62    43    29    85    27    24 

In  computing  and  applying  the  rates  prescribed  herein  fractions  of 
less  than  0.25  cent  will  be  omitted.  Fractions  of  0.25  cent  or  greater 
but  less  than  0.75  cent  will  be  stated  as  0.5  cent.  Fractions  of  0.76 
cent  or  greater  will  be  increased  to  the  next  whole  cent. 

In  constructing  rates  in  conformity  with  the  foregoing  the  rate 
bases  prescribed  above  must  be  observed  as  maxima  from,  to,  and 
between  intermediate  points  in  accordance  with  the  provisions  of  the 
fourth  section  of  the  act.    Rates  to  or  from  such  intermediate  points 

eii.c.a 
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should  be  graded  with  relation  to  the  rates  here  prescribed,  giving 
due  consideration  to  distance. 

Pending  our  decision  in  Corporation  Comimsaion  of  N.  C.  v.  Di- 
Tector  Oenendy  supra^  reopened  for  further  consideration,  no 
changes  in  present  rates  from  Carolina  territory  should  be  made. 

These  findings  are  without  prejudice  to  any  different  conclusions 
i0v^hich  may  be  reached  in  other  proceedings  now  pending  involving 
the  rates  to,  from,  or  within  the  territory  considered  herein. 

An  appropriate  order  will  be  entered  requiring  the  cancellation  of 
the  suspended  schedules,  and  the  filing  of  new  schedules  establishing 
rates  on  the  bases  herein  prescribed. 

CSoMMissiONER  EsoH  did  not  participate  in  the  disposition  of  this 

case. 
eiLca 
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APPENDIX. 
Proposed  scale  of  NashviUe,  Chattanooga  d  8t,  Louis  RaUwa^, 


[Rates  are  stated  in  oents  per  100  pounds.! 
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No.  10649. 
AYRES,  BRIDGES  &  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  ERIE  RAILROAD 

COMPANY,  ET  AL. 


Submitted  February  1,  1921.    Decided  AprU  5,  1921, 


Refand  of  overcharge  heretofore  found  on  shipment  of  camels'  manes  from 
Vancouver,  British  Ck)lumbia,  to  New  York,  N.  Y.,  ordered  paid  to  inter- 
veners.   Orlginat  report  in  58  I.  C.  C,  748. 

AUan  R.  Brown  and  O.  F.  Snyder  for  complainants. 
Rufu8  W,  SpraguSy  jr,^  for  intervener. 
John  F.  Finerty  for  defendants. 

Report  of  the  Commission  on  Further  Hearing. 

By  the  Commission  : 

In  our  original  report  in  this  proceeding,  68  I.  C.  C,  748,  we 

found  that  the  import  rate  on  wool  in  the  grease  was  applicable  to 

import  shipment  of  camels'  manes  from  Vancouver,  British  Columbia, 

to  New  York,  N.  Y.,  that  that  rate  was  not  unreasonable,  and  that  the 

freight  charges  collected  included  an  overcharge  of  $3,951.23.    At 

page  750  of  the  report  we  stated : 

Complainants  purchased  the  shipment  delivered  at  New  York,  and  the  raU 
tranq)ortatlon  charges  paid  by  them  were  deducted  in  their  settlement  with 
the  vendor.  Ck)mplalnaDts  Introduced  a  writing  purporting  to  be  a  transfer 
to  them  of  the  vendor's  rights  In  the  claim  for  reparation,  signed  by  a  bank 
In  this  country  for  and  In  the  name  of  the  v^dor.  The  authority  of  the  bank 
in  the  premises  Is  not  established.  No  order  for  reparation  will  be  entered, 
but  defendants  idiould  promptly  refund  the  overcharge,  with  interest  to  the 
party  or  parties  lawfuUy  entitled  thereto. 

The  complaint  was  dismissed. 

Defendants  alleged  that  they  were  unable  to  determine  the  party 
lawfully  entitled  to  the  refund,  and  refused  to  make  refund  until  we 
issued  an  order  designating  the  party  lawfully  entitled  thereto. 
Upon  petition  filed  by  complainants  December  7, 1920,  further  hear- 
ing on  that  question  was  ordered  and  has  been  had.  Elias  Trilling 
and  Sam  Trilling,  copartners  trading  as  Elias  Trilling  &  Son,  at 

Moscow,  Eussia,  the  vendors,  intervened. 
6lLC.a 
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Complainants  concede  that  they  did  not  bear  the  freight  chargCB, 
that  they  are  not  entitled  to  reparation,  and  that  refund  of  the  ow- 
charges  should  be  made  to  interveners  herein  who  have  reimbmadd 
complainants  for  the  freight  charges. 

We  find  that  interveners  are  lawfully  entitled  to  refund  of  the 
overcharge.  An  order  awarding  reparation  in  the  sum  of  $3^5L23, 
with  interest,  will  be  entered. 

Commissioner  Esch  did  not  participate  in  the  diq>ositioii  of  thk 
case. 

611.  G.a 
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No.  11382. 
AMERICAN  MANUFAC5TURING  COMPANY 

MISSOUBI  PACIFIC  RAILROAD  COMPANY.  > 


<  '"  t 


a^Omitied  January  S,  J921.    Decided  March  t6, 19il. 


Tsrilf  mli»  of  defendant  r^miltios  In  the  application  of  domestic  rate  on  rfsal, 
in  cjEurloads;  imported  frotai  Mexico « found  nnreasonable.  Beparatl^n 
awarcled, 

J.  A.  Hofman^  T.  F.  Magner^  Francis  B,  JameSy  E.  E.  Wittkrniaon^ 
and  E^inff  H.  Scott  for  complainant. 
No  appearance  for  defendant. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Bt  Division  8 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 
Complainant  is  a  corporation  manufacturing  cordage  at  St.  Louis, 
Mo.  By  complaint  seasonably  filed  it  alleges  that  the  application  of 
a  domestic  rate  of  21  cents  per  100  pounds  by  reason  of  a  tariff  rule 
restricting  the  application  of  the  contemporaneous  import  rate  of  17 
cents  to  traffic  stored  at  the  port  in  the  possession  of  inland  carriers 
or  from  appraisers'  stores  resulted  in  unreasonable  charges  on  41 
carloads  of  imported  sisal  shipped  from  a  privately  owned  public 
warehouse  at  New  Orleans,  La.,  to  St.  Louis.  We  are  asked  to  award 
reparation  only.    Rates  will  be  stated  in  cents  per  100  pounds. 

In  April  and  May,  1916,  complainant  received  at  New  Orleans  by 
vessel  a  consignment  of  sisal  which  originated  in  Mexico.  The  sisal 
was  stored  in  a  privately  owned  public  warehouse  adjacent  to  rail- 
road tracks.  In  November,  1916,  it  was  shipped  to  St.  Louis  over  the 
lines  of  defendant's  predecessor  Missouri  Pacific  Railway.  Charges 
were  originally  collected  at  the  import  rate  of  17  cents.  The  tariff 
naming  the  import  rates  in  so  far  as  the  Missouri  Pacific  was  cout 
cemed  provided  that  the  rate  would  apply  on  imported  shipments 
stored  at  the  port  in  the  possession  of  inland  carriers  or  from  ap- 
praisers' stores.  As  the  shipments  had  been  stored  in  a  privately 
owned  warehouse,  additional  charges  were  subsequently  collected  by 
defendant  at  the  contemporaneous  domestic  rate  of  21  cents.    On 
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April  1,  1918,  the  import  rate  was  made  applicable  on   s^pme&te 
stored  in  privately  owned  warehouses  on  railroad  tracks. 

When  the  consignment  arrived  in  New  Orleans  storage  ^wsa  vdi 
available  in  the  railroad  warehouses  and  not  permissible  in  the  ap- 
praisers' stores,  so  that  complainant  was  compelled  to  store  the  sis^ 
in  a  privately  owned  warehouse. 

We  find  that  application  of  the  tariff  provision  to  these  sliipmei^ 
resulted  in  charges  thereon  which  were  imreasonable  to  the  extcDt 
that  they  exceeded  those  whidi  would  have  accrued  at  the  contem- 
poraneous import  rate  of  17  cents  per  100  pounds;  that  complainant 
made  the  shipments  as  described  and  paid  and  bore  the  charges 
thereon;  that  it  has  been  damaged  in  the  amount  of  the  difference 
between  the  charges  paid  and  those  that  would  have  accrued  on  ibe 
basis  herein  found  reasonable;  and  that  it  is  entitled  to  r^>aratioB, 
with  interest.  Complainant  should  comply  with  rule  V  of  the  Rules 
of  JPractiee. 


wmum  00.  r*  A.  t).  L.  m.  B.  oo.  848 


No.  11432. 
GEOEGK  A.  FULLEK  COMPANY 

V. 

ATIANTIC  COAST  LINE  RAILROAD  COMPANY, 
DIRECTOR  GENERAL,  AS  AGENT,  BT  AL. 


SubmUted  December  23,  1920.    Decided  March  36,  1921. 


Bate  OB  boat  rudders,  in  car  lots,  from  Wheeling,  W.  Va,,  to  Wilmington,  N.  O., 

found  unreasonable.    Reparation  awarded. 

PI,  8.  Haskett  for  complainant. 

John  F.  Finerty^  J.  C.  Brooke^  Henry  ThurteU^  and  Frank  W. 
Owathtney  for  defendants. 

RSPORT  OF  TH9  CoMMISfilON* 

Division  3,  Cohmissionbrs  Haix,  Attchison,  and  Eastman. 

Bt  Division  8 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by 
the  examiner. 

Complainant,  a  corporation  engaged  in  building  steel  ships  at 
Wilmington,  N.  C,  is  successor  in  interest  to  the  Carolina  Ship- 
building Corporation.  By  complaint  seasonably  filed  it  alleges  that 
the  third-class  rate  assessed  on  four  car  lots  of  boat  rudders  shipped 
between  January  4  and  November  21,  1919,  inclusive,  from  Wheel- 
ing, W.  Va.,  to  Wilmington  was  unjust  and  unreasonable.  Repara- 
tion only  is  asked.  Rates  will  be  stated  in  cents  per  100  pounds,  and 
are  those  in  effect  prior  to  the  increases  authorized  in  Increased 
Rates,  1920, 68  I.  C.  C,  220. 

The  average  wei^t  of  the  four  shipments* was  70,594  pounds. 
Each  consisted  of  two  rudders  with  steering  frames,  was  valued  at 
approximately  $10,240,  and  was  loaded  by  the  shipper  and  unloaded 
by  the  consignee.  They  moved  over  the  Baltimore  ft  Ohio,  or  the 
Pittsburgh,  Cincinnati,  Chicago  ft  St.  Louis  and  the  Pennsylvania, 
to  Potomac  Transfer,  Va.;  and  thence  Southern  to  Quantico,  Va.; 
Richmond,  Fredericksburg  ft  Potomac  to  Richmond,  Va. ;  and  Sea- 
board Air  Line  or  Atlantic  Coast  Line  to  destination. 

The  third-class  rate  of  81.5  cents  applicable  on  **Boat  parts: 
Rudders  in  boxes,  bundles  or  crates,"  was  charged.  Prior  to  these 
shipments  there  had  been  no  movement  of  cast-steel  rudders  in  car 
lots  between  these  points  or  between  points  in  southern  classification 
territory,  inasmuch  as  prior  to  the  European  war  there  had  been  no 
shipyard  in  that  territory  building  vessels  requiring  this  class  of 
81l.C.a 
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rudder.  Immediately  after  the  first  shipment  a  reduction  in  the 
rating  was  requested  and  on  December  30, 1919,  the  following  ratings 
were  established : 

Boat  parts :  Rudders :  Claas. 

In  boxes,  bundles  or  crates,  I*  O.  L 3 

Loose,  or  In  packages,  C.  h,  mtn.  wt.  80,000  lbs 5 

This  carload  rating  was  suggested  in  Appendix  No.  6,  Consolidated 
Classification  Case^  54 1.  C.  C,  1, 150.  The  fifth-class  rate  to  the  basas 
of  which  reparation  is  asked  was  50  cents. 

The  distances  over  the  routes  of  movement  ranged  from  713  \o  884 
miles.  The  earnings  at  the  rate  charged  were  from  19.5  to  22^  milk 
per  ton-mile,  and,  based  upon  the  av^-age  wei^t,  69  to  80.7  cents 
per  car-mile ;  the  rate  sought  would  have  yielded  12  to  14  mills  and 
42.3  to  49.5  cents,  respectively.  Complainant  cited  ton-mile  earnings 
of  from  10.1  to  14.6  mills  on  similar  shipments  of  rudders  from 
Chicago,  111.,  Columbus,  Ohio,  Erie  and  Pittsburgh,  Pa.,  to  Balti- 
more, Md.,  Hog  Island,  Pa.,  and  New  York,  N.  Y.,  328  to  817  miles; 
of  15.8  mills  on  shipments  from  Chester,  Pa.,  to  Newport  News,  Va^ 
240  miles ;  and  of  9.9  and  10.7  mills  from  Wheeling  to  Newark,  N.  J., 
545  and  506  miles,  according  to  the  route  of  movem^it. 

The  Carolina  Shipbuilding  Corporation,  as  superintendent  for  the 
United  States  Shipping  Board,  Emergency  Fleet  Corporation,  ccm- 
tracted  to  operate  under  the  so-called  cost-plus  plan3  under  which  it 
would  have  been  reimbursed  by  the  government  for  the  cost  of  build- 
ing ships,  and  in  addition  thereto  would  have  received  a  certain  per- 
centage of  the  cost  as  profit.  Before  any  ships  had  been  delivered, 
however,  a  new  contract  was  executed.  On  January  1,  1920,  com- 
plainant took  over  the  business,  and  all  rights  and  liabilities  arising 
from  the  previous  operation  of  the  shipyard  were  transferred  to  it 
by  the  Carolina  Shipbuilding  Corporation  and  by  the  Emergency 
Fleet  Corporation. '  Under  the  new  contract  complainant  sold  the 
ships  outright  to  the  government. 

We  find  that  the  rate  charged  was  unreasonable  to  the  extent  that 
it  exceeded  50  cents;  that  the  shipments  were  made  as  described; 
that  the  Carolina  Shipbuilding  Corporation  paid  and  bore  the 
charges  thereon;  that  it  was  damaged  in  the  amount. of  the  differ- 
ence between  the  charges  paid  and  those  which  would  have  accrued 
at  the  rate  herein  found  reasonable;  and  that  complainant,  as 
successor  in  interest  to  the  Carolina  Shipbuilding  Corporaticm,  is 
entitled  to  reparation,  with  interest.  Complainant  should  comply 
with  rule  V  of  the  Bules  of  Practice. 

eiLCa 
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No.  11492. 
DAVIS   MANUFACTURING  COMPANY,  INCORPORATED, 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  MORGAN'S  LOUISIANA 
&  TEXAS  RAILROAD  &  STEAMSHIP  COMPANY,  ET  AL. 


Submitted  November  1,  1920,    Decided  March  S,  1921, 


Rate  on  sulphur,  In  carloads,  from  Sulphur  Mines,  La.,  to  Knozyllle,  Tenn.,  via 
Memphis,  Tenn.,  found  not  unjustly  discriminatory  or  unduly  prejudicial, 
but  via  New  Orleans,  La.,  found  unduly  prejudicial.  Undue  prejudice 
ordered  removed. 

Daniel  J.  Kelly  for  complainant. 

J.  R.  Bell  for  Kansas  City  Southern  Railway  Company,  Brim- 
stone Railroad  &  Canal  Company,  Missouri  Pacific  Railroad  Com- 
pany, and  Director  General,  as  Agent;  C.  B.  Northrop  for  Director 
General,  as  Agent,  Southern  Railway  Company,  New  Orleans  & 
Northeastern  Railroad  Company,  Alabama  Gh-eat  Southern  Railroad 
Company,  and  Louisville  &  Nashville  Railroad  Company;  and  Jo- 
seph  Lallande  for  Morgan's  Louisiana  &  Texas  Railroad  &  Steamship 
Company  and  Louisiana  Western  Railroad  Company. 

Report  op  the  Commission. 

Division  8,  Commissionebs  Hall,  Eastman,  and  Fobd. 

By  DivifliON  3 : 
No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 
Complainant,  a  corporation  manufacturing  druggists'  sundries  at 
Knoxville,  Tenn.,  by  complaint, seasonably  filed,  as  amended,  attacks 
the  rate  on  sulphur  in  carloads  from  Sulphur  Mines,  La.,  to  Knox- 
ville as  unjustly  discriminatory  and  unduly  prejudicial.  We  are 
asked  to  award  reparation  on  three  carloads  which  moved  during 
July  and  August,  1919,  and  March,  1920,  and  to  establish  a  rate  of 
31.5  cents  for  the  future.  Rates  are  stated  in  cents  per  100  pounds, 
and  do  not  include  the  increases  authorized  in  Increased  Rates,  1920, 
58  I.  C.  C.  220. 

The  sulphur  under  consideration  is  ground  in  transit.  Its  value 
ground  is  $25  a  ton  and  complainant  handles  about  100  tons  a  year. 
It  is  received  in  100-pound  bags  and,  except  for  a  small  quantity 
used  in  other  preparations,  is  repacked  by  complainant  in  small 
packages  of  6  ounces  or  more  and  distributed  among  wholesale 
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grocers.  It  is  used  for  medical,  antiseptic,  spraying,  and  otiier 
purposes,  and  is  sold  in  competition  with  the  product  of  manufac^ 
turers  at  Nashville  and  Chattanooga,  Tenn.,  Louisville  and  Lexing- 
ton, Ky.,  and  Cincinnati,  Ohio. 

The  shipments  moved  over  the  lines  of  the  Brimstone  Eailroad  & 
Canal  Company  to  Mossville,  La.,  Kansas  City  Southern  to  Lake 
Charles,  La.,  where  it  was  ground  in  transit,  and  thence  to  Tex- 
arkana,  Tex.,  Missouri  Pacific  to  Memphis,  Tenn.,  Nashville,  Chat- 
tanooga &  St.  Louis  to  Chattanooga,  and  South^n  to  destinatioQ. 
Charges  thereon  were  collected  at  the  applicable  commodity  rate  of 
40.5  cents.  No  evidence  was  submitted  by  complainant  with  refer- 
ence to  the  rate  via  the  route  of  movement,  its  allegation  of  undue 
preference  being  based  on  the  rates  applicable  via  New  Orleans, 
over  which  route  the  40.5'cent  rate  also  applied  to  Knoxville  from 
Sulphur  Mines.  This  rate  is  compared  with  commodity  rates  of  31.5 
and  30.5  cents  to  Nashville  and  Chattanooga,  respectively,  via  New 
Orleans  for  shorter  hauls  in  which  the  Kansas  City  Soutbem  does 
not  participate. 

The  40.5-cent  rate  via  the  Kansas  City  Southern  to  EInoxviUe 
is  lower,  distance  considered,  than  the  Tides  via  that  line  to  otiier 
points  on  and  east  of  the  Mississippi  River  and  south  of  the  Kentucky- 
Virginia  state  line  to  which  specific  commodity  rates  are  published* 

The  rates  to  Chattanooga  and  Nashville  are  7  and  4  cents,  respec- 
tively, lower  over  the  short  lines  than  the  rates  published  by  the 
Kansas  City  Southern,  which  carrier  states  that  it  has  never  at- 
tempted to  meet  those  rates  because  it  deemed  them  too  low  and  that 
the  business  would  not  be  attractive  on  that  basis.  If  the  Kansas 
City  Southern  should  establish  the  31.5-cent  rate  to  Knoxville,  asked 
for  by  complainant,  its  rates  to  Nashville  and  Chattanooga,  if  not 
reduced,  would  contravene  the  long-and-short-haul  provisicm  of  the 
fourth  section.  The  New  Orleans  combination  to  Chattanooga  is 
34.5  cents,  and  if  this  were  established  by  the  Kansas  City  Southern 
as  its  rate  to  Chattanooga,  the  35.5-cent  rate  to  Nashville  would 
likewise  be  a  departure  from  the  fourth  section. 

We  find  that  the  rate  on  the  traffic  involved  from  Sulphur  Mines 
via  Memphis  to  Knoxville  was  not  and  is  not  unjustly  discrimina> 
tory  or  unduly  prejudicial  as  compared  with  the  rates  to  Nashville 
and  Chattanooga  via  the  same  route,  but  that  the  adjustment  between 
the  rates  to  Ejioxville  on  the  one  hand  and  to  Nashville  and  Chat- 
tanooga on  the  other  via  New  Orleans  is  unduly  prejudicial  to  Knox- 
ville and  unduly  preferential  of  Chattanooga  and  Nashville.  As 
these  rates  are  undergoing  readjustment,  no  order  will  be  entered 
for  the  present  but  defendants  will  be  expected  to  realign  them  so 
as  to  remove  the  undue  prejudice  found  to  exist  within  90  days  from 
the  date  of  service  of  this  report. 

01 1,  c.  a 


QA.TEWAir  PB0DT7CB  00.  V.  AMBEIGAK  BY.  EXPRESS  00.         847 

O^yfrmisBioner^  dissenting  in  part: 
I  concur  in  the  finding  that  the  rate  via  Memphis  was  not  and  is 
lot  unjustly  discriminatory  or  unduly  prejudicial,  but  not  in  the 
inding  that  the  rate  via  New  Orleans  is  unduly  prejudicial.  Hiat 
Lfisue  is  nowhere  presented,  and  I  see  no  occasion  to  open  the  door 
for  increase  over  that  route  of  rates  to  Nashville  and  Chattanooga. 
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No.  11661. 
GATEWAY  PRODUCE  COMPANY,  INCORPORATED, 

V. 

AMERICAN  RAILWAY  EXPRESS  COMPANY  AND 
DIRECTOR  GENERAL,  AS  AGENT. 


Submitted  January  26, 1921.    Decided  April  t,  1921. 


Rate  applicable  on  two  carloads  of  cantaloupes  sbipped  July  30, 1018,  by  express 
irom  Horatio,  Ark.,  to  New  Orleans,  La.,  found  unreasonable.  Unpublished 
Mxkg  charge  assessed  found  to  have  been  excessive.    Reparation  awarded. 

JR.  A.  KoofUe  and  /.  A.  RobUon  for  complamant. 
T.  B.  Harrison^  A.  M.  Bartvng^  axul  Jwm/es  U.  Craw  fori  for  de- 
fendantB. 

Report  of  thb  Cohhission. 

DiVlSIOK  2,   COMMlSStOKEBS  CLARlt,  McCHORD,  AND  DaNIRLS. 

By  Division  2 : 

Ko  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  engaged  in  the  produce  business  at 
Texarkana,  Ark.,  alleges,  by  complaint  seasonably  filed,  that  the 
rate  charged  by  defendants  on  two  carloads  of  cantaloupes,  in  crates, 
shipped  July  30, 1918,  by  express  from  Horatio,  Ark.,  to  New  Orleans, 
La.,  waa  illegal  and  that  tiie  rate  legally  applicable  was  unreason- 
able. We  are  asked  to  award  reparation  and  to  prescribe  a  reason- 
able rate  for  the  future.    Rates  are  stated  in  amounts  per  100  pounds. 

Horatio  is  a  local  station  on  the  Kansas  City  Southern  Railroad, 
47  miles  north  of  Texarkana.  The  shipments  aggregated  48,570 
poimds,  and  charges  in  the  sum  of  $1,105.79,  which  included  an  un- 
publiriied  icing  charge  of  $50  per  car  were  collected.  The  second- 
class  rate  of  $2.0626  was  applicable,  and  there  is  an  apparent  over- 
charge of  $4.03  in  the  express  charges. 
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Complainant  compares  the  rate  applicable  and  the  icing  charge 
assessed,  with  the  following  carload  commodity  rates  and  refrigei^ 
tion  charges  contemporaneously  maintained  by  defendants  from 
Horatip  to  more  distant  points : 


From  Horatio  to— 
New  Orleans,  La. 
Kansas  City,  Mo. 

8t.  Louis.  Mo 

Chicago,  111 

Cleveland.  Ohio.. 
Pittsburgh,  Pa... 


Distlmoes. 


MOa. 

427 
441 
541 
825 
1,077 
1,153 


$2.0635 

.66 

.66 

.93 
1.37 
LS7 


1  Estimated  cost  of  ice. 


At  the  time  of  movement  the  freight  rate  on  cantaloupes,  car- 
loads, from  Horatio  to  New  Orleana  was  11^  cen^  l^ss  than  the 
corresponding  rates  to  Kansas  City  and  St.  Louis.  C^  March  20, 
1919,  in  connection  with  a  general  revision  of  their  commodity  rates 
in  the  southwest,  defendants  established  an  any-quantity  rate  of 
$1.47  on  cantaloupes  from  Horatio  to  New  Orleans,  and  effec^^e 
December  31,  1919,  a  carload  commodity  rate  of  $1.14,  plus  $33  per 
car  for  refrigeration,  was  provided. 

It  appears  that  the  rates  with  which  comparison  is  made  in  the 
foregoing  statement  were  establiished  approximately  18  years  ago 
upon  the  solicitation  of  the  Kansas  City  Southern  Railroad  for 
the  purpose  of  promoting  the  production  of  vegetables,  fruits,  and 
melons  along  that  line;  that  they  are  now,  and  at  all  times  sinoe 
their  publication  have  been,  unduly  low ;  that  the  carload  commodity 
rate  of  $1.14  was  established  to  New  Orleans  upon  comphanaat's 
representation  that  it  had  secured  control  of  a  large  crop  of  can- 
taloupes and  would  move  a  considerable  quantity  by  express  to 
that  market;  and  that  in  spite  of  the  materially  reduced  any- 
quantity  and  carload  commodity  rates  available  to  complainant 
since  March  20,  1919,  and  December  31,  1919,  respectively,  the  two 
carloads  on  which  reparation  is  sought  represent  the  oiJy  express 
movement  of  cantaloupes  from  Horatio  to  New  Orleans  out  of  189 
carloads  shipped  by  express  from  that  point  during  the  seasons  of 
1918,  1919,  and  1920.  It  is  asserted  for  complainant  that  the  light 
movement  by  express  to  New  Orleans  is  due  to  the  unreasonable- 
ness of  the  express  rates  and  to  the  consequent  necessity  of  flipping 
by  freight. 

Defendants'  tariffs  contained  no  provision  for  the  icipg  charges 
collected.  In  Memphis  Freight  Bureau  v.  Kj  V,  S,  Ry.  Co.^  17  I.  C. 
C,  90,  we  held  that  where  a  transportation  ^rvice  has  been,  rendered 
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for  Tv^hich  no  tariff  authority  existed  and  where  the  shipper  has  paid 
^Iie  sum  demanded  by  the  carrier  for  that  service,  we  may  determine 
i?irliat  would  have  been  a  reasonable  charge  and  order  repayment 
of  the  excess,  if  any.    The  contemporaneous  maintenance .  of  the 
lower  refrigeration  charges  shown  in  the  foregoing  table,  on  ship- 
ments to  Kansas  City,  St.  Louis,  and  Qucago,  for  distances  14, 114, 
and  898  miles,  respectively,  greater  than  the  distajice  to  New  Orleans, 
together  with  the  subsequent  establishment  of  a  refrigeration  charge 
of  $33  per  car  on  shipments  to  New  Orleans,  indicate  that  the 
charge  of  $50  assessed  was  excessive.  .  There  is  no  evidence  of  special 
conditions  which  might  have  justified  on  thesi  particular  shipments 
an  icing  charge  in  excess  of  $33. 

One  of  the  shipments  was  refused  at  destination  and  sold  for 
charges.  On  the  other  shipment  the  charges  were  paid  by  the  con- 
signee, who  deducted  from  complainant's  invoice  the  difference  be- 
tween the  sum  paid  and  the  amount  which  would  have  accrued  had 
the  shipments  moved  by  freight. 

We  find  that  the  rate  applicable  was  unreasonable  to  the  extent 
that  it  exceeded  $1.47  per  100  pounds ;  that  the  refrigeration  charges 
collected  were  unreasonable  to  the  extent  that  they  exceeded  $33  per 
car;  that  the  shipments  moved  as  described;  that  complainant  paid 
and  bore  the  charges  tiiereon  to  the  extent  stated  herein ;  that  it  has 
been  damaged  to  the  extent  of  the  difference  between  the  charges 
paid  and  those  that  would  have  accrued  at  the  rate  and  refrigeration 
charge  found  to  have  been  reasonable;  and  that  it  is  entitled  to 
reparation  in  the  simi  of  $325.81,  which  includes  the  overcharge, 
with  interest. 
We  do  not  find  that  the  present  carload  rate  is  unreasonable. 
An  appropriate  order  will  be  entered. 

aiLaa 
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No.  11223.* 
HIETH-KRAUSE  COMPAKT 

V. 

DIRECTOR  GENEEAL,  AS  AGENT,  CHICAGO,  MILWAU- 
KEE  &  ST.  PAUL  RAILWAY  COMPANY,  ET  AL. 


Sulmitted  October  90,  1920.    Decided  March  S,  1921. 


V  Bates  on  gteea  salted  hides^  in  carloads,  from  Chksago,  111.,  Badiie  and  Mil- 
waukee, Wis.,  to  Rockford,  Mich.,  found  unreasonable  and  unduly  preju- 
dicial. Reparation  awarded  and  measure  of  reasonable  maximum  and 
nonprejudicial  rates  prescribed. 

2.  Fourth  section  relief  denied. 

S,  •/.  Bolton  and  Brown  dk  Boyle  for  complainant. 
William  K,  WiUiants  and  John  F.  Finerty  for  defendants. 

RSPOST  OF  THE  <]k)MMIS8I0K. 

thvidioK  8,  CoMinssioKERs  Hall,  Eastman,  akd  Fobd. 

Bt  Division  8 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner  and  the  case  was  argued  before  us. 

Complainant  is  a  corporation  engaged  in  tanning  hides  and  mana- 
facturing  shoes  at  Rockford,  Mich.  It  alleges  tbat  the  fifth-class 
rates  charged  by  defendants  on  green  salted  hides,  in  carloads,  from 
Chicago,  111.,  and  Racine  and  Milwaukee,  Wis.,  to  Rockford  were 
and  are  unreasonable,  unjustly  discriminatory,  unduly  prejudicial, 
and  in  violation  of  the  fourth  section  of  the  act  to  regulate  com- 
merce. Reparation  is  asked  in  No.  11223,  filed  February  9,  1920,  on 
all  shipments  made  on  and  after  February  iO,  1918,  and  in  Sub-No.  1, 
filed  March  29,  1920,  on  all  shipments  made  between  April  1,  1916, 
and  December  31, 1917,  inclusive.  Defendants  interposed  the  statute 
of  limitations  as  a  bar  to  relief  of  complainant  in  Sub-No.  1. 

Section  206  (f )  of  the  transportation  act,  1920,  provides  that  the 
period  of  federal  control  shall  not  be  computed  as  a  part  of  the 
periods  of  limitation  in  claims  for  reparation  to  the  Commission  for 
causes  of  action  arising  prior  to  federal  control.  The  claims  made 
in  Sub-No.  1  are  therefore  not  barred.    Rates  will  be  stated  in  cents 


iTbe  report  embraces  alto  No.  11223  (Sub-No.  1).  Same  v.  Chicago,  Milwaukee  A  St 
Paul  Railway  Company  et  aL ;  and  Portlona  of  Fourth  Section  Application  No.  2060. 
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per  lOO  pounds,  and  do  not  include  the  increases  authorized  in  In- 
creased RateB^  19tO^  58 1.  C.  C,  220. 

Rockford  is  on  the  Grand  Rapids  &  Indiana,  14  miles  north  of 
(xrand   Rapids,  Mich.    Complainant  uses  large  quantities  of  green 
salted  horse  hides  in  manufacturing  leather  and  shoes.    The  hides 
are  shipped  from  Chicago,  Bacine,  and  Milwaukee  and  move  either 
all  rail,  or  by  car  ferry  across  Lake  Michigan  and  rail  beyond.    The 
principal  movement  in  the  past  appears  to  have  been  from  Mil- 
waukee by  car  ferry  to  Grand  Haven,  Mich.,  and  thence  by  rail  to 
Bockf  ord,  an  aggregate  of  132  miles,  which  is  the  short-line  distance. 
Of  the  8S  shipmei^  upon  which  reparation  is  asked  71  moved  over 
this  route.    The  weighted  average  haul  of  the  83  shipments  was  14ft 


Fifth-class  rates  governed  by  the  official  classification  were  and 
are  appiieable.  Complainant  attacks  neither  the  classification  rating 
nor  the  measure  of  tiie  fifth-class  rates  as  such,  but  seeks  the  estab- 
lishment of  commodity  rates  on  the  ground  that  application  of  the 
class  basis  to  green  salted  hides  from  and  to  these  points  is  un- 
reasonable. 

The  subjoined  statement  introduced  in  evidence  by  complainant 
shows  the  fifth-class  rates  in  effect  during  the  periods  covered  by  the 
complaints,  together  with  the  short-line  distances,  across  lake  and 
all  rail: 


Short-Uiit  dlBtancefli 


Acro88 


AIRidL 


Ftfth-cbas  rates. 


Prior  to 


Sept.  30, 
1017,  to 
June  34, 
1018, 
inclu- 
sive.' 


tiw 

June  35, 

1018.t 


To  Bookford  from— 

GhSoft«o,n] 

Racine,  Wis 

MUwmiikee,  Wit. 
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JtfUet. 
101 
353 
376 


(kiUt. 

14.7 

14.7 

•12.0 


GrtUI. 
17 
•17 
•15 


«^ 


.5 
421.5 
•10 


following  TU  Fifteen  Per  Cent  Our ,  45 1.  C.  C,  303. 

under  ganenl  order  Na  38  of  the  Direetor  Oetteral  of  RaUroada. 
•  AU^iOl  via  Chicago  10  cents. 
«A]I-rB|]  Tia  Chicago  34  ceoti. 
t  Altrail  via  Chicago  14.7  centa 

Complainant  shows  that  commodity  rates  lower  than  fifth  class 
have  been  in  effect  during  the  periods  indicated  above  from  Chicago, 
Bacine,  and  Milwaukee  to  numerous  points  in  Michigan  where  tan- 
neries are  located.  These  rates  do  not  appear  to  be  constructed  upon 
any  well-defined  basis,  but  range  from  49  to  91  per  cent  of  Uie  corre- 
sponding fifth-class  rates.  As  Chicago  and  Milwaukee  are  important 
markets  for  hides,  and  Michigan  is  cue  of  the  principal  leather- 
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producing  states,  there  is  a  substantial  movement  under  these  rate& 
Complainant  asserts  that  Rockford  is  the  only  tannery  point  in 
Michigan  to  which  commodity  rates  lower  than  fifth  class  are  not 
published  It  introduced  exhibits  showing  that  a  14-cent  rate  was 
applied  by  the  Michigan  carriers  to  tanning  points  north,  south,  and 
east  of  Bockford  for  distances  sometimes  materially  in  excess  of  that 
to  Rockford,  the  direct  route  being  in  many  instances  over  two  or 
more  lines.  Distances  over  which  this  rate  applies  vary  widely  owing 
to  the  fact  that  the  carriers  in  most  cases  have  equalized  the  rates 
from  Milwaukee  and  Racine  across  lake  and  all  rail.  The  average 
distance  over  which  the  14-cent  rate  applies  is  stated  by  complainant 
to  be  232  miles,  and  the  average  ton-mile  earnings  12.07  milbk 

The  following  table,  taken  from  complainant's  exhibits,  shows  the 
rates,  distances,  and  ton-mile  earnings  from  Milwaukee,  Racine,  and 
Chicago  to  Rockford  and  competitive  destinations  in  Michigan : 


■ 

I^ram  ddcago. 

FhrnBAdna, 

Fhmi  MUwaokeei 

• 

Bhort- 
line 
di^• 

tancea. 

Rates. 

Ton- 
mile 
eam- 
iaga. 

Short- 
line 
dis. 

tances. 

Rates. 

Ton- 
mile 
eam- 
Incs. 

ffliort- 
line 
dis- 

taiieei. 

Rates. 

f&8& 

AnraUto- 

JRockCard,  Mich 

Grand  Rapids,  Mich 

Mill  Creek.  Mich 

miet. 

191 

177 
183 

187 
301 
200 

Ctntt. 
131.5 

14 

14 

14 

18 

14 

MUb. 
23.61 
15.82 
15.30 
14.97 
12.37 
14 

MUe$, 

3n 

3» 
345 
249 
358 
202 

154 

Oem$. 
IM 

14 

17 

17 

14 

17 

121.5 

IB.VJ 
11.72 
13.88 
13.65 
7.98 
13.96 

27.93 

30 

23.29 

27.42 

16.87 

25 

379 
363 
388 
373 
876 
385 

183 
117 
133 
101 
143 
113 

OrnCt. 
IM 
14 
17 
17 
14 
17 

119 
14 
17 
14 
14 
17 

JIBb. 

rr.m 

10.69 
13.69 

Miis^flffon.  Mfch- ^ ^ 

13.50 

MaoifltM.  ^ich 

7.45 

Whitehafi.  Mich 

U.9B 

AcrosBlaketo— 

Rockford,  Mich 

29 

Grand  Rapids,  Mich 

140         14 

33.96 

Mill  Creek,  Mich 

146 
124 
IM 
136 

17 
17 
14 
17 

37.64 

Moakeiam.' Mich 

87.73 

Manistee,  Mich 

19.68 

WlAlehall.Mich 

39.09 

)  Flfth-claas  rate  effective  June  35, 1918. 

Using  these  short-line  distances  and  rates,  and  an  estimated  weight 
per  car  of  63,000  poimds,  the  car-mile  earnings  to  Rockford  are  ap- 
proximately 71  cents  from  Chicago,  88  cents  from  Racine,  and  91  cents 
from  Milwaukee.  A  14-cent  rate  from  Milwaukee  over  the  short-line 
route  would  yield  ton-mile  earnings  of  21.2  mills  and  for  the 
weighted  average  distance  of  these  movements,  19.2  mills.  The 
yield  per  car-mile  would  be  66.8  and  60.4  cents,  respectively* 

Complainant  introduced  in  evidence  numerous  other  comparisons 

of  the  ton-mile  yidd  of  the  rates  in  issue  and  those  produced  by  other 

rates  in  effect  subsequent  to  June  24,  1918,  of  which  the  following 

are  representative: 
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From— 


►,IU 

Bay,  Wis... 

JoUet,IlL 

St.  Locilfl,  Ifo 

TTanntbal,  Ifo 

E[atchinson,  Eans. 

Snld,  Okla 

I-<oui8vUie,  Ky 

Do 


Berlto.Wia 

Chicago,  fil 

MiU  Creek,  Micti. 
Moakegoh.  Mich.. 
IndiaiiBpoUs.  Ind , 
Cincumfttl,  onio. 
Kansas  City,  Mo. 

do :. 

Nashville,  Tenn.. 
^Jemco,  Tenn 


mam^,m^m^-^ 


Pis. 
tances. 

Botes. 

Ton- 
mils 
earning 

MOei. 

Genu, 

im*) 

181 

13.5 

IZJAl 

199 

14 

RW 

200 

14 

13.50 

47D 

21.5 

9.15 

208 

18 

12.08 

823 

18 

11.18 

314 

15 

1I.M 

831 

31.6 

180 

17.6 

18.83 

301 

17.5 

1T.41 

Defendants  urge,  as  to  the  comparisons  in  western  classification 
territory,  that  generally  commodity  rates  lower  than  the  class  basis 
are  published  on  packing-house  products  in  that  territory,  and  that 
such  rates  are  ordinarily  applied  on  green  salted  hides.  They  assert, 
moreover,  that  the  rates  in  official  and  western  classification  terri- 
tories are  not  fairly  comparable.  It  is  well  known  that  rates  in 
central  territory  are  usually  lower  than  those  either  in  western  or 
southern  classification  territories. 

Defendants  state  that  the  basis  for'  rates  on  packing-house  products 
in  official  classification  territory  is  fifth  class,  and  that  green  salted 
hides  move  under  fifth-class  rates  from  Chicago,  Racine,  and  Mil- 
waukee to  points  in  trunk  line  territory.  They  urge  that  the  com- 
modity rates  on  green  salted  hides  to  points  in  western  Michigan 
apparently  are  made  without  any  fixed  relationiship  to  one  another, 
to  the  class  rates,  or  to  <^e  distances.  They  offered  no  comparisons 
in  support  of  the  rate^  assailed,  conceded  that  they  were  relatively 
imreasonable,  but  denied  that  they-  were  unreasonable  per  se. 

Complainant  has  competitors  engaged  in  tanning  hides  for  shoe 
leather  at  Grand  Rapids  and  at  various  other  Michigan  points  to 
which  commodity  rates  are  published  on  green  salted  hides  from 
Chicago,  Racine,  and  Milwaukee.  It  is  said  that  the  rates  on  other 
commodities  are  generally  the  same  to  Rockford  as  to  Grand  Rapids. 
Class  rates  from  Milwaukee  are  the  same  across  lake  to  Rockford  and 
Grand  Rapids,  but  all  rail  the  fifth-dass  rate  to  Grand  Rapids  is  1 
cent  under  Rockford.  The  fifth-class  rate  from  Chicago  is  the  same 
across  lake  to  Rockford  and  Grand  Rapids.  To  Ghfand  Rapids  all 
rail  it  is  1  cent  under  Rockford  over  the  Michigan  Central  and  0.6 
cent  under  Rockford  over  the  Grand  Trunk. 

Complainant  seeks  the  establishment  of  a  commodity  rate  of  14 
cents  from  the  three  points  of  origin  named  to  Rockford  and  prays 
that  reparation  be  awarded  to  that  basis  on  shipments  moving  after 
June  24,  1918;  that  a  rate  of  11  cents,  which  represents  what  an 
existing  14-cent  rate  would  have  been  prior  to  general  order  No.  28, 
be  used  as  the  basis  for  awarding  reparation  during  the  period  Sep- 
ei  1. 0. 0. 
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tember  20,  1917,  to  June  24,  1918,  inclusive ;  and  that  a  rate  of  9J5 
cents,  which  represents  what  a  rate  of  11  cents  prior  to  June  25, 1918, 
would  have  been  before  the  application  of  the  advance  authorized  in 
The  Fifteen  Per  Cent  Case,  46  I.  C.  C,  303,  be  used  as  the  basis 
for  awarding  reparation  for  the  period  prior  to  September  20,  1917. 

The  foregoing  comparative  table  of  rates  from  Milwaukee,  Bacine^ 
and  Chicago  shows  that  to*  Mill  Creek,  Mich.,  a  local  tanning  poiiKt 
on  the  Grand  Bapids  &  Indiana,  8  miles  from  Bockford  and  inter- 
mediate thereto  by  the  direct  lines,  the  rate  from  Milwaukee  and 
Racine  is  17  cents,  which  is  3  cents  over  the  rate  to  Grand  Rajnds, 
whereas  from  Chicago  the  rates  to  Grand  Bapids  and  Mill  Cre^  are 
the  same.  It  was  explained  for  complainant  that  the  hides  shipped 
to  Mill  Creek  were  principally  cattle  hides  from  Chicago,  and  that 
no  appreciable  amount  of  traffic  moved  to  that  destination  from  Mil- 
waukee; whereas  complainant  uses  horse  hides  only  and  obtains  ils 
principal  supply  in  Milwaukee.  No  convincing  reason  has  been 
given  why  rates  in  the  past  to  Bockford  should  have  been  or  be  ap<m 
a  higher  level  than  those  to  the  large  number  of  more  distant  Michi- 
gan tanning  points  taking  the  Grand  Bapids  rate. 

We  find  that  the  rates  assailed  were  unreasonable  and  unduly 
prejudicial  to  the  extent  that  they  exceeded  14  cents  and  that  tbd 
present  rates  are,  and  for  the  future  will  be,  unreasonable  and  unduly 
prejudicial  to  the  extent  that  they  exceed  the  rates  contemporane- 
pusly  applicable  to  Grand  Bapids,  Mich.  We  further  find  that  com- 
plainant made  the  shipments  as  described  and  paid  and  bore  the 
charges  thereon;  that  it  was  damaged  in  the  amount  of  the  dif- 
ference between  the  charges  paid  and  those  which  would  have  accrued 
at  the  rates  herein  found  rensonable ;  and  that  it  is  entitled  to  repara- 
tion, with  interest.  Complainant  should  comply  with  rule  V  of  the 
Bules  of  Practice. 

Those  portions  of  fourth  section  application  No.  2060  of  agent 
J.  F.  Tucker,  by  which  authority  is  sought  to  continue  lower  rates 
on  green  salted  hides,  in  carloads,  from  Milwaukee  to  Bockford  and 
Mill  Creek  than  from  Chicago  and  other  intermediate  i>oints,  were 
heard  with  this  case.  This  departure  from  the  long-and-short-haul 
provision  of  the  fourth  section  has  been  removed,  and  the  applica- 
tion will  be  denied  to  the  extent  involved. 

Appropriate  orders  will  be  entered. 

S1LG.G. 
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Hates  on  bardwcNMl  logi,  in  carloads,  from  stations  on  the  Tasoo  ft  MlSBlsstpirt 
Valley  Railroad  In  Mlssissiptf  to  Dyersburg  and  Trimble^  Tenn«,  on  tbe 
Illinois  Central  Railroad,  the  ai>pllcation  of  which  is  conditioned  apoo  tiie 
manufactured  product  being  shipped  out  over  the  latter  line*  found  un- 
reasonable, and  a  scale  of  reasonable  maximum  rates  prescribed  for  the 
future. 

/.  F,  Norman^  C.  A.  New^  and  /.  H.  Townshend  for  complainants 
and  interyeners. 

R.  F.  Fletcher  for  defendants. 

Rbpokt  c^  the  CoMMiasiDir. 
Division  3,  Commissioxers  Hall,  Eastman,  and  Ford. 

Bx  Division  3 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner. 

Complainants,  North  Vernon  Lumber  Company  and  James  E. 
Stark  &  Company,  are  corporations  operating  sawmills  at  Dyers- 
burg,  Tenn.  By  complaint  filed  October  23,  1919,  they  allege  that 
the  combination  rates  on  hardwood  logs,  in  carloads,  from  stations 
on  the  Yazoo  &  Mississippi  Valley  in  Mississippi  to  Dyersburg,  com- 
posed of  so-called  billing  rates  to  Memphis  and  the  net  or  reshipping 
rates  of  the  Illinois  Central  beyond,  are  unreasonable  to  the  extent 
that  they  exceed  the  scales  of  net  or  reshipping  rates  on  logs  ap- 
plicable locally  between  points  on  each  of  the  above-mentioned  lines. 
The  Leigh  Banana  Case  Company,  a  corporation  operating  a  saw- 
mill at  Trimble,  Tenn.,  intervened.  It  alleges  that  its  interests  ip 
this  proceeding  are  identical  with  those  of  complainants,  except  that 
its  mill  is  located  at  Trimble  instead  of  Dyersburg,  and  it  will  be 
hereinafter  treated  as  a  complainant.  Rates  will  be  stated  in  cents 
per  100  pounds  and  do  not  include  the  increases  authorized  in 
Jncreaeed  RaUe,  1920, 68  I.  G.  C.  220. 
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Dyersburg  is  on  the  Illinois  Central  76  miles  north  of  Memphis, 
and  Trimble  is  16  miles  north  of  Dyersburg  on  the  same  line*  Com- 
plainants manufacture  lumber  at  Dyersburg  and  banana-crate  ma- 
terial at  Trimble,  which  are  shipped  over  the  Illinois  Central  to  con- 
suming points  in  the  north  or  elsewhere.  They  have  so  far  exhausted 
the  local' supply  of  logs  thot^  in  order  to  oontinue  the  operation  of 
their  mills,  they  desire  to  obtain  logs  from  the  extensive  hardwood 
f  ore^  of  western  Mississippi,  north  o^  Jackson  and  Vicksburg,  Miss^ 
in  territory  served  by  the  Yazoo  &  Mi^issippi  Valley,  hereinaftCT- 
termed  the  Y.  &  M.  V.  The  distances  from  Y.  &  M.  V.  points  in  this 
territory  to  Dyersburg  and  Trimble  range  from  88  to  312  miles,  and 
the  average  haul  during  a  six  months'  period  was  210  milee. 

For  many  years  the  Illinois  Caatral  and  Y.  &  M.  V.  have  main- 
tained separate  distance  scales  of  local  rates,  sometimes  called  flat 
rates,  on  logs  between  stations  on  their  respective  lines.  In  1899  the 
Y.  &  M.  V.  also  adopted  a  distance  scale  of  net  rates,  sometimes 
called  reshipping  rates,  which  are  lower  than  its  local  rates  and  con- 
ditioned upon  the  manufactured  product  of  the  logs  being  forwarded 
from  the  milling  point  over  the  Illinois  Central  or  Y.  &  M.  V.  In 
1903  this  scale  of  net  rates  was  adopted  by  the  Illinois  Central  for 
application  on  certain  of  its  lines,  and  in  1908  the  application  was 
extended  to  all  of  its  lines  south  of  the  Ohio  River,  but  it  has  never 
been  applied  as  a  joint  continuous  distance  scale  between  points  on 
the  Illinois  Central  and  Y.  &  M.  V. 

Prior  to  July  1,  1916,  the  joint  rates  on  lumber  applied  on  logs 
from  Y.  &  M.  V.  points  in  Mississippi  to  Illinois  Central  points 
north  of  Memphis,  including  Dyersburg  and  Trimble.  On  that  date 
the  application  of  the  lumber  rates  on  logs  to  these  points  was  can- 
celed and  the  combination  of  local  log  fates  to  Memphis  and  net 
log  rates  beyond  became  applicable,  resulting  in  a  reduction  in  the 
through  rates.  Logs  shipped  to  local  stations  and  there  milled 
are  subject  to  charges  at  the  net  rates;  but,  until  recently,  logs 
shipped  to  junction  points  were  charged  the  local  rates,  and  upon 
proof  that  the  nianufactured  product,  in  the  proportion  of  1  pound 
of  lumber  to  8  pounds  of  logs,  had  been  forwarded  over  the  Illinois 
Central  or  Y.  &  M.  V.,  a  refimd  was  made  down  to  the  basis  of  the 
net  rates.  In  order  to  reduce  the  amount  of  money  paid  in  by  ship- 
pers and  held  by  the  carrier  for  refund  upon  proof  of  shipment  of 
the  lumber,  the  Y.  &  M.  V.  published  "billing''  rates  from  its  sta- 
tions to  Memphis  only,  which  were  generally  lower  than  its  local  rates 
but  higher  than  the  net  rated. 

On  July  15,  1916,  the  billing  rates  to  Memphis  were  made  ap- 
plicable in  connectibn  with  the  net  rates  beyond,  which  resulted  in 

some  increases,  but  generally  in  reductions  in  the  through  rates. 
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6ixiee  I>ecember  1, 1919,  charges  haVe  been  collected  at  the  net  rates 
in  all  instances  where  t^e  shipper  or  mill  operator  agrees  to  forward 
the  manufactured  product  over  the  Illinois  Central  or  Y.  &  M.  V., 
and  furnishes  a  bond  as  security  therefor. 

Complainants  contend  that  the  Illinois  Central  and  Y.  &  M.  V. 
slionld  be  considered  one  line  for  rate-making  purposes,  and  that  a 
reasonable  basis  of  rates  would  be  the  scale  of  net  log  rates  applicable 
locally  between  points  on  each  of  those  lines  applied  as  a  joint  con- 
tinuous distance  scale.    They  show  that  practically  all  of  the  stocks 
and  bonds  of  the  Y.  ft  M.  Y.  are  owned  by  the  Illinois  Central,  and 
tbat,  with  the  exception  of  general  and  district  superintendents,  they 
bave  the  same  executire  and  administrative  officers.   It  is  also  pointed 
out  that,  under  orders  of  the  Mississippi  Railroad  Commission,  the 
local  log  scale  of  the  Y.  ft  M.  V.  is  operated  as  a  joint  continuous 
distance  scale  from  points  on  one  line  to  points  on  the  other  line  on 
intrastate  traffic  in  Mississippi. 

The  following  table,  c<»npiled  from  an  exhiMt  introduced  by  com- 
plainants, shows  the  rates  from  representative  Y.  ft  M.  V.  stations 
in  Mississippi  to  Dyersbui^  and  the  proposed  rates.  All  rates  to 
Trimble  would  be  0.5  cent  higher. 


stations. 


WaUStUisB. 

PentdD,  Ulas — 
HoUywood,  Mias 

Maud.Miu 

Clover  urn,  Miss 
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7 
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12.6 

7.5 
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13 

8 
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13 

V 
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14 

Defendants  concede  that  there  is  no  reason  from  an  operating  or 
traffic  standpoint  for  maintaining  lower  rates  from  Illinois  Central 
points  in  Mississippi  through  Memphis  to  Dyersburg  and  Trimble 
than  apply  from  Y.  &  M.  V.  points  to  the  same  destinations  for  like 
distances.  Complainants  state  that,  for  operating  reasons,  logs 
shipped  from  Illinois  Central  points  south  of  Jackson,  Miss.,  to 
Dyersburg  are  moved  from  Jackson  to  Memphis  over  the  rails  of  the 
Y.  &  M.  v.,  and  beyond  over  the  Illinois  Central,  at  rates  based  on 
the  Illinois  Central  scale  of  net  rates,  while  higher  combination  rates 
apply  from  intermediate  points  on  the  Y.  &  M.  V.  This  departure 
from  the  long-and-short-haul  rule  of  the  fourth  section  is  protected 
by  an  appropriate  application  not  heard  with  this  case. 

The  net  rates  applicable  on  logs  on  other  lines  in  this  territory, 
including  lines  both  east  and  west  of  the  Mississippi  River,  are  shown 

58355'— 21— VOL  61- 


-25 


358 


nTTERSTATE  COMHBROB  00] 


•i'.iK<:ii» 


^ir  BEPOBTB. 


to  be  considerably  lower  tiban  the  ttAea  assailed  and  generally  as  low 
as  the  proposed  rates,  or  lower,  but  the  arerage  of  the  nrt  rates  of 
other  lines  is  somewhat  lower  than  the  proposed  ratee  for  dislaiKaes 
over  220  miles.  The  average  of  the  rates  assailed  from  82  Y.  &  M.  Y. 
stations  to  Dyersburg,  for  distances  of  83  to  296  miles,  is  10.84  oentB, 
and  the  average  of  the  proposed  rates  from  and  to  the  same  points 
is  6.84  cents,  while  the  average  net  rates  on  oi^er  lines  for  the  aaise 
distances  are  6.94  cents.  Complainants  contend  that  (^>erating  condi- 
tions on  some  of  the  other  lines  shown  are  less  favorable  than  those 
affecting  the  traffic  in  question.  The  net  operating  revenue  per  mile 
of  road  of  the  Illinois  Central  and  Y.  &  M.  Y.  is  OHnpared  with  the 
corresponding  revenue  of  other  trunk  lines  in  this  territory,  with 
fiftvorable  results* 

The  rates  assailed  and  the  proposed  rates  are  compared  witii  local 
rates  on  logs  found  reasonable  in  VandenboomrStknBon  Lumber  Co, 
V.  St.  Z.,  /.  M.  cfe  S.  Ry.  Co.,  38  I.  C.  C,  432 ;  ChcUtanoOffa  Log  RaU9, 
80  I.  C.  C,  86,  85  I.  C.  C,  163 ;  and  Pierpont  Mfg.  Co.  v.  S.  Ry.  Co^ 
50  I.  C.  C,  81.  Allowing  for  the  25  per  cent  advance  under  general 
order  No.  28,  and  deducting  the  bridge  toll  from  the  rates  inxi 
points  west  of  the  Mississippi  Biver  to  M^nphis,  which  were  in- 
volved in  the  first  case  mentioned,  the  rates  assailed  are  consider- 
ably higher  than  the  local  rates  found  reasonable  in  these  cases, 
while  the  proposed  net  rates  are  about  the  same  as  the  local  rates 
found  reasonable  in  the  last  case  mentioned  for  distances  up  to  150 
miles,  but  somewhat  lower  than  the  local  rates  found  reasonable  in 
the  other  cases. 

The  following  table  compares  the  earnings  under  the  rates  as- 
sailed and  under  the  proposed  rates  with  the  average  earnings  of  the 
Illinois  Central  and  Y.  &  M.  Y.  on  all  revenue  freight  in  the  year 
1918: 


HUnois  Central: 

All  revenue  freight 

Under  rates  assailed 

Under jbroposed  rates. . . 
Tasoo  k.  Mississippi  Valley: 

All  revenue  freifcht 

Under  rates  assailed 

Under  proposed  rates . . . 


Average 
hauls. 


271.32 
271.32 
271.32 

187.  e 
187.6 
187.6 


Bates. 


OMlf. 


14 
9 


i§ 

7 


Earning 
per  ton- 
mile. 


6.37 
10.08 
7 

7.45 
10.2 
7.46 


mile^ 


16.553 
27.000 
17.753 

1&157 
Si.  203 
I9L06 


I  Car-mile  earnings  under  log  rates  are  based  on  an  average  loading  of  83,517  pounds  per  car. 

Complainants  assert  that  logs  are  desirable  traffic  because  they  are 
a  heavy  low-grade  commodity,  move  in  large  volume  the  year  around, 
are  not  susceptible  to  damage  in  transit,  and  produce  an  immense 
volume  of  lumber  traffic,  for  which  reasons  log  rates,  especially  net 
rates,  are  always  among  the  lowest  of  all  rates  on  log-hauling  lines. 
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2>ef endants  contend  that  the  fact  that  the  rates  assailed  are  made 
on  Memj^is  combinaticm  does  not  render  th^n  unreasonable,  and 
point  out  that  that  basis  is  not  unusual,  even  between  different  divi- 
sions of  the  same  line  or  syst^en.    Thej  show  that  the  rates  assailed 
are  Icrwer  than  the  combination  of  local  rates  to  Memphis  and  the 
local  rates  beyond,  and  that  they  are  lower  than  the  c(»nbination 
rates  applicaUe  from  points  on  independent  lines  for  like  distances 
to  Dyersburg.   The  usual  basis  of  rates  on  logs  between  points  on  the 
T«  &  M.  y.  and  points  on  the  Tllinois  Ctt^ral  is  the  combination  of 
local  rates  to  the  junction  pmnt  and  net  rates  beyond,  and  defendants 
contend  that  the  rates  assailed,  being  based  on  the  billing  rates  to 
Memphis,  are  more  favorable  than  the  rates  applicable  from  points 
on  one  line  to  points  on  the  other  line  through  any  other  junction 
point. 

Defendants  state  that  their  scales  of  log  rates,  both  local  and  net, 
were  established  in  pursuance  of  a  policy  of  developing  the  country 
by  encouraging  the  clearing  of  the  land  at  a  time  when  logs  were 
very  cheap,  and  that  they  were  made  without  regard  to  the  ade- 
quacy of  the  revenue  derived  therefrom.    It  is  also  said  that  river 
competition  with  the  Y.  &  M.  V.  influenced  a  low  basis  of  rates,  espe- 
cially for  the  longer  distances.    When  these  log  rates  were  estab- 
lished hardwood  logs  sold  as  low  as  60  cents  per  1,000  feet  but  are 
now  worth  from  $20  to  $150  per  1,000  feet;  and  defendants  assert 
that  it  was  expected  that  the  movement  would  be  for  only  short  dis- 
tances to  near-by  mills.    The  average  haul  on  the  Y.  &  M.  V.  is  now 
67  miles  and  on  the  Illinois  Central  77  miles,  but  is  constantly  in- 
creasing; and  defendants  assert  that  to  apply  their  individual  scales 
of  net  rates  as  a  joint  continuous  distance  scale  would  open  the  door 
for  the  long-distance  movement  of  logs  from  Y.  &  M.  V.  territory 
to  the  Ohio  River  crossings  and  beyond  at  unremunerative  rates. 

It  is  contended  that  the  local  rates  are  substantially  the  same  as  the 

local  rates  applicable  on  other  lines  in  this  territory;  and  that 

the  rates  assailed  should  be  compared  with  the  local  log  rates 

rather  than  with  the  net  rates  of  these  and  other  lines,  on  the  ground 

that  the  net  rates  are  a  special  concession  to  the  lumber  industry 

and  are  below  the  level  of  reasonable  rates.    Defendants  assert  that 

their  scale  of  net  rates  is  substantially  lower  than  the  net  rates 

applicable  on  other  lines  in  this  territory,  but  in  their  comparisons 

of  net  rates  they  include  certain  lines  which  maintain  only  one  set 

of  rates  on  logs  not  conditioned  upon  the  manufactured  product 

being  shipped  out  over  the  line  bringing  in  the  logs.    Eliminating 

the  lines  which  do  not  publish  net  rates,  as  well  as  lines  not  in  this 

territory,  and  deducting  the  bridge  toll  from  the  rates  from  points 

west  of  the  Mississippi  Kiver  to  Memphis,  defendants'  comparisons 
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do  not  differ  very  materially  from  the  similar  comparisons  sob- 
mitted  by  oomplainants,  and  it  appears  that  defendants'  scale  of  not 
rates  is  as  high  as  or  higher  than. the  average  of  the  net  rates  apfrii- 
cable  on  other  lines  in  this  territory  for  the  distances  here  considoied 
up  to  220  miles.  It  appears  from  complainants'  and  defendanti^ 
comparisons  that  the  only  other  lines  in  this  territory  which  pnb- 
lish  net  rates  for  distances  over  220  miles  are  the  Lomsrille  A  Unsikr 
ville,  Mobile  &  Ohio,  Missouri  Pacific,  Chicago,  Bock  Island  A 
Pacific,  and  St.  Louis  Southwestern.  Defendants'  scale  of  net  rates 
for  distances  over  220  miles  up  to  and  including  all  distances  here 
considered  and  the  average  of  the  net  rates  of  the  above  lines  for  the 
same  distances,  as  shown  by  the  exhibits,  are  as  follows : 


Distanees. 

nitnais 

Cmtnl 

and 

Y.  &  M.  V. 

ATWMBi 

22K  ta\tl  nvfir  220  ml}^- 

OmiM. 
8 
8 
8 
8 

&5 
&5 
8.5 

0 

0.5 
9.6 
0l5 

Ctrna. 
8.7 

230  vid  over  22s  mtlAS- ..,.. 

t.i 

285  and  over  230  miles 

t.1 

240 i^nd  ov««r 29.'! mJM-    ...^.^.^...x...  .  .  ................... x.....  ....... ^. 

t.1 

245  and  over  240  miles * 

HI 

KOand  over  245  milee 

t.4 

265  and  over  250  miles , 

10 

2R0  and  nvar  25S  Tnf  |m t  .  r .  - .  t  .    r 

10 

265  and  over  260  milos « 

10 

270  and  over  266  miles 

10 

275  and  over  270  miles * 

las 

2fl0  and  ovur  275  rnflM. , 

MLS 

285  and  ovtf  280  miles 

MlS 

200  and  over  285  miles 

MlS 

295  and  over  290  miles 

ULS 

300  and  over  295  miles 

Hit 

3(M» and  over 30n miles.    .»..  ^...^^  ....^....,. .      .  ^...xx....^  . 

u 

ftO  and  ov^  MS  rnilf^ - ,  t  t t  - .  - 

11 

?15  vid  OV*r  310  rnile"- ...............  r ..,.-.  r  T t  -  -  T , 

11 

Defendants  compare  the  rates  assailed  to  Dyersburg  with  the 
local  rates  on  logs  for  like  distances  on  other  lines  in  this  territory, 
showing  that  for  distances  under  150  miles  the  rates  assailed  are 
generally  as  low  as  or  lower  than  the  average  of  the  local  rates  of 
other  lines,  but  for  greater  distances  they  are  generally  higher  than 
the  average  of  the  local  rates  of  other  lines. 

They  also  compare  the  rates  assailed  with  rates  on  logs  for  like 
distances  from  Ohio  River  crossings  to  points  in  central  territory, 
showing  that  the  rates  assailed  are  in  most  instances  as  low  as  the 
rates  referred  to  for  comparison,  or  lower.  But  it  is  not  shown 
that  the  conditions  surrounding  the  movement  of  logs  north  of  the 
Ohio  River  are  similar  to  those  surrounding  the  traffic  in  question. 

Defendants  point  out  that  the  T.  &  M.  V.  closely  parallels  the 
Mississippi  River  and  its  tributaries  and  that  heavy  losses  have  been 
suffered  from  overflows;  that  it  has  many  branch  lines,  upon  which 
71  per  cent  of  its  log  traffic  originates ;  and  that  much  of  the  terri- 
tory served  is  productive  of  but  little  traffic 
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It  is  contended  that  the  normal  basis  of  rates  on  logs  is  the  lumber 
basis  and  that  (xmaitions  do  not  justify  lower  rates  on  logs  than  on 
lumber,  iTv^hich  loads  more  heavily.  The  lumber  rates  to  Paducah, 
Ky.,  and  other  Ohio  Biver  crossings,  which  are  asserted  to  be  de- 
pressed by  competitive  influences,  apply  to  Dyersburg  and  Trimble 
because  tbey  are  intermediate  points. 

The  following  table,  compiled  from  defendants'  exhibit,  is  a  com- 
{>ari8on  of  the  earnings  per  car  and  per  car-mile  under  rates  on  logs 
and  other  low-grade  commodities  for  approximately  200  miles,  which 
distance  closely  approaches  the  average  haul  on  the  traffic  in  question : 


Gommodlties. 

Fronn— 

To- 

Dis- 
tances. 

Average 
weis:tats. 

Rates. 

Earnines 
per  car. 

Earn- 
ings 
per  car- 
mile. 

Loi^ 

Shav,  Miss 

Cedar  Bluff,  Ky  . . 
Orsvel      Switch, 

Ky. 
Kfwmosd^to,  Ky.. 

Claybum,  Ky 

Moinphis,  Tenn... 

DyersbuTR,  Tenn.. 

Lucy,  Tenn 

Huds<>nvillo,Mis8. 

Stiles.  Ky 

200 
2U0 
195 

200 
200 
199 
201 
^03 

Poundi. 
49.000 
80,000 
80,000 

68,000 
74,142 
80,000 

fiO,ono 

80,000 

Cents. 
12.5 

7 

7 

12.5 

8 
7 

8.5 
8.75 

161.25 
56.00 
56.00 

85.00 
59.31 
50.00 
51.00 
70.00 

Cents. 
30 

Crmhed  stone 

Qnwel 

2H 
28  1 

Cnnent 

42.5 

Cluv 

Llliney,  Ky 

Hadison,MiS8 

Hardee,  Miss 

Oalcfleld.TeQQ.... 

29.6 

e«ad ;.... 

28.1 

Brick 

1J9.8 
34.4 

Coal 

Central  City,  Ky.. 

Defendants  point  out  that  about  90  per  cent  of  the  log  traffic  is 
handled  on  flat  cars  and  other  cars  generally  can  not  be  used ;  that 
usually  no  return  loading  is  available  for  such  cars  and  the  empty 
movement  is  practically  100  per  cent;  that  omsiderable  damage  is 
done  to  equipment  by  dropping  logs  on  the  floor  of  the  cars  in  load- 
ing; that  logs  frequently  shift  in  transit,  requiring  readjustment  of 
the  load  before  reaching  destination,  especially  on  long  hauls;  that 
they  sometimes  fall  from  cars  in  transit,  the  danger  of  an  accident 
from  a  fallen  log  being  especially  great  on  a  double-track  line  such 
as  the  Illinois  Central  line  north  of  Memphis;  that  logs  are  handled 
on  what  are  called  pick-up  trains  which  are  required  to  run  light 
much  of  the  time;  and  that  the  average  time  required  to  move  a 
loaded  car  from  Y.  &  M.  V.  points  to  Dyersburg  or  Trimble  is  from 
seven  to  nine  days,  while  the  return. movement  it  is  said,  would 
require  at  least  five  days  more,  a  total  of  12  to  14  days. 

We  have  repeatedly  ^eld  that  the  Illinois  Central  and  Y.  &  M.  V. 
should  be  treated  as  one  line  for  rate-making  purposes.  Fourth 
Section  Violations  in  the  Southeasty  30  I.  C.  C,  153,  253;  Capital 
City  Oa  Co.  V.  T.  dk  M.  V.  R.  R.  Co.,  39  I.  C.  C,  141 ;  Lamb-Fish 
Lumber  Co.  v.  A.,  C.  <&  T.  Ry.  Co.,  49  I.  C.  C,  187.  The  rates 
assailed  are  conditioned  upon  the  manufactured  product  being 
shipped  out  over  the  line  bringing  in  the  logs,  and  it  is  only  fair  that 
ttiey  should  be  compared  with  log  rates  similarly  conditioned.  De- 
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fttidants'  indiYidual  seales  of  net  ntes  haTe  been  maintaiiked  for 
many  years  without  change  other  than  under  general  rate  adTanccs; 
they  are  in  line  with  the  net  rates  applicable  on  other  lines  in  ibt. 
same  territory  for  the  distances  here  concerned  up  to  220  miles;  indl 
the  earnings  thereunder  appear  to  be  as  high  as  the  average  eamiagi 
of  these  carriers  on  all  revenue  freight  For  distances  over  220  miles 
defendants'  scale  of  net  rates  is  lower  than  the  average  of  the  nee 
rates  for  like  distances  on  other  lines  in  this  territory,  and  upaa 
the  whole  record  we  do  not  believe  that  defendants  should  be  re- 
quired to  extend  that  part  of  their  scale  from  Y.  &  M.  V.  points  to 
Dyersburg  and  Trimble  as  a  joint  continuous  distance  scale. 

We  find  that  the  rates  on  hardwood  logs,  in  carloads,  from  points 
on  the  Y.  &  M.  V.  in  Mississippi  north  of  Vicksburg  and  Jackann, 
to  Dyersburg  and  Trimble,  Tenn.,  conditioned  upon  the  manufactured 
products  of  the  logs  being  shipped  from  Dyersburg  and  Trimbk 
over  the  Illinois  Central,  are,  and  for  the  future  will  be  unreascm- 
able  to  the  extent  that  they  exceed,  for  distances  up  to  and  including 
220  miles,  defendants'  individual  distance  scales  of  net  rates  similarly  ^ 
conditioned  applicable  between  points  on  their  respective  lines  to  be 
applied  as  a  joint  continuous  distance  scale;  and  for  greater  dis- 
tances to  the  extent  that  they  exceed  the  following  distance  scale  of 
net  rates  similarly  conditioned  to  be  applied  as  a  joint  continuous 
distance  scale,  subject  to  the  increases  authorised  in  Increased  Rat€$^ 
lOeO,  58  I.  C.  C,  220. 

285  miles  and  over  220  miles S,  5  cent& 

250  miles  and  over  235  miles 9. 0  osDta. 

265  miles  and  over  260  miles ^ 0. 5  ceatL 

280  mUes  and  over  265  miles 10. 0  ceots. 

295  miles  and  over  280  miles 10.  5  centi^ 

810  mUes  and  over  295  miles. U.  0  cents. 

815  miles  and  over  810  miles 11. 5  oenta 

An  appropriate  order  will  be  entered. 
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Mlntmnm  anMicable  on  steel  turolngs.  In  carloads,  from  Elmlra,  N.  Y^  to  points 
In  New  York,  Ohio,  and  Pennsylvania  found  not  unreasonable  or  otherwise 
unlawful.    Complaint  dismissed. 

John  Andrew  Ranan  for  complainanL 
Edwin  A.  Lucas  for  defendants. 

Rkpobt  op  thb  OoMiassiQN. 

DivisiOK  2,  Commissioners  Clark,  McChord,  akd  Daniels. 

Bt  Division  2 : 

Exceptions  were  filed  by  the  defendants  to  the  report  proposed  by 
the  examiner,  and  the  case  was  orally  argued  before  us.  We  have 
reached  a  conclusion  different  from  that  recommended  by  the  ex- 
aminer. 

Complainant,  a  corporation,  is  engaged  in  the  manufacture  and 
sale  of  iron  and  steel  at  Chicago,  HI.  By  complaint  seasonably  filed 
it  alleges  that  the  charges  collected  on  125  carloads  of  steel  turnings, 
based  on  a  minimum  of  56,000  pounds,  shipped  during  the  period 
from  May,  1917,  to  June,  1919,  from  Elmira,  N.  Y.,  to  Charlotte, 
N.  T.,  Youngstown  and  Middletown,  Ohio,  and  Johnstown,  Saxton, 
and  Brackenridge,  Pa.,  were  unreasonable,  unjustly  discriminatory, 
and  unduly  prejudicial  to  the  extent  that  they  exceeded  those  based 
on  a  minimum  of  44,800  pounds.  The  prayer  is  for  reparation  and 
the  establishment  of  a  reasonable  minimum  for  the  future. 

Steel  turnings  are  thin  shavings  of  steel  produced  by  lathes  in 
milling  operations  and  are  used  for  remelting  purposes.  The  ship- 
ments moved  in  open  cars  of  various  designs  with  level  full  capaci- 
ties ranging  from  637  cubic  feet  to  1,693  cubic  fiet.  The  weight  of 
the  shipments  ranged  from  31,800  pounds  to  56,000  pounds;  the  aver- 
age weight  was  53,000  pounds  on  53  shipments,  44,800  pounds  on  53 
shipments,  and  37,400  pounds  on  the  remaining  19  shipments ;  and  the 
general  average  of  those  cars  was  about  47,100  pounds. 
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Defendants  state  that  during  the  period  the  shipments  in  oonbo- 
versy  moved,  complainant  made  216  other  shipments  of  tumings 
from  Ehnira,  all  but  10  of  which  were  loaded  to  or  in  excess  of 
56,000  pounds.  The  average  loading  of  these  216  cars  was  about 
63,470  pounds  and  of  the  341  shipments  57,491  pounds.  A  number 
of  the  216  shipments  referred  to  were  loaded  in  excess  of  70fi00 
pounds  in  cars  of  the  same  cubic  capacity  as  many  of  the  cars  in 
controversy,  and  four  shipments  weighed  over  80,000  pounds  eacL 
The  average  capacity  of  all  of  the  cars  used  by  complainant  during  the 
period  in  question  was  1,325.2  cubic  feet.  One  car  with  a  capacity 
of  1,373  cubic  feet  contained  61,500  pounds,  while  another  car  of  tin 
same  capacity  contained  43,900  pounds.  Defendants  show  by  refer- 
ence to  actual  shipments  that  turnings  load  in  excess  of  the  minimam 
between  many  points  in  Pennsylvania  and  New  York.  CSompIainant 
contends  that  it  was  physically  impossible  to  load  the  cars  famisbed 
to  the  prescribed  minimum ;  and  that  85  per  cent  of  the  cars  were 
loaded  to  the  full  visible  capacity.  Its  witness  had  no  personal 
knowledge  that  the  cars  were  actuaUy  loaded  to  the  full  visible 
capacity. 

The  shipper  requested  the  originating  carrier  to  furnish  large, 
high-sided,  low,  hopper-bottomed  gondola  cars.  Many  of  the  ship- 
ments moved  when  the  character  of  equipment  reques^;ed  was  being 
utilized  to  the  fullest  possible  extent  for  the  transportation  of  ooal 
to  fill  one  of  the  greatest  national  emergencies.  Complainant  refused 
to  accept  box  cars,  while  other  shippers  were  building  up  the  sides 
of  such  open  cars  as  could  be  withdrawn  from  the  coal  trade,  so  as 
to  load  as  nearly  as  possible  to  the  carrying  capacity,  and  others 
had  materially  exceeded  the  minimum  prescribed,  while  the  shipper 
at  Elmira  was  not  in  all  instances  even  loading  its  cars  level  full. 

Admitting  that  it  was  impossible  to  load  the  minimtun  in  a  few 
of  the  cars  used,  it  does  not  necessarily  follow  that  the  minimum 
was  unreasonable.  Montague  <&  Co.  v.  -4.,  T,  <&  S.  F,  Ry.  Co.^  17 
I.  C.  C,  72.  In  MfiLougUin  v.  T.  <&  P.  Ry.  Co.,  26  I.  C.  C,  307, 
we  considered  a  minimtun  applicable  regardless  of  the  size  of  the 
car  for  a  commodity  which  varies  in  density  and  held  that  the 
straight  minimum  was  not  unreasonable.  The  test  is:  What  can 
ordinarily  be  done? 

It  is  asserted  in  behalf  of  complainant  that  in  the  sale  of  steel 
turnings  in  Elmira  it  comes  in  competition  with  turnings  produced 
at  Chicago,  also  Toledo  and  Cleveland,  Ohio,  and  other  manufac- 
turing points  in  central  freight  association  territory,  from  which  the 
minimum  is  44,800  pounds,  and  that  the  maintenance  by  defendants 
of  a  lower  minimum  of  turnings  from  these  competing  points  sub- 
jects complainant  to  undue  prejudice  and  disadvantage  in  marketing 
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its  turnings  from  Elmira.  Complainant  also  states  that  steel  turn- 
ing compete  with  scrap  iron  and  scrap  steel,  which  move  from 
Slmira  and  other  points  at  a  minimum  of  44,800  pounds  in  practi- 
cally all  instances  at  the  same  rates  that  apply  on  turnings. 

The  fact  that  one  point  has  a  higher  minimum  than  another  does 
not  of  itself  constitute  undue  preference  within  the  meaning  of  the 
act.    TtUsa  Traffic  Asso.y.  A^  T.  <6  S.  F.  By.  Co.,  40  !•  C.  C,  ft 

The  minimum  of  56,000  pounds  on  steel  turnings  has  been  in  effect 
since  January,  1908,  and  applies  between  substantially  all  points 
east  of  Buffalo,  N:  Y.,  and  Pittsburgh,  Pa.,  and  although  a  lower 
miriimnm  applies  between  points  in  central  freight  association  terri- 
tory, it  is  stated  that  the  actual  loading  there  generally  exceeds  the 
minimum. 

In  justification  of  a  lower  minimum  on  scrap  iron  and  steel  than 
on  turnings,  defendants  state  that  substantially  all  turnings  origi- 
nate at  large  manufacturing  plants  where  their  production  is  regu- 
lar and  in  substantial  quantities,  while  scrap  iron  and  steel  may 
originate  at  any  point,  including  small  country  stations,  where  the 
supply  is  generally  restricted  and  the  minimum  is  made  low  to' en- 
courage the  movement;  and  that  the  actual  loading  of  scrap  in  most 
instances  is  materially  in  excess  of  the  minimum. 

We  find  that  the  minimum  complained  of  is  not  unreasonable  or 

otherwise  unlawful    The.  complaint  will  be  dismissed. 
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No.  11322. 
EARL  C.  ANTHONY,  INCORPORATED, 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  MICHIGAN  CENTRAL 

RAILROAD  COMPANY,  ET  AL. 


Submitted  January  S,  1921.    Decided  March  26,  1921. 


Bates  charged  on  a  mixed  carload  of  freight  and  passenger  automobile  chatwlt 
parts  from  Detroit,  Mich.,  to  San  Francisco,  Calit,  found  applicable  and 
not  unreasonable  but  found  unjustly  discriminatory  and  unduly  prejudicial. 
Nondiscriminatory  rate  prescribed  for  the  future.    Beparation  denied. 

Charles  Clifford  for  complainant 

O.  H.  Baker  and  E.  W.  Camp  for  defendants. 

Report  of  the  Commission. 

Division  3,  Cohhissionbius  Haix,  Aitchxson,  and  Eastmak. 

By  Division  3 : 

No  exceptions  to  the  examiner^s  proposed  report  were  filed. 

Complainant  is  a  corporation  engaged  in  the  distribution  and  sale 
of  automobiles  and  automobile  parts  at  San  Francisco,  Calif.  By 
complaint  filed  March  13, 1920,  as  amended,  it  alleges  that  the  rates 
charged  on  a  carload  of  parts  of  self-propelling  vehicles  shipped 
June  26,  1918,  from  Detroit,  Mich.,  to  San  Francisco,  were  unjust, 
unreasonable,  unjustly  discriminatory,  and  unduly  prejudicial.  We 
are  asked  to  prescribe  a  reasonable  rate  for  the  future  and  to  award 
reparation.  Rates  will  be  stated  in  amounts  per  100  pounds  and  do 
not  include  the  increases  authorized  in  Increased  Rates,  1920,  58 
I.  C.  C,  220. 

The  shipment  weighed  14,450  pounds  and  consisted  of  various  parts 
used  in  the  construction  of  the  chassis  of  freight  and  passenger  auto- 
mobiles. It  moved  over  defendant  carriers'  lines  and  freight  charges 
were  collected  in  the  sum  of  $558.91,  at  a  carload  commodity  rate  of 
$3,875,  minimum  9,100  pounds,  as  provided  by  rule  6-B,  western 
classification,  on  8,875  pounds;  a  second-class  less-than-carload  rate 
of  $3.79  on  4,791  pounds  of  iron  and  steel  parts ;  and  a  less-than-car- 
load  commodity  rate  of  $8.15  on  784  pounds  of  springs.  The  car- 
load rate  applied  to  straight  or  mixed  carloads  of  passenger  auto- 

eii.o.a 


AKTHONY  V.  DIRECTOE  QE17ERAL.  867 

mobile  parts  and  mixed  carloads  of  freight  and  passenger  automobile 


CTomplainant  urges  that  the  rate  applicable  to  the  shipment  was  a 
oommodity  rate  of  $S.25,  provided  in  defendants'  tariff  for  self- 
propelling  vehicles  and  parts  thereof  as  follows: 

Chassis  for  self-propelling  freight  vehicles,  N.  O.  S., 

Tractors,  vehicle  (Driving  Attachments  for  yehides  or  fire  apparatus), 

Vehicles,  self-propelUng,   freight,   N.   O.   8.    (not  Including  delivery 

wagons  with  closed  tops). 
Note  1. — Not  subject  to  Rule  5  of  tariff  (and  as  amended). 
Note  2. — Rates  named  will  also  apply  on  shipments  of  extra  parts 
(finished  or  unfinished)  of  articles  named  in  tliis  item,  except  extra 
Cyclometers,  Headlights,  Horns,  Lamps,  Pneumatic  Tires,  Search- 
lights, l^;>eedometer8  and  Wind  Shields. 

Obviously  the  rate  covered  by  this  item  description  was  inapplicable 
as  it  applied  only  to  freight  vehicles  and  parts  thereof,  whereas 
complainant's  shipment  included  parts  of  both  freight  and  passenger 
vehicles.    The  rates  charged  were  applicable. 

Complainant  contends  that  a  lower  rate  on  freight  chassis  parts 
than  on  passenger  chassis  parts  is  unjustly  discriminatory  to  ship- 
pers of  mixed  carloads  of  passenger  and  freight  chassis  parts  be- 
cause the  distinction  is  predicated  upon  the  respective  uses  of  the 
two  classes  of  articles.    In  support  of  this  contention  evidence  was 
introduced  showing  that  the  principal  chassis  parts  of  Packard 
freight  and  passenger  automobiles,  including  motor,  clutch,  trans- 
mission, and  differential,  are  substantially  similar  in  construction  and 
appearance  and  are  interchangeable  in  use;  that  with  the  exception 
of  body  construction  every  part  of  the  Reo  passenger  vehicle  is 
identical  with  corresponding  parts  of  the  same  make  of  freight 
vehicle;  and  that  this  similarity  and  interchangeability  between 
freight  and  passenger  parts  exists  in  substantially  all  makes  of  auto- 
mobiles; that  these  common  characteristics  make  it  impracticable  for 
defendants  to  distinguish  many  parts  of  freight  automobiles  from 
corresponding  parts  of  passenger  automobiles. 

Complainant  further  urges  that  the  existing  rates  enable  exclusive 
shippers  of  freight  parts  to  secure  transportation  at  lower  cost  than 
those  whose  business  is  in  both  freight  and  passenger  parts,  which 
must  be  shipped  together.  It  refers  to  the  fact  that  consolidated 
freight  classification  No.  1  names  ratings  on  automobile  chassis,  set 
up  or  knocked  down,  which  apply  to  parts  of  both  freight  and  pass- 
enger vehicles  without  distinction. 

Defendants  admit  that  the  transportation  characteristics  of  freight 
and  passenger  automobile  chassis  parts  are  substantially  similar  and 
agree  that  there  is  no  sound  reason  for  a  distinction  in  rates  as 
between  them. 
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Chassis  parts  of  passenger  and  freight  automobiles  are  a  like  kind 
of  traffic  within  the  meaning  of  that  term  as  employed  in  sec^on 
2  of  the  act,  and  their  transportation  characteristics  are  practically 
identicaL  The  only  substantial  difference  between  the  two  classes  of 
parts  is  the  use  to  which  they  are  put.  Bates  may  not  be  predicated 
upon  the  proposed  use  of  commodities  transported.  Int.  Com^  Comm. 
V.  BaU.i&  Ohio  R.  R.,  226  U.  S.,  826. 

No  evidence  was  offered  to  show  that  the  rates  under  attack  were 
unreasonable. 

We  find  that  the  rates  charged  and  assailed  were  applicable  and 
not  unreasonable,  but  that  they  were,  are,  and  for  the  future  will 
be,  imjustly  discriminatory  and  unduly  prejudicial  to  .the  extent 
that  they  exceeded  or  may  exceed  the  rate  cont^nporaneously  ap- 
plicable on  freight  automobile  chassis  parts  from  and  to  the  same 
points.  The  record  does  not  afford  a  basis  for  a  finding  that  com- 
plainant has  been  damaged  by  reason  of  the  unjust  discrimination 
and  undue  prejudice  found  to  have  existed. 

An  appropriate  order  will  be  entered. 
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JNo.  10248. 
CLIMAX  MOLYBDENUM  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  ANN  ARBOR  RAILROAD 

COMPANY,  ET  AL. 


BulmUtted  June  6,  1919,    Decided  March  29,  1921. 


Bates  assessed  on  complainant's  shipments  of  molybdenum,  in  carloads,  from 
Olimax,  Ck>lo.,  to  destinations  on  and  east  of  the  Missouri  River  via  Denver, 
C}olo.,  found  legally  applicable  and  not  unreasonable,  unduly  prejudicial,  or 
unlawful  under  section  20  of  the  interstate  commerce  act  Complaint 
dismissed. 

Clifford  Thame  for  complainant. 

E.  E.  Whitted  and  Joh/n  Q.  Dier  for  Colorado  &  Southern  Railway 
Company. 

James  L,  Coleman  and  Z>.  L.  Meyers  for  Director  General. 

Report  of  the  Commibsiok. 

Bt  the  Commission  : 

Complainant,  a  corporation  engaged  in  producing  molybdenum  at 
Climax,  Colo.,  alleges  by  complaint  filed  September  3, 1918,  that  the 
combination  through  rates  charged  for  the  transportation  of  molyb- 
denum, in  carloads,  from  Climax  via  Denver,  Colo.,  to  destinations 
on  and  east  of  the  Missouri  River  were  and  are  unreasonable,  unduly 
prejudicial,  and  otherwise  illegial,  and  that  the  failure  of  defendants 
to  establish  rat^  on  this  commodity,  for  the  movement  from  Climax 
to  Denver,  depend^it  upon  dedar^  or  rdeased  values,  is  unreason^ 
able  and  subjects  omiplainant  to  undue  prejudice.  Appropriate. re- 
lief for  the  future  is  adked.  At  the  hearing  the  complaint  was 
amended  by  the  addition  of  an  allegation  that  the  rates  from  Climax 
to  Driver  were  unlawful  und^  that  portion  of  section  20  of  the 
interstate  commerce  act  known  as  the  second  Cummins  amendment. 
A  prayer  for  reparation  was  also  added  but  subsequently  abandoned. 
Unless  otherwise  indicated,  rates  will  be  stated  in  cents  per  100 
pounds. 

Molybdenmn,  a  concentrate  of  molybdenite  ore,  resembling  pow- 
dered graphite  in  appearance,  is  used  as  a  basic  alloy  in  steel  to  in- 
crease its  strength  and  tensile  qualities,  competing  principally  with 
tungsten  and  vanadimn.  It  is  shipped  in  double  sacks  in  box  cars. 
Its  market  value  is  about  $1,260  per  net  ton. 
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Complainant  was  incorporated  in  February,  1918.  At  the  time 
of  the  hearing  its  mine  and  concentrating  mill  at  Climax  had  tempo- 
rarily suspended  operations  because  of  adverse  market  conditions. 
In  1918  it  shipped  about  676  tons,  principally  to  Pittsburgh,  Pa., 
and  New  York  and  Niagara  Falls,  N.  T. 

Climax,  137  miles  west  of  Denver  and  14  miles  east  of  Leadville, 
Colo.,  is  a'nonagency  station  on  a  narrow-gauge  line  of  the  Colorado 
&  Southern  Railway,  hereinafter  referred  to  f^  defendant.  Ship- 
ments originating  on  this  line  are  transferred  to  standard-gauge  cars 
at  Denver  for.  through  movements,  Uie  lading  of  two  narrow-gauge 
cars  being  equivalent  to  one  standard-gauge  carload.  There  are  no 
joint  rates  on  ore  from  Climax  to  the  ultimate  destinations  to  which 
complainant  ships.  The  through  rates  are  constructed  by  combining 
the  rates  to  and  from  Denver  and  Omaha,  Nebr.,  a  representative 
Missouri  Biver  point.  Only  the  component  covering  the  movement 
from  Climax  to  Denver  is  directly  involved  in  this  proceeding.  De- 
fendant's tariffs  contained  the  following  provisions  and  rates  appli- 
cable to  carload  shipments  of  ores  and  concentrates  from  Climax  to 
Denver: 

Item  No.  5170 :  Ore  and  Concentrates,  actual  gross  valne  not  exceeding 
$12  per  net  ton,  carloads,  minimum  weight  ^,000  pounds.  (See  Item 
No.  535) 14  cents 

Item  No.  5175 :  Ore  and  Concentrates,  actual  gross  value  exceeding  $12 
but  not  exceeding  $100  per  net  ton,  carloads,  minimum  wetgbt  24,000 
pounds ^-*.- 19  cents 

Item  No.  5180 :  Ore  and  Concentrates,  actual  gross  value  exceeding  $100 
per  net  ton,  carloads,  minimum  weight  24,000  pounds 25  cents 

A  rate  of  17  cents,  minimum  40,000  pounds^  is  maintained  by  the 
principal  lines  on  shipments  made  under  a  declared  valuation  of 
$100  or  less  per  net  ton,  and  so  receipted  for,  from  Denver  to 
Omaha,  688  miles.  From  Omaha  to  New  York,  a  representative 
destination,  1,394  miles,  the  rate  is  29  cents,  minimum  50,000  pounds, 
with  no  limitation  as  to  value*  The  combination  through  rate  from 
Climax  to  New  York,  2,069  miles,  is  71  cents. 

The  issues  presented  for  our  det^mination  are  (1)  tiie  applica- 
bility under  section  6  of  the  interstate  commerce  act  of  the  rates 
charged;  (2)  the  legality  of  the  rate  from  Climax  to  Denver  under 
the  second  Cummins  amendment;  (&)  the  charact^  of  this  rate, 
whether  unreasonable  or  unduly  prejudicial;  (4)  tiie  reasonableness 
of  requiring  defendant  to  establish  rates  from  Climax  to  Denver 
on  complainant's  shipments  of  this  commodity  depen<knt  upon  the 
value  declared  in  writing  by  the  shipper  or  agreed  upon  in  writing 
as  the  released  value  of  the  property.  They  will  be  discussed  in  the 
order  stated. 


CUMAX  MOLTBDEKUM  00.  17. 'DIRECTOR  GENERAL.  871 

The  tariff  publishing  the  rate  from  Climax  to  Denver  contained 
the  following  provision  under  the  caption  ^^  Assessment  of  Charges 
on  Shipments  of  Ore  and  Concentrates  "  (item  No.  535) : 

Shipments  will  be  way-billed  at  the  rate  applying  on  ore  valued  at  $100 
per  ton  of  2,000  pounds.  If  consignee  or  his  agent  shall,  after  receipt  of  ship- 
ment at  destination,  deliver  to  the  agent  of  the  carrier  at  that  point  a  certifi- 
cate of  a  sampler  or  smelting  company  showing  that  the  valuation  of  the  ore 
(without  deductions  for  freight,  sampling,  smelting  or  other  charges),  is 
such  as  to  entitle  it  to  the  lower  rates  named  in  the  Tariff  or  as  amended,  the 
billing  and  charges  will  be  corrected  accordingly. 

Complainant  contends  that  under  the  foregoing  provision  its  ship- 
ments should  have  been  billed  and  charges  collected  at  the  19-cent 
rate  applicable  on  ore  and  concentrates  ranging  in  value  from  $12 
to  $100  per  ton.    Its  traffic  manager  testifies  that,  notwithstanding 
its  requests  to  be  accorded  this  rate,  defendant  refused  to  accept 
complainant's  shipments  unless  the  bills  of  lading  bore  the  notation, 
^  Value  over  $100  per  net  ton,"  and  assessed  charges  accordingly 
under  the  25-cent  rate.    Defendant  points  out  that  item  Na  5170 
bore  reference  to  item  No.  585,  while  items  Nos.  5175  and  5180  did 
not,  and  explains  that  item  No.  535  was  incorporated  in  its  tariff 
at  a  time  wh^x  no  ore  worth  more  than  $100  per  ton  was  being 
shipped,  and  was  intended  to  enable  shippers  whose  ore  is  worth  $12 
or  less  per  ton  to  obtain  the  lower  rate.    To  adopt  the  construction 
contended  for  by  complainant  would  defeat  the  clear  intent  of  the 
tariff,  as  evidenced  by  the  specific  language  of  item  No.  5180,  to  the 
effect  that  the  25-cent  rate  applies  to  shipments  of  ore  and  concen- 
trates having  an  actual  gross  value  in  excess  of  $100  per  net  ton. 
We  find  that  the  25-cent  rate  collected  was  legally  applicable  on 
complainant's  diipments. 

In  the  case  at  bar  the  evidence  shows  that  defendant's  general 
freight  agent  had  sufficient  knowledge  as  to  the  true  value  of  com- 
plainant's product  to  require  the  notation  '^  Value  over  $100  per  ni:.t 
ton"  to  be  placed  on  the  bills  of  lading  to  prevent  misdescription. 
This  was  in  no  sense  ^^  the  value  declared  in  writing  by  the  shipper 
or  agreed  upon  in  writing  as  the  released  value  of  the  property  *' 
within  the  purview  of  the  second  Cummins  amendment.  Billing  so 
indorsed  does  not  limit  the  shipper's  recovery  of  the  full  actual 
value  whatever  it  might  be. 

If  defendant  desires  to  carry  rates  on  ore  based  upon  declared  or 
released  values  it  should  seek  approval  of  rules  that  will  clearly 
effect  the  purpose  and  be  free  from  question  as  to  conformity  with 
the  Cummins  amendment.  It  might  well  also  provide  a  specific  rate 
on  the  molybdenite  ore  or  concentrates. 
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In  support  of  its  allegation  of  unreasonableness  complainant  cchd- 
pares  the  rate  from  Climax  to  Denver  with  the  combination  rate  to 
New  York  and  the  other  factors  thereof  in  the  following  statement: 


From— 


CUmaXyColQ.. 
Denyer,  Colo. , 
Omaha,  Nebr. 
Climax,  Colo., 


iy>- 


Denver,  Colo 

Omaha,  Nebr 

New  York,  N.  Y, 
.,...do 


Dis- 
tances. 


187 

538 

1,394 

2,009 


125 
■17 

71 


auft 

4.2 
iL9 


1  Aetnal  noss  value  escoeeding  1100  per  net  ton. 
>  Declared  valuation  of  $100  or  less  per  net  ton. 
*  No  lestriotioo  as  to  vahie. 

It  will  be  observed  that  the  ton-mile  revenue  for  the  entire  move- 
ment, as  well  as  for  the  portion  east  of  Denver,  is  exceedingly  low  in 
comparison  with  that  under  the  rate  from  Climax  to  Denver,  and 
from  this  fact  complainant  argues  that  the  latter  is  out  of  line  with 
the  other  components.  In  this  connection,  however,  it  must  be  borne 
in  mind  that  the  movement  to  Denver  is  over  a  narrow-gauge  line, 
on  which  the  grades  are  shown  to  be  heavy. 

Complainant  also  contrasts  the  25-cent  rate  from  Climax  to  Denver 
with  other  rates  on  ore  and  concentrates  in  the  same  general  terri- 
tory, among  which  are  the  following : 


From— 


G]imax,Colo 

Coalmont.  Colo . . . . . 
Bachita,N.  Hex... 
Demlng, N.  Mex.., 
Hassayampa,  Aris. . 

Elton,  Mont 

Carney,  Mont 

&Uida,Colo 

Douglas,  Aris 

Sand  Point,  Idaho.. 


To— 


Den  ver,  CoUv . . . .  4 . . 

Laramie,  Wyo 

El  Paso,  Tex. j. 

do 

Hayden,  Aris 

Butte,  Mont 

do......,.,..,.. 

Denver,  Colo 

El  Paso,  Tex 

East  Helena,  Mont. . 


Values  per  net  ton. 


Over  $100 

Released  to  $100. 
Not  over  UOO... 
Not  over  $125... 
Not  over  $100... 

Over  $100 

.....do 

Not  over $100... 

.....do 

....do 


Dis- 
taooes. 

Rates. 

Mffet. 

Centt. 

137 

25 

111 

15.5 

U9 

15.5 

120 

12.5 

183 

17 

134 

13 

145 

15 

215 

18.75 

217 

25 

311 

20.5 

• 

Ton-mill 


JfOZt. 
30w5 

27.9 
20.1 

las 

2^6 
19.4 
20.7 
17.44 


13.2 


The  rates  cited  in  the  foregoing  table,  except  those  from  Coalmont 
and  Hassayampa,  apply  over  standard-gauge  main  lines.  Their 
probative  value  is  impaired  by  the  absence  of  any  showing  of  appre- 
ciable movements  thereunder  or  of  similarity  of  transportation  con- 
ditions. Other  exhibits  filed  by  complainants  include  comparisons 
of  earnings  under  the  25-cent  rate  with  those  on  all  freight  hauled  by 
defendant,  showing  the  ton-mile  earnings  on  molybdenum  to  be 
about  three  times  those  representing  the  average  on  all  traffic  and 
the  car-mile  earnings  to  be  a  little  less  than  double  the  average  on 
all  freight  carried  by  defendant.  These  ratios  do  not  appear  ex- 
cessive, however,  in  view  of  the  extraordinarily  high  value  of  molyb- 
denum. 
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Complainant's  principal  competitor  is  located  at  Empire,  Colo.,  a 
station  on  the  Denver-Silver  Plume  narrow-gauge  branch  of  de- 
fendant's line  between  Lawson  and  Georgetown,  Colo.,  45.6  miles 
from  I>enyer.  A  rate  of  17  cents  applies  on  ore  and  concentrates 
valued  at  over  $30  but  not  exceeding  $100  per  net  ton  from  Empire 
to  Denver.  The  current  rate  on  ore  and  concentrates,  having  an 
actual  value  of  $1,250  per  net  ton,  from  Empire  to  Denver  is  $14.90 
per  net  ton,  compared  with  $5  per  net  ton  from  Climax  to  Denver. 
It  is  apparent,  therefore,  that  complainant  is  not  subjected  to  any 
disadvantage. 

Complainant  bases  its  prayer  for  the  establishment  of  rates  de- 
pendent upon  declared  or  released  values  largely  on  the  fact  that 
no  greater  service  is  required  of  defendant  in  the  transportation  of 
ore  worth  $1,260  per  ton  than  in  that  of  ore  valued  at  $100  or  less. 
It  also  urges  that  the  risk  of  loss  or  damage  through  pilferage  or 
other  cause  is  remote  and  states  that  it  is  willing  to  carry  its  own  in- 
surance for  the  value  of  its  shipments  in  excess  of  $100  per  ton.    In 
stressing  the  cost  of  service  and  risk  assumed,  both  of  which  are  im- 
portant considerations  in  rate  making,  complainant  ignores  another 
consideration  equally  important,  namely,  the  value  of  the  service, 
Nor.  Pac.  Ry.  v.  North  Dakota,  236  U.  S.,  585,  599 ;  Coke  Producers 
As80.  of  ConneUsvUle  v.  B.  <&  O.  R,  R.  Co.,  27  I.  C.  C,  125, 132;  SUk 
Association  of  America  v.  P.  R.  R.  Co.,  44 1.  C.  C,  578,  580. 

Upon  the  facts  of  record  we  are  of  opinion  and  find  that  the  rates 
assailed  were  legally  applicable  to  the  shipments  which  moved  there- 
under and  that  they  were  not  and  are  not  unr<*asonable  or  unduly 
prejudicial.  We  further  find  that  it  would  not  be  just  and  reasonable 
under  the  circumstances  and  conditions  surrounding  the  transporta- 
tion of  complainant's  shipments  to  require  the  Colorado  &  Southern 
to  establish  and  maintain  rates  thereon  dependent  upon  and  vary- 
ing with  declared  or  agreed  values.  The  complaint  will  therefore  be 
dismissed. 

Commissioner  Esch  did  not  participate  in  the  disposition  of  this 
case. 
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Investigation  and  Suspension  Docket  No.  1266. 
SMELTEK  PRODUCTS  FKOM  NEVADA  AND  UTAH. 


Submitted  ApHl  1, 1921,    Decided  AprU  15,  1921. 


Prox)osed  rates  on  unrefined  copper  from  Garfield  Smelter  and  Intemational, 
Utah,  and  McGill,  Nev.,  to  San  Francisco  and  Oakland,  Calif.,  found  Justi- 
fied.   Order  of  suspension  vacated  and  proceeding  discontinued. 

Jame&  S.  Moore^  jr.,  and  Lester  J.  Hinsdale  for  Western  Pacific 
Bailroad  Company;  and  A?.  G.  Lucas,  A.  C.  Ellis,  jr.,  and  Dickson^ 
Ellis  <&  Adamson  for  Bingham  &  Garfield  Railway  Company  and 
Nevada  Northern  Railway  Company. 

Bagley,  Fabian,  Clendenin  cfe  Jvdd  for  American  Smelting  &  Re- 
fining Company;  H.  W.  Prickett  for  Utah  Chapter  of  American 
Mining  Congress  and  Chamber  of  Commerce  and  Commercial  Club 
of  Salt  Lake  City ;  and  Frank  Lyon  for  Luckenbach  Steamship  Com- 
pany. 

Report  of  the  Commission. 

Division  1,  Commissioners  McChord,  Meyer,  ANn  Attchison. 

AiTOHisoN,  Commissioner: 

By  schedules  filed  to  become  effective  December  30,  1920,  The 
Western  Pacific  Railroad  Company  and  certain  short-line  connec- 
tions propose  to  establish  to  San  Francisco  and  Oakland,  Calif.,  joint 
carload  rates  on  copper,  viz,  anodes,  bar,  blister,  bullion,  cakes,  cath- 
ode, ingots,  matte,  pig,  residue  (residue  of  slag  from  copper  ore), 
slabs,  smelted  sulphate,  hereinafter  collectively  referred  to  as  copper 
bullion,  as  follows :  From  Garfield  Smelter  and  International,  Utah, 
32.5  cents  per  100  pounds,  or  $6.60  per  ton,  and  from  McGill,  Nev., 
38  cents  per  100  pounds,  or  $7.60  per  ton.  The  operation  of  these 
rates,  which  represent  substantial  reductions  from  the  present  rates, 
was  suspended  until  April  29,  1921,  upon  our  own  motion  pending 
an  investigation  into  their  lawfulness.  Rates  will  be  stated  in  this 
report  in  amounts  per  net  ton  of  2,000  pounds. 

The  present  rates  between  the  points  named  are  on  a  class  basis. 
Practically  all  of  the  commodities  named  are  rated  fourth  class  in 
the  current  western  classification  and  take  rates  of  $33.80,  $31,  and 
$51.90  from  Garfield  Smelter,  International,  and  McGill,  respec- 
tively. Copper  matte  is  rated  class  A  and  takes  the  class-A  rate  of 
$44.70  from  McGill,  but  by  exceptions  to  the  classification  takes 
ratings  dependent  upon  value  from  Garfield  Smelter  and  Interna- 
tional.   These  ratings  and  the  appropriate  rates  from  the  two  last- 
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named  i)oints,  so  far  as  they  are  of  interest  in  this  proceeding,  are  as 


Vahie  artr  $100,  not  orer  1200 
Valoa  armr  $200,  not  over  1300 
Vslne  over  $300,  not  orer  $600 


Clasa. 


B 
A 

4 


From 
Oarfleld 
Smeltff. 


121.90 
28.00 
83.80 


From 

Inter* 

national. 


tlO.65 
2S.16 
8L00 


Copper  bullion  from  the  smelters  at  the  named  points  of  origin  is 
shipped  to  New  York  or  Baltimore  to  be  there  refined.    The  present 
all-rail  rate  to  New  York  is  $22  from  all  three  points  of  origin.    To 
Baltimore  the  all-rail  rate  from  McGill  is  $21.20,  and  from  Garfield 
Smelter  and  International  is  $21.40.    The  record  indicates  that  there 
has  not  heretofore  been  and  is  not  now  any  movement  to  those  re- 
fining points  via  the  California  ports  in  connection  with  coast-to- 
coast  water  lines.    The  object  of  establishing  the  proposed  rate  is 
to  form  an  available  route  in  connection  with  water  carriers  operat- 
ing through  the  Panama  Canal.    Representatives  of  the  smelting 
companies  and  commercial  organizations  appeared  at  the  hearing  in 
support  of  the  proposed  rates.    No  one  has  appeared  in  opposition 
thereto,  or  has  voiced  any  protest  in  the  record. 

Garfield  Smelter  is  situated  on  the  Bingham  &  Garfield  Railway, 
about  8  miles  south  of  the  junction  of  that  line  with  the  Western 
Pacific  at  Garfield,  Utah.    The  latter  point  is  15  miles  west  of  Salt 
Lake  City,  Utah,  and  913  miles  east  of  San  Francisco.    Hereinafter 
the  term  Garfield  will  refer  to  Garfield  Smelter  rather  than  Garfield 
proper  unless  otherwise  indicated.    International  is  located  on  the 
Tooele  Valley  Railway,  7  miles  east  of  Warner,  Utah,  the  terminus 
of  a  short  branch  of  the  Western  Pacific  that  joins  the  main  line 
at  Burmester,  Utah.    McGill  is  situated  on  the  Nevada  Northern 
Railway,  113  miles  south  of  Shafter,  Nev.,  the  junction  with  the 
Western  Pacific.    The  distances  to  San  Francisco  from  Garfield, 
International,  and  McGill  via  the  several  routes  over  which  the 
proposed  rates  apply  are  916,  919,  and  878  miles,  respectively,  and 
to  Oakland  6.6  miles  less  in  each  case.    Garfield  is  the  principal  pro- 
ducing point.    International  is  relatively  near  Garfield  and  is  sub- 
stantially similarly  situated.    For  simplicity  we  shall  treat  only  of 
the  rates  to  San  Francisco  from  Garfield  and  McGill. 

Respondents  showed  that  the  Western  Pacific  is  well  constructed 
for  handling  tonnage  economically.  It  is  longer  than  the  line  of  the 
Southern  Pacific  from  Ogden  to  San  Francisco  by  145  miles  but  its 
grades,  which  are  compensated  with  respect  to  curvature,  have  a 
mairimum  of  only  1  per  cent.  Operating  and  traffic  conditions  on 
the  Western  Pacific  are  such  that  bullion  moving  under  the  proposed 
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rate  could  be  bandied  by  it  in  through  California  trains  from  Salt 
Lake,  at  little  additional  expense.  The  interchange  arrangeoieiitB 
with  the  short  lines  are  simple,  and  the  trains  pass  through  no  termi- 
nals comparable  to  those  through  which  bullion  moving  eastward 
via  the  all-rail  lines  must  pass.  It  appears  from  the  record  that  the 
normal  empty  box-car  movement  on  the  Western  Pacific  is  west- 
bound, and  that  ordinarily  the  bullion  would  be  moved  in  cars  that 
otherwise  would  be  hauled  empty  to  California. 

Copper  bullion  is  desirable  traffic  as  it  moves  throughout  the  year, 
loads  heavily,  can  be  carried  in  any  box  car  capable  of  being  locked, 
does  not  impair  the  availability  of  the  equipment  for  return  loads  of 
other  traffic,  and  despite  its  considerable  value  is  practically  free 
from  loss-and-damage  claims.  The  average  annual  production  of 
bullion  at  Garfield  for  the  last  decade  was  about  70,000  tons.  It  is 
probable  that  the  annual  production  at  McGiU  in  normal  times  would 
be  a  little  less  than  half  that  of  Garfield. 

Based  upon  the  minimum  of  80,000  pounds,  the  proposed  rates 
from  Garfield  and  McGill  to  San  Francisco  yield  gross  ton-mile 
and  car-mile  earnings  of  7.1  mills  and  28,4  cents,  and  8.7  mills  and 
34.6  cents,  respectively.  Eliminating  certain  switching  absorptions 
made  at  the  ports  and  a  state  toll  of  5  cents  per  ton  levied  on  San 
Francisco  shipments,  the  net  earnings,  respectively,  would  be  6.95 
mills  and  27.8  cents,  and  8.52  mills  and  34  cents.  Based  on  the 
same  minimum  the  net  rates  would  produce  car  earnings  of  $254.80 
on  shipments  from  Garfield  and  $304  on  those  from  McGill  for  a 
minimum  load.  From  exhibits  of  record  it  appears  that  the  average 
ton-mile  revenue  on  all  traffic  of  the  Western  Pacific  is  a  little  below 
that  of  all  class-1  railroads,  but  that  the  average  haul  per  revenue- 
ton  is  about  three  times  as  great.  The  ton-mile  earnings  under  the 
suspended  rate  would  be  somewhat  less  than  on  all  traffic  on  the 
Western  Pacific,  but  the  haul  would  be  approximately  80  per  cent 
greater  than  the  average  on  all  traffic.  During  the  last  10  months 
of  1920  the  loaded  car-miles  on  the  Western  Pacific  were  about  63 
per  cent  of  the  loaded  and  empty  car-miles.  The  freight  revenue  per 
loaded  and  empty  car-mile  is  stated  to  be  16.21  cents.  On  this  basis 
the  revenue  per  loaded  car-mile  for  the  same  period  was  25.5  cents, 
which  is  less  than  the  car-mile  revenue  under  the  proposed  rate. 

Respondent  Western  Pacific  compared  the  earnings  under  the 
$6.50  rate  with  those  on  coal  and  coke,  live  stock,  and  fruits  and 
vegetables,  of  which  a  large  portion  of  its  traffic  consists.  The  coal 
movement  is  almost  wholly  westbound,  and  as  few  eastbound  loads 
for  the  open-top  cars  are  obtainable,  a  heavy  eastbound  empty  move- 
ment results.  Special  equipment  and  care  in  transportation  are  re- 
quired for  the  live  stock  and  fruits  and  vegetables.  During  1920 
refrigerator  cars  largely  moved  empty  to  the  producing  points  be- 
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cause  of  the  shortage  of  that  class  of  equipment.  Considering  the 
average  hauls,  loadings,  and  relative  expenses  of  transportation, 
the  rates  under  susp^ision  compare  favorably  with  those  on  the 
comxnoditieB  mentioned. 

According  to  an  exhibit  filed  by  the  Western  Pacific  covering  the 
months  March  to  November,  1920,  inclusive,  the  freight  transporta- 
tion expenses  for  that  road  averaged  8.073  mills  per  ton-mile,  while 
the  portion  of  all  operating  expenses  allocated  to  freight  averaged 
6.086  mills.  It  does  not  appear  what  method  of  allocation  as  between 
freight  and  passenger  expenses  was  used. 

The  respondents  assert  that  the  rates  under  suspension  are  fully 
compensatory,  when  the  character  of  the  commodity,  its  volume, 
direction  of  movement,  and  relation  to  other  traffic  are  considered. 

Respondents  compare  the  proposed  rates  with  a  rate  of  $7,875  on 
copper  bullion  from  Anaconda,  Mont.,  to  Seattle,  Wash.,  and  with 
the  $32  all-rail  rate  on  smelter  products  applicable  to  copper  bullion 
from  intermountain  and  Pacific  coast  smelting  points  to  New  York, 
to  show  that  the  suspended  rates  are  not  out  of  line  with  other  rates 
on  smelter  products.  The  following  table  partially  taken  from  ex- 
hibits of  record  illustrates  such  comparisons  and  includes  compari- 
sons of  the  earnings  which  would  be  produced  by  the  present  class 
rates  to  San  Francisco  from  the  named  smelting  points.  It  is  ap- 
parent that  such  class  rates  are  too  high  to  move  bullion  to  the  coast 
ports. 


Pngp9teiT9»m. 


To  Smi  Fimndaoo: 

Prom  Garfldd  Smelter 
VromMeOm 


JYfliinf  mill- 

ToSui  Fraaciiooc 

Vrom  Oarfleld  SmdUr: 
Copper,  except  matte.. 
Copper  matte* 

i)o.»!!*.I""!!!!!'! 

VNmMeGUl: 

Copper,  except  matte.. 

Copper  matt*. 

ToSeattie: 

From  ABaooD<la 

To  New  York: 

From  Oarfldd  Smelter ... . 

FramlfcOtn 

From  Anaconda 

FromT^coma 

FhnSelbQr 


ma- 

tance.1 


iOift. 
016 
878 


916 
fl6 
916 

878 
«78 

838 

2,M7 

2,787 
2,M9 
3,197 
3,419 


QrOM 

rate. 


86.50 
7.60 


33.80 

21.90 
28.00 
33.80 

51.90 
44.70 

7.876 

22.89 
22.00 
22.00 
22.00 
22.00 


Port 

ab^rp- 
tioof. 


lOiH 
.14 


Net 
rate. 


16.36 
7.46 


Revenue  onder  net  rate. 


83.80 
21.90 
28.00 
33.80 

51.90 
44.70 

6.026 

22.00 
22.00 
22.00 
22.00 

aaoo 


Ton- 
mile. 

Gar- 

mile.* 

Mim. 
6.95 
8.62 

Cnrfff. 
27.8 
34 

3&00 

23.91 
3a  68 
36.90 

147.9 

95.6 

122.8 

147.9 

50.10 
6a90 

236.4 
203.6 

7.10 

28.8 

a64 
7.89 
8.63 
6.88 
6.48 

34.6 
3L6 
815 
27.5 
2&7 

Percar.« 


8254.48 
2B6.40 


1,852.00 

876.00 

1,12a  00 

1,352.00 

2,076.00 
1,188.00 

2U.Q0 

88a  00 

88a  00 
88a  00 
88a  00 
88a  00 


'Average,  except  from  McOUl  and  Garfield  to  San  Prandsco. 
'Based  on  80^  pounds  per  car. 
■Value  over  flOO,  oat  not  over  820a 
«VahM  over  8200,  but  not  over  830a 
•Value  over  8300,  bat  not  over  850a 
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The  present  all-rail  rate  of  $22  is  the  rate  of  $16.50  found  not  un- 
reasonable in  Anaconda  Copper  Miming  Co.  v.  Director  General^  57 
I.  C.  C,  723,  and  Phelps  Dodge  Corporation  v.  Director  Generalj  57 
I.  C.  C,  714,  plus  the  increases  authorized  in  Increased  Rates^  1920 j  58 
I.  C.  C,  220.   In  comparison  with  the  $22  rate  the  rate  proposed  ap- 
pears somewhat  low,  but  since  the  decision  of  the  Anaconda  and 
Phelps  Dodge  Cases  conditions  in  the  copper  industry  have  changed 
substantially.    The  value  of  copper  has  fallen  50  per  cent  and  pro- 
duction has  decreased  materially.   It  was  stated  at  the  argument  that 
the  mines  had  ceased  production  and  that  the  smelters  would  cease 
operation  as  soon  as  the  mined  ore  had  been  treated.   Due  to  the  large 
surplus  of  copper  on  the  market  and  its  low  price,  there  is  no  appre- 
ciable movement  of  bullion  to  the  refineries  at  present,  but  a  consider- 
able tonnage  has  acciunulated  at  the  smelters  which  would  apparently 
be  shipped  under  the  proposed  rate  if  established.    At  present  the 
water  rate  from  the  California  ports  to  New  York  and  Baltimore  is 
$8  per  ton.   In  computing  the  through  charges  there  would  also  have 
to  be  added  to  the  rate  to  the  ports,  terminal  costs  and  insurance.    In 
addition  other  indeterminate  charges  would  accrue  on  some,  if  not 
most  of  such  shipments,  such  as  charges  for  extra  handling,  storage, 
maintenance  of  inspection,  loss  from  abrasion  in  handling,  and  inter- 
est charges  during  the  time  in  transit  in  excess  of  the  all-rail  time  of 
transportation.    It  was  estimated  by  witnesses  that  the  average  dif- 
ferential under  the  all-rail  rate  to  be  obtained  under  the  proposed  ar- 
rangement on  shipments  from  the  smelting  points  to  New  York  and 
Baltimore  would  be  about  $3.50.     If  the  movement  from  smelter 
through  refining  point  to  consuming  point  be  considered,  that  differ- 
ential would  in  many  cases  be  greatly  reduced  or  entirely  removed  as 
transit  arrangements  at  the  refining  points  are  in  effect  in  connection 
with  the  all-rail  rates  which  are  not  available  to  shipments  arriving 
by  water.   The  adjustment  of  rates  from  this  western  group  to  points 
of  destination  on  the  Atlantic  seaboard,  and  the  relation  of  those  rates 
to  the  combination  of  westbound  rail  and  eastbound  water  carrier 
rates,  while  interesting,  is  not  controlling  as  to  the  lawfulness  and  pro- 
priety of  the  charges  sought  to  be  established  by  the  Western  Pacific 
from  points  near  its  eastern  end  to  its  terminus  on  the  Pacific  coast 
Though  the  Anaconda  rate  has  been  in  effect  for  a  number  of  years, 
it  appears  to  have  moved  but  a  relatively  small  tonnage  as  compared 
with  that  available  at  the  smelting  points  interested  in  the  proposed 
rate,  and  of  that  tonnage  apparently  much  was  refined  at  Tacoma  and 
used  on  the  Pacific  coast  or  exported. 

Upon  a  consideration  of  the  facts  of  record  we  are  of  opinion  and 
find  that  the  schedules  under  suspension  have  been  justified.  An  order 
will  be  entered  vacating  the  order  of  suspension  and  discontinuing  this 
proceeding. 
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Investigation  and  Sttspbnsion  Docket  No.  1298. 
HANDLING  CHARGES  AT  LOUISIANA  PORTS. 


Submitted  AprU  1, 1921.    Decided  AprU  16, 1921. 


Propoeed  revision  of  charges  for  handling  freight  over  the  piers  at  New  Orleans, 
L«a^  and  points  In  the  New  Orleans  district,  with  certain  excepti<ma,  found 
Justified. 

A.  P.  Humhurg,  W.  S.  Hwton^  R.  V.  Fletcher,  E.  G.  Herbel,  0.  J. 
Bixey,  jr.,  W.  A.  Narthcutt,  T.  J.  Freeman,  and  F.  H,  Wood  for 
respondents. 

Carl  6Hes8ow,  Edgar  Motdton,  Frank  Camahan,  Fayette  B.  Dow, 
and  Willis  Crane  for  protestants.. 

Report  op  the  Commission. 

Division  1,  Commissioners  McChord,  Meter,  and  Attchison. 

Meter,  Commissioner: 

It  is  here  proposed  to  increase  the  charges  for  handling  freight 
over  the  piers  at  New  Orleans,  La.,  and  in  the  New  Orleans  district, 
as  presently  to  be  described.  The  tonnage  affected  consists  of  export^ 
import,  and  coastwise  freight  The  term  ^handling''  as  here  used 
means  the  transferring  of  the  freight  between  the  cars  and  a  con- 
venient place  on  the  pier  at  the  side  of  the  receiving  or  discharging 
vessel,  and  the  proper  piling  of  the  freight  on  the  pier  and  its 
orderly  arrangement  in  the  car.  The  cars  are  run  flush  up  to  the 
pier.  The  floor  of  the  car  corresponds  in  height  to  the  floor  of  the 
pier,  and  the  handling  service  consists  of  conveying  the  freight, 
usually  by  truck,  between  the  car  and  ship  side. 

There  are  about  5  miles  of  pier  front  at  New  Orleans.  An  exten^ 
sive  frontage  is  owned  by  the  state,  one  pier  is  owned  by  the  federal 
government,  the  Illinois  Central  Railroad  owns  its  Stuyvesant  pier, 
and  the  Southern  its  Port  Chalmette  pier.  About  two-thirds  of  all 
the  New  Orleans  tonnage  is  handled  over  the  public  piers.  All  the 
piers  so  far  described  are  on  the  east  side  of  the  Mississippi  River. 
On  the  west  side  the  Missouri  Pacific  and  the  Texas  &  Pacific  rail- 
roads have  their  joint  Westwego  pier,  and  the  Southern  Pacific  has 
its  Algiers  pier.  The  Louisville  &  Nashville  has  no  separate  pier  of 
its  own  at  New  Orleans  and  uses  the  public  piers.  The  charges, 
present  and  proposed,  are  the  same  at  all  the  piers  described.    The 

proposed  charges  are  found  in  Emerson's  tariff  I.  C.  C.  No.  61,  filed 
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to  become  effective  February  13,  1921,  and  here  under  suspension  in 
part.  The  present  charges  are  published  in  the  several  tariffs  of  the 
respective  lines  parties  to  the  Emerson  tariff. 

These  handling  charges  apply  on  all  commodities  that  pass  over 
the  piers  at  New  Orleans,  but  they  are  not  assessed  against  the  shipper 
in  all  cases.  They  are  absorbed  by  the  carriers  on  all  freight  originat- 
ing north  of  the  Ohio  and  Potomac  rivers  and  east  of  the  Missis- 
sippi Biver,  because  of  the  competition  of  the  north  Atlantic  ports. 
They  are  assessed  against  the  shipper  on  all  freight  originating 
south  of  the  south  bank  of  the  Ohio  Biver  and  east  of  the  Mississippi, 
whether  competitive  or  nonccmipetitive,  and  on  nonc<Hnp^tiT6 
freight  from  west  of  the  Mississippi,  though  there  are  some  instances 
in  which  the  charge  is  added  on  competitive  freight  and  absorbed  on 
noncompetitive  freight  from  this  latter  territory.  The  charge  is  ab- 
sorbed on  perhaps  85  per  cent  of  all  the  traffic  from  west  of  the 
Mississippi,  combined  competitive  and  noncompetitive.  Probably 
less  than  50  per  cent  of  the  traffic  moving  over  all  the  wharves  at 
New  Orleans  would  be  affected  by  the  handling  charges. 

The  state  assesses  a  ''  toUage  "  charge  of  15  cents  a  ton,  increased 
on  April  1,  1920,  from  5  cents  per  ton,  against  all  freight  for  the 
use  of  its  public  piers,  and  this  charge  is  absorbed  by  the  respondents, 
except  upon  certain  traffic  on  which  the  carriers  receive  only  a  switdi- 
ing  charge.  The  public  piers  are  reached  only  by  the  New  Orleans 
Public  Belt  Bailroad,  and  a  charge  of  $7  a  car,  increased  from  $5 
December  24, 1920,  made  by  this  switching  line  is  also,  with  some  ex- 
ceptions, absorbed  by  the  respondents  on  competitive  freight. 

The  respondents  and  protestants  agree  that  the  present  handling 
charges,  taking  into  account  the  relative  tonnages  of  light  and  heavy 
conmiodities,  average  from  26  cents  to  80  cents  a  ton.  The  proposed 
charges,  computed  on  the  same  basis,  are  estimated  by  the  respond- 
ents to  average  70  cents  a  ton,  and  by  the  protestants*  to  average 
from  70  cents  to  75  cents  a  ton.  The  present  and  proposed  charges 
on  specific  commodities  selected  by  the  protestants  as  typical  (in 
cents  per  100  pounds  except  where  otherwise  stated)  are  as  follows: 


Commodity. 


Lomber 

NatiU  stores 

Cottonseed  meal  and  cake 

Cottonseed  oa 

Rke 

Softr 

Qoree 

PetrolramoBs 

rertfllMT i 

Oniii  and  gmin  prodncts. . . . . 

>  Per  barrel. 


Present 

Proposed 

rate. 

rate. 

CenU. 

CenU, 

1    -3 

4-  5 

iLS-aL2& 

U4 

"9 

•50 

6 

16 

1 

3.5 

.7B 

8.6 

.76 

8.6 

.6 

86 

16 

3.6 

^ 

8.0 

Commodity. 


Sisal 

Mdas^ea. 

SaU.  

Iron  anl  ftert  vticles.. . . 

Asphalt .., 

If  ineral  ofl,  in  barrels. .. . 
Mineral  oQ,  in  packages. 

PanifoiwaK 

Articles,  n.  o.  s 


Preeent 

rate. 


Prapond 


CVnlt. 

Cmt$. 

•8.6 

•IS 

.6 

1 

.7o 

16 

1 

SLS 

.78 

IS 

.6 

ts 

L6 

6 

6 

8.1 

1.6 

i 

•  Per  net  ton. 


•Per  bale. 
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It  is  also  proposed  to  increase  the  mimmum  charge  for  handling 
from  60  cents  to  one  dollar. 

By  the  application  of  rates  on  "Articles,  N.  O.  S."  in  lien  of  the 
present  specific  descriptions,  the  charges  on  certain  articles  have  been 
increased,  which  the  carriers  at  the  hearing  agreed  to  change.  The 
charge  on  hemp  will  be  made  on  the  same  basis  per  100  pounds  as 
that  provided  on  sisal ;  that  on  molasses  will  be  made  the  same  as  on 
cottonseed  oil,  3.5  cents ;  that  on  stock  feed  will  be  made  the  same  as 
on  grain  and  grain  products,  8.5  cents;  that  on  wood  pulp  will  be 
made  3.5  cents;  and  that  on  pyrites  will  be  made  the  same  as  on  fer- 
tilizer material,  3.5  cents.  No  good  reason  is  shown  why  the  charge 
on  cotton  seed  should  exceed  that  on  cottonseed  products. 

The  proposed  charges  at  New  Orleans  are  in  general  the  same  in 
cents  per  100  pounds  as  those  for  corresponding  services  at  Gulf  and 
aoutii  Atlantic  ports  east  of  New  Orleans  to  and  including  Norfolk,^ 
amcmg  which  Mobile  will  be  referred  to  as  typical.    The  charges 
effective  at  these  ports  are  published  in  Glenn's  tariff  I.  C.  C.  No. 
A-272,  effective  January  10,  1921,  which  we  declined  to  suspend. 
They  are  stated  separately  as  handling  and  wharfage  charges  but 
cover  the  same  kind  and  aggregate  of  services  as  the  single  handling 
charge  at  New  Orleans.    The  latter  assertion  is  not  disputed  by  the 
protestants,  although  they  contend  that  now  for  the  first  time  a 
whar&ge  charge  is  being  included  in  the  charge  for  handling.    The 
respondents  assert,  on  the  other  hand,  that  a  wharfage  charge  has 
always  been  included  in  the  handling  charge  and  that  it  was  not  pub* 
lished  separately  because  the  franchise  under  which  the  Illinois 
Central's  Stuyvesant  pier  was  built  prohibited  any  wharfage  charge 
against  the  receiving  or  discharging  idiip,  and  it  was  desired  to  avoid 
even  an  appearance  of  violation  of  that  franchise  by  publishing 
separately  a  wharfage  diarge  against  the  freight,  although  that 
charge  is  different  from  a  wharfage  charge  against  the  ship.    But 
regardless  of  the  terminology  of  publication  the  protestants  concede 
that  the  proposed  charges  at  New  Orleans  under  the  Emerson  tariff 
are,  generally  speaking,  the  same  in  amount  for  similar  aggregate 
services,  though  published  as  a  single  handling  charge,  as  the  com- 
bined handling  and  wharfage  charges  of  the  carriers  at  Mobile  and 
the  other  ports  named  under  the  Glenn  tariff. 

It  may  be  stated  in  this  general  connection  that  even  at  Mobile 
there  was,  prior  to  the  Glenn  tariff,  no  uniformity  in  the  manner  of 
publication.  The  Southern  published  the  charge  covering  both  ban* 
dling  and  wharfage  as  a  single  handling  charge,  while  the  Mobile  A 
Ohio  published  the  same  aggregate  amount  as  a  handling  and  wharf- 

*■  Bzcept  Onlfport,  MIm.    The  respondents  state  that  charges  corresponding  to  those  here 
proposed  at  New  Orlemns  are  to  be  published  at  Gvlfport 
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age  charge.  The  Louisville  &  Nashville  also  published  a  combined 
handling  and  wharfage  charge,  which,  incidentally,  was  higher  than 
that  of  the  Southern  and  the  Mobile  &  Ohio.  The  diarges  of  all  these 
carriers  at  Mobile  are  now  the  same  under  theOlenn  tariff. 

In  addition  to  the  equalization  of  charges  as  between  New  Orleans 
and  the  other  Gulf  and  south  Atlantic  ports  named  that  would  result 
from  the  proposed  charges  becoming  effective  at  New  Orleans,  the 
respondents  allege  that  the  cost  of  the  service  is  greater  than  the 
revenue  received.  There  has  been  no  general  revision  of  these  charges 
since  1902,  and  the  changes  made  in  individual  charges  from  time  to 
time  have  represented  on  the  whole  reductions  rather  than  increases. 
An  exhibit  shows  that  on  export  traffic  since  1911  the  changes  have 
consisted  of  2  increases  and  19  reductions.  Since  1902  the  wages 
of  freight  handlers  have  increased  from  16  cents  to  55  cents  an  hour, 
a  large  part  of  the  increase  having  been  made  since  1918.  In  the 
spring  of  1919  the  10-hour  day  was  replaced  by  an  8-hour  day,  with 
time-and-a-half  pay  for  overtime.  For  the  year  ending  October  31, 
1920,  the  cost  per  ton  of  handling  freight  over  the  Stuyvesant  pier 
of  the  Illinois  Central  is  shown  to  have  been  88.8  cents  on  lumber, 
$1,044  on  iron  and  steel,  58.2  cents  on  cottonseed  products,  and  83.3 
cents  on  fertilizer  materials,  compared  with  the  proposed  charges  of 
80  cents  on  lumber,  70  cents  on  iron  and  steel,  50  cents  on  cottonseed 
products,  and  70  cents  on  fertilizer  materials.  On  all  freight  the 
average  cost  of  handling  and  rehandling,  which  latter  is  necessary 
in  some  instances,  is  said  to  have  been  approximately  87  cents.  These 
figures  do  not  provide  for  interest  on  investment  or  other  overhead 
expense,  but  include  only  wage  expense.  The  Stuyvesant  pier  of  the 
Illinois  Central,  4,800  feet  long,  150  feet  wide,  and  shed-covered,  is 
said  to  represent  an  investment  of  approximately  $3,000,000.  The 
cost  of  handling  all  freight  over  the  Westwego  pier  of  the  Missouri 
Pacific  and  the  Texas  &  Pacific,  on  the  west  side  of  the  Mississippi, 
for  the  six  months  ending  October  31,  1920,  is  shown  to  have  been 
88.1  cents.  The  wage  scale  for  freight  handlers  over  the  respondents' 
piers,  which  is  reflected  in  the  foregoing  figures,  is  fixed  by  the  Rail- 
road  Labor  Board. 

The  proposed  charges  at  New  Orleans  are  shown  to  compare 
favorably  with  the  charges  for  similar  services  at  Texas  ports.  For 
example,  the  proposed  charge  per  100  pounds  for  handling  lumber 
at  New  Orleans  ranges  from  4  cents  to  5  cents.  For  a  similar  aggre- 
gate service  at  Galveston  the  aggregate  charge  of  the  Galveston 
Wharf  Company  is  4.99  cents.  The  proposed  charges  are  also  shown 
to  compare  favorably  with  the  charges  of  private  warehousemen  at 
New  Orleans  and  Mobile  for  the  transfer  of  freight  between  the 
ship  or  the  car  and  their  warehouses. 
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These  handling  charges  were  not  increased  under  general  order 
No.  28  or  by  Increased  Ratee^  1960^  58  I.  C.  C,  220.    The  Director 
Cxeneral  made  a  general  investigation  of  the  handling  charges  at 
all  south  Atlantic  and  Gulf  ports  from  Norfolk,  Va.,  to  New  Or- 
leans, inclusive,  but  had  not  sufficient  time  between  the  completion 
of   the  investigation  in  December,  1919,  and  the  termination  of 
federal  control  on  February  29,  1920,  within  which  to  effectuate 
the   revision  which  he  thought  ought  to  be  made,  and  which  he 
recommended  to  the  carriers  to  make  later.     The  charges  under 
suspension  are  higher  than  those  recommended  by  the  Director 
General,  on  account  of  substantial  increases  in  the  cost  of  handling 
since  April,  1918,  upon  which  date  labor  costs  under  his  proposal 
were  predicated.    For  example,  the  wages  of  freight  handlers  have 
increased  from  a  range  of  30  cents  to  43  cents  an  hour  at  that  time 
to  55  cents  an  hour  at  the  present  time. 

The  protestants  concede  that  the  present  charges  as  a  whole  are 
below  the  cost  of  the  service  to  the  carriers  and  disagree  only  as  to 
the  amount  of  the  increase.    They  compare  the  proposed  charges 
with  the  scale  of  lower  charges  made  by  contractors  over  the  public 
piers  at  New  Orleans,  and  contend  that  the  probability  of  a  decline 
in  wages  and  an  increase  in  labor  efficiency  within  a  short  time  should 
argue  for  an  increase  smaller  than  that  proposed.    These  private 
contractors  perform  the  handling  service  for  the  respondents  on 
freight  handled  over  the  public  piers.   They  pay  the  same  wage  scale 
per  hour  as  the  respondents  do  at  their  own  piers,  but  they  have  the 
advantage  over  the  respondents  of  being  able  in  some  instances  to 
sublet  the  handling  work  on  a  piece  basis,  which  results  in  greater 
efficiency  and  smaller  cost.    These  lower  contract  rates  are  available 
to  the  protestants,  as  well  as  to  the  respondents  and  the  shipping  pub- 
lic generally,  in  respect  of  freight  handled  over  the  public  piers. 

The  protestants  state  that  Louisville  &  Nashville  tariff  I.  C.  C. 
No.  A-14,000,  second  revised  page  356,  under  suspension  in  this  pro- 
ceeding, provides  for  the  discontinuance  of  the  absorption  of  charged 
at  New  Orleans.  None  of  the  other  respondents  proposes  any  change 
in  its  absorption  practices.  No  justification  on  the  part  of  the  Louis- 
ville &  Nashville  was  offered,  and  representatives  of  respondents  did 
not  appear  to  be  aware  of  such  contemplated  action.  The  discon- 
tinuance of  this  absorption  by  the  Louisville  &  Nashville  at  New 
Orleans  has  not  been  justified  upon  this  record. 

Upon  consideration  of  all  the  facts  we  find  that,  except  the  can- 
cellation of  the  absorption  of  charges  at  New  Orleans  above  referred 
to,  and  the  charges  on  hemp,  molasses,  stock  feed,  pyrites,  wood  pulp, 
and  cotton  seed,  the  proposed  charges  have  been  justified.  Schedules 
establishing  the  charges  herein  found  reasonable,  restoring  the  ab- 
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sorption  provisions  of  the  Louisville  &  Nashville  now  in  eSect,  and 
modifying  schedules  under  suspension  to  the  extent  necessary  to  con- 
form to  the  conclusions  herein  may  be  filed  on  five  days'  notiee, 
effective  on  or  before  June  3, 1921.  Upon  receipt  of  such 
the  order  of  suspension  will  be  vacated  and  the  proceeding* 
tinned.  Our  action  is  without  prejudice  to  our  further  consideratioii 
of  these  charges  in  the  general  investigation  of  handling  diarges 
at  the  ports,  Docket  No.  12681,  which  has  been  instituted. 
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Investigation  and  Suspension  Docket  No.  1250.* 

DIVEESION   AND   RECONSIGNMENT   KULES,   REGULA- 
TIONS, AND  CHARGES. 


SuhnUtted  April  U,  1921.    Decided  AprU  18,  1921. 


Proposed  mies  and  charges  governing  diversion  and  reconsrlgnment  of  fruits 
and  vegetabI)B8  fonnd  not  Justified.  Respondents  required  to  cancel  the 
schedules  under  suspoiaion.  Certain  rules  govemiBg  diversion  and  recon- 
sij^ment  of  other  commodities  found  Justified. 

R.  H.  Widdioombe,  Parker  McCoUester^  O.  W.  Dynes,  A.  P.  Hum- 
burg^  G.  0.  P.  Sausoh,  Henry  ThurteU,  H.  O.  Herhel,  A.  C.  Fonda, 
C.  E.  MvXler,  and  /.  T.  Johnson  for  respondents. 

Butler,  Lamb,  Foster  <6  Pope,  by  W.  E.  Lamb,  R.  D.  Williams, 

and  E.  S,  BaUa^rd  for  California  Fruit  Growers'  Exchange  et  al.; 

R.  C.  Cummins  and  Field  Sherman  for  American  Fruit  &  Vegetable 

Shippers'  Association;  IF.  R.  Scott  for  Board  of  Trade  of  Kansas 

City,  Mo«;  J.  L.  Bowlus  for  Chamber  of  Commerce  of  Milwaukee, 

Wis. ;  Ralph  Merriam  for  Old  Ben  Coal  Corporation ;  P.  W.  Ooyle 

for  St.  Louis  Chamber  of  Commerce;  Edgwr  Watkins  and  T.  D. 

Outhrie  for  Southern  Wholesale  Grocers'  Association  et  al.;  H,  B. 

Banter  for  Stone  Ordean  Wells  Ccmipany;  T.  M.  Hanrahan  and 

Clifford  Thome  for  American  Independent  Petroleum  Association 

et  al. ;  R.  M.  Field  for  American  Feed  Manufacturers'  Association ; 

Leo  E.  Golden  for  Burlington  Shippers'  Association  et  al.;  Ben 

Stone  for  Illinois  Concrete  Aggregate  Association;  C.  S.  Bather 

for  Kookford  Manufacturers  A  Shippers'  Association  et  al.;  Seth 

Moftkn  for  San  Franoisoo  Chamber  of  Commerce  et  al. ;  G.  J.  Bradley 

for  Merchants  &  Manufacturers'  Association  of  Sacramento;  J,  A. 

Steward  and  F.  C.  Fiteffibbons  for  Mutual  Orange  Distributors ;  G. 

W.  Elmory  for  Associated  Fruit  Company  of  Chicago ;  M.  E.  Mc- 

Kirahan  fbr  California  Fruit  pistributors;  F.  M.  Hill  for  Fresno 

Traffic  Association;  H.  L.  F.  Daspit  and  Carl  Giessow  for  Shreve- 

port  Chamber  of  Commerce,  New  Orleans  Joint  Traffic  Bureau, 

Monroe,  La.,  Chamber  of  Commerce,  and  Alexandria,  La.,  Chamber 

of  Commerce;  L.  F.  Micholet  for  New  Orleans  Coffee  Company, 

limited ;  Charles  E.  BeU  and  C.  R.  Marshall  for  Chase  &  Company 

^Tbis  report  also  embraces  InTestigation  and  Saspension  Docket  No.  1276,  DiTeraion 
iad  Beconrigmnent  Rales,  Begnlatloiia,  and  Charges  (2),  and  No.  10178,  Beconsignment 
tad  Dtrerslon  Rales,  58  I.  C  C,  668,  reop^ied. 
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et  al. ;  /.  B.  Tench^  J.  E.  Calkins^  A.  S.  WeUs^  and  N.  A.  BUtch  for 
Florida  Railroad  Commission;  A,  M.  Tadlock  for  Jonesboro,  Ark^ 
Freight  Bureau;  O.  W.  Tong  for  Noithem  Potato  Traffic  Associa- 
tion; C.  M.  Chaney  for  American  Cranberry  Exchange;  /.  G.  Folger 
for  International  Apple  Shippers'  Association;  TF.  A.  Schumacher 
for  Fruit  Dispatch  Company;  E.  D.  Dow  for  Florida  Citrus  Ex- 
change; J.  F.  Thomas  for  Sawyer  Thomas  Company;  and  F.  B.  Dow 
for  National  League  of  Commission  Merchants  et  aL 

Report  of  the  Commission. 

By  the  Commission  : 

In  the  Recofmffnment  Gase^  47  I.  C.  C,  590,  we  gave  detailed  con- 
sideration to  diversion  and  reconsignment  rules,  but  the  charges 
and  regulations  then  approved  did  not  apply  to  fresh  or  green 
fruits  and  vegetables,  including  potatoes,  onions,  fresh  berries, 
and  melons.  As  to  those  we  observed :  "  The  character  of  these  com- 
modities indicates  the  propriety  of  making  them  an  exception  to  any 
general  rule." 

These  commodities  were  the  subject  of  special  c<msid^*ation  in 
Reconsign/ment  and  Diversion  RuUa^  68  I.  C.  C,  568,  wherein  we 
approved,  except  as  therein  stated,  uniform  rules  and  charges  pro- 
posed by  the  carriers  throughout  the  country  governing  reconsign- 
ments  of  fruits  and  vegetables.  Among  these  rules  was  (me  govern- 
ing reconsignments  of  less-than-carload  shipments,  one  of  back-hauled 
shipments,  and  also  one  of  ^pments  held  on  order-notify  billing 
or  placed  for  inspection,  which  applied  on  other  commodities  as  well 
as  on  fruits  and  vegetables.  All  of  the  rules  were  additions  to  those 
which  had  theretofore  been  approved  in  the  Reconsignment  Gase^ 
supra^  for  general  application  on  all  commodities  except  fruits  and 
vegetables,  grain,  and  hay,  hereinafter  referred  to  as  the  general 
rules. 

By  schedules  filed  to  take  effect  on  various  dates  in  Dec^nber, 
1920,  and  January,  1921,  respondents  herein  proposed  rules  purport- 
ing to  be  responsive  to  our  findings  in  Reoonsigwtnent  and  Diversian 
RuleSy  supra^  and  charges  for  the  service  increased  as  authori^^  in 
Increased  Rates^  1990^  68  I.  C.  C,  220.  Upon  receipt  of  numerous 
protests  to  the  g^ieral  effect  that  the  proposed  rules  were  not  uni- 
form and  contained  indefinite  and  conflicting  provisions  ,that  certain 
of  them  were  contrary  to  our  findings  in  the  reconsignment  oasee 
cited,  and  that  certain  others  would  be  unreasonable,  disrupt  long- 
established  practices  and  inflict  great  loss  and  inconvenience  upon 
affected  shippers  and  the  general  public,  the  operation  of  these 
schedules  was  suspended  and  Docket  No.  10173,  Reconsignment  and 
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£>if>efBion  Rules^  supraj  was  reopened  to  make  th^  record  therein 
available  in  hearing  and  disposing  of  this  proceeding. 

Respondents  announced  at  the  outset  of  the  hearing^  that  they 
w^ould  not  undertake  to  justify  rules  which  were  not  in  accord  with 
our    previous  decisions;  that  they  would  consent  to  modifications 
which   tended  to  reconcile  conflicting  provisions  or  to  remove  un- 
certainty as  to  the  proper  interpretation  and  application  of  any 
rule ;  and  that  with  these  exceptions  they  would  rest  their  justifica- 
tion of  the  proposed  rules  upon  the  record  in  Reconsignment  and 
Diversion  Rules^  supra.    Protestants  representing  fruit  and  vege- 
table  producers  and  shippers,  principally  those  of  California  and 
Florida,  offered  considerable  evidence  in  support  of  their  objections 
to  certain  rules.    Evidence  was  also  offered  in  behalf  of  wholesale 
grocers,  manufacturers  of  cotton,  grain  dealers,  and  others,  respect- 
ing the  application  of  reconsignment  rules  and  charges  to  order- 
notify  shipments  held  for  surrender  of  the  bills  of  lading  and  to 
shipnients  placed  for  inspection.    Beyond  showing  certain  important 
changes  in  transportation  and  commercial  conditions  and  in  the  at- 
titude of  the  parties,  the  record  herein  is  largely  cumulative  of  that 
in  No.  10173. 

In  view  of  the  increases  that  have  been  made  in  rates  and  refrig- 
eration charges  since  Reconsignment  and  Diversion  RuleSj  supra^ 
was  heard,  and  in  view  of  present  business  conditions,  protestants 
urged  that  it  would  be  unreasonable  and  economically  unsound  now 
to  impose  any  additional  burdens  upon  the  fruit  and  vegetable  in- 
dustry.   These  representations  as  well  as  the  changed  transportation 
outlook  led  respondents,  after  conference  with  protestants,  to  pro- 
pose substantial  modifications  in  the  suspended  rules  governing  re- 
consignments  of  fruits  and  vegetables,  but  neither  the  carriers  on  the 
one  hand,  nor  the  shippers  on  the  other,  were  able  to  agree  upon 
uniform  rules.    It  appears,  however,  that  the  preponderant  opinion 
among  both  carriers  and  shippers  is  that  the  rules  now  under  sus^ 
pension  governing  reconsignmente  of  fruits  and  vegetables  are  inad- 
visable for  application  under  present  conditions. 

In  view  of  this  situation  those  rules  no  longer  make  the  same  claim 
for  our  approval  that  attended  their  original  presentation  and  further 
discussion  of  them  is  unnecessary.  We  find  that  such  rules  have  not 
been  justified  and  will  proceed  to  consider  the  provisions  and  rules 
affecting  commodities  other  than  fruits  and  vegetables. 

liBSS-THAK-GABLOAO  SHIPMENTS. 

The  rule  governing  reconsignments  of  less-than-carload  shipments 
pubUshed  in  the  suspended  schedules  was  approved  in  Reconsignment 
ofnd  Diversion  Rttles^  supra^  and  is  not  protested  herein.  We  find 
that  the  rule  has  been  justified. 

eii.c.0. 
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THE  BMBABGO  RI7IA. 

Certain  of  the  schedules  under  suspension  provide  that  orders  for 
diversion  or  reconsignment  of  commodities  other  than  perishable 
freight,  coal,  coke,  or  fuel  oil  will  not  be  accepted  to  a  station  or  m 
point  of  delivery  against  which  an  embargo  was  in  force  when  the 
shipment  left  the  point  of  origin.  That  condition  was  disapproved  iB 
the  Reconsignment  Caae^  supra,  was  found  unreasonable  in  Boston 
Chamber  of  Commerce  v.  Director  General^  59 1.  C.  C,  73,  and  is  pro- 
tested in  this  proceeding  by  grain  dealers  at  St.  Louis  and  Kansas 
City,  Mo.,  and  other  points.  Respondents  offered  no  justification  of 
it  and  stated  that  it  would  be  withdrawn.  We  find  that  the  provisiaA 
has  not  been  justified. 

THE  BACK-HAUIi  BUUB. 

Some  of  the  schedules  under  suspension  contain  the  following  mle 
in  regard  to  reconsignments  involving  back-hauls  or  out-of-Iine  move- 
ments : 


No  back  haul  or  out-oMine  haul  wiU  be  performed  at  the  through  rate  in 
nection  with  these  rules,  except  as  expressly  provided  herein.  Shipments  di- 
verted or  recoDsigned  where  back  hauls  or  out-of-llne  hauls  are  involved,  wiU  be 
subject  to  the  published  rates  to  and  from  the  points  of  diversion  or  reconsign- 
ment, plus  a  service  charge  of  $5  per  car. 

An  identical  rule  was  proposed  but  disapproved  in  Reconsignment 
and  Diversion  Rules,  supra,  wherein  it  was  stated,  page  573 : 

Shippers  are  entitled,  under  the  act  to  regulate  commerce,  to  use  any  throng 
route  avaUable  under  the  tariffs.  If  the  tarlfCs  are  so  worded  that  routes 
other  than  a  direct  route  are  possible,  such  routes  should  be  available  alike  to 
aU  shippers  whether  availed  of  under  a  reconsignment  order  or  upon  orig- 
inal billing.  The  through  rate  applicable  via  such  route  should  be  assessed 
against  all  shipments  of  the  same  kind  of  freight  regardless  of  whether  the 
shipment  traveled  the  particular  route  because  of  a  reconsignment  order  or 
under  original  billing.  The  haul  for  which  this  rate  is  assessed  in  the  one 
instance  is  identical  with  that  in  the  other. 

We  find  that  the  proposed  rule  in  so  far  as  it  concerns  reconsignment  involv* 
ing  back  hauls  has  been  Justified  except  that  when  such  a  shipment  has  not 
been  placed  for  unloading  at  the  reconsignment  point  the  charge  should  be  tlie 
through  rate  from  point  of  origin  to  ultimate  destination  plus  the  published 
local  or  other  rates  applicable  to  the  back-haul  movement  In  both  directions 
and  the  reconsignment  charge. 

We  farther  find  tliat  the  proposed  role  in  so  ftir  as  it  concerns  ont-of-ttDS 
hauls  where  through  rates  apply  from  orlgnal  point  of  origin  to  final  destina- 
tion via  the  reconsignment  point  has  not  been  Justified,  and  should  be  amended 
accordingly. 

A  majority  of  the  suspended  schedules  contain  a  rule  which  con- 
forms with  our  findings  in  that  case  and  provides  as  follows : 

(a)  Before  Placement:  If  a  car  is  diverted,  reconsigned,  or  reforwarded  on 
orders  placed  with  local  freight  agent  or  other  designated  officer  before  place- 
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xieiit  tor  unloadiDg,  throngb  rate  from  original  shipping  point  to  final  destlna- 
tloxk  i^ua  the  publistied  local  rate  (or  back-haul  rates,  if  any)  to  cover  the 
back-tiaul  service  in  each  direction,  plus  reconsigning  charge  of  $7,  but  not  in 
e'x.cess  at  full  combination  of  local  (not  back-haul)  rates  to  and  from  point  of 
diversion  or  reconsignment  plus  diversion  or  reconsignment  charge,  will  be 


(6)  Alter  Placement:  If  a  car  hat  been  placed  tor  unloading  at  original 
billed  destination  and  reforwarded  therefrom  without  being  unloaded,  full  tariff 
rate  to  and  from  point  of  diversion  or  reconsignment  plus  a  diversion  or  recon- 
sisninent  charge  of  $7  per  car,  but  not  less  than  the  through  rate  from  original 
aliippiiig:  point  to  final  destination  plus  diversion  or  reconsigning  charge,  will  be 


The  distinction  made  in  the  above-quoted  rule  between  reconsign- 
ments  before  and  after  placement  is  in  harmony  with  the  general 
rales  governing  reconsignments  of  dead  freight  approved  in  Recon- 
signment  and  Diversion  Rvles^  supra^  but,  in  order  to  conform  with 
changes  in  the  general  rule  applying  to  reconsignments  at  interme- 
diate points  after  placement,  authorized  in  special  permission  No. 
52373,  reconsignments  after  placement  on  public  delivery  tracks  of 
shipments  which  have  not  been  accepted  or  unloaded  by  the  con- 
signee or  owner  should  be  excepted  from  the  application  of  para- 
graph   (b).    There  is  no  apparent  reason  why  reconsignments  of 
shipments  where  back  hauls  are  involved  should  be  distinguished 
from  reconsignments  of  like  shipments  at  intermediate  points,  except 
in  the  matter  of  additional  charges  for  the  out-of -line  haul.    We 
find  that  the  rule  has  not  been  justified  in  so  far  as  it  fails  to  provide 
for  the  exception  covering  shipments  placed  on  public  delivery 

tracks. 

THE  "order  Nonrr*'  rule, 

Bule  10  as  published  in  the  suspended  schedules  wes  as  follows, 
being  the  same  as  was  approved  in  Reconsignment  and  Diversion 
RaieSy  supra: 

Order  notify  shipments  and  ahiimients  placed  tor  inspection :  Shipments  cov- 
ered by  **  order  "  or  **  order  notify  *'  bills  of  lading,  placed  on  hold  trade,  await- 
ing surrender  of  biU  ot  lading,  or  shipments  which  are  placed  for  inspection  of 
contents  before  deUvery,  and  which  necessitates  subsequent  movement  of  car 
to  place  of  delivery,  wiU  be  considered  as  reconsignments  within  the  switching 
telts,  and  subject  to  the  rules  and  charges  provided  in  rule  8.    Provided,  that 
the  surrender  of  the  original  bill  of  lading  shaU  not  be  a  condition  precedent 
to  the  placemaxt  of  the  car  or  to  the  giving  of  dw  order  desfgnatlng  where 
the  car  shaU  be  placed  tor  unloading,  except  thtt  ifhere  place  of  delivery  desig- 
nated is  other  than  the  local  team  tracks  original  bills  of  lading  must  be  sur- 
rendered, or  indemnity  bond  executed  in  lieu  thereof,  or  other  satisfactory 
assurance  given  carrier. 

Bule  8  referred  to  applies  to  reconsignments  within  switching 
limits  at  destination. 
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The  protests  against  the  above-quoted  rule  emanate  principaBj 
from  dealers  in  cotton,  flour,  and  feed,  and  from  wholesale  grooen 
at  southern  points,  and  are  to  the  same  general  effects  as  those  cqd- 
sidered  in  Beconsigmnent  and  Diversion  Utiles^  gupnu     In  behsll 
of  these  protestants  it  is  urged  that  it  is  impracticable  to  giTe  dis- 
position orders  prior  to  arrival  because  of  the  impossibilily  of  aoco- 
ratelj  forecasting  the  time  of  arrival,  uncertainty  in  many  instanoa 
as  to  the  identity  of  the  delivering  carrier,  and  the  necessity  of  in- 
spection prior  to  acceptance,  a  thing  which  can  only  be  done  after  a 
shipment  has  arrived.    The  premature  withdrawal  of  the  bill  of  lad- 
ing from  the  bank  or  the  giving  of  an  indemnity  bond  would,  in 
instances,  entail  a  greater  financial  burden  than  the  payment  of 
consigning  charges  and  hence  the  latter  can  not,  in  common  prac* 
tice,  be  avoided.    It  is  also  contended  that  the  rule  discriminates 
against  consignees  who  take  delivery  of  shipments  on  private  sidings 
m  favor  of  those  accepting  delivery  on  the  carriers'  public  delivefj 
ti:acks;  that  it  would  tend  to  congest  the  latter  facilities,  whicb 
already  are  overtaxed,  or  to  convert  traffic  now  moving  in  carloads 
into  a  less-than-carload  business;  and  finally  that  the  service  is 
included  in  the  rate. 

,  In  ReconsignmerU  and  Diversion  Rules^  suproj  most  of  the  conten- 
tions now  made  by  protestants  were  fully  considered  and  the  rule  was 
found  justified  principally  upon  the  ground  that  it  would  apply  to 
services  substantially  identical  with  those  for  which  charges  are  pro- 
vided under  rule  8.  It  was  said,  however,  that  "  order-notify  billing, 
which  is  recognized  as  a  commercial  necessity,  ought  not  to  be  used  as 
a  means  of  imposing  additional  burdens  on  consignors  or  consignees 
where  no  additional  service  or  obligation  is  placed  on  the  carrier."  It 
is  pertinent  to  inquire,  therefore,  whether  the  proposed  rule  contra- 
venes that  principle. 

So  long  as  the  handling  of  order-notify  shipments  held  for  sur- 
render of  the  bill  of  lading  or  of  shipments  placed  for  inspection  is^  to 
all  pradical  intents  and  purposes,  identical  with  tiiat  of  other  ship- 
ments held  and  reconsigned  within  switching  limits  before  placement, 
dissimilarity  of  service  can  not  be  invoked  to  justify  the  application 
of  different  rules  and  charges.  It  is  not  even  contended  that  the  sery« 
icefi  described  in  rule  10  are  not  additional  services  or  that  the  (Aysical 
characteristics  of  the  services  differ  essentially  from  reoonsignment. 

But  considering  the  situation  from  the  standpoint  whether  compen- 
sation for  the  additional  service  is  already  included  in  the  rate,  this 
distinction  may  be  noted.  An  ordinary  reconsignment  within  or  be- 
yond switching  limits  is  not  a  necessary  incident  of  transportation  and 
only  occurs  on  a  minority  of  all  shipments.  On  the  other  hand,  the 
holding  of  order-notify  shipments  at  destination  for  surrender  of  the 
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bill  of  lading  before  placement,  properly  is,  always  has  been,  and  nec- 
essarily wUl  continue  to  be,  inseparable  from  the  transportation  of 
every  shipment  consigned  to  the  shipper's  order,  except  under  the  cir- 
cumstances stated  in  the.proviso,  rule  10.    Hence  the  contention  that 
the  service  is  included  in  the  rate  is  more  persuasive.   The  rate  appli- 
cable, however,  is  the  same  as  that  provided  on  all  like  shipments,  and 
therefore  to  accord  to  order-notify  shippers  a  free  transportation  serv- 
ice that  is  not  required  by  most  others  and  that  is  so  nearly  akin  to  re- 
consignment,  for  which  latter  a  charge  is  made,  would  be  an  undue 
preference  to  that  particular  class  of  shippers  and  traffic.   The  charge 
would  only  apply  when  the  carriers  have  actually  rendered  a  valuable 
and  obligatory  service  at  the  request  and  for  the  benefit  of  the  owner 
or  consignee  of  the  shipment.    It  can  not  well  be  argued,  therefore, 
that  the  carriers  are  not  entitled  to  reasonable  compensation  for  the 
service. 

The  contention  that  the  proposed  rule  would  unjustly  discriminate 
between  shipments  destined  for  delivery  on  private  sidings  and 
those  for  team-track  delivery  could  only  be  sustained  upon  the  theory 
that  the  service  performed  by  the  carrier  and  also  its  obligations, 
are  substantially  the  same.  It  is  probably  true  that  when  direct 
deliveries  from  trains  or  break-up  yards  to  team  tracks  and  to  private 
sidings  are  contrasted  with  each  other,  the  differences  in  service  alone 
would  not  warrant  the  distinction,  for  minor  differences  in  service 
as  between  places  of  delivery  are  disregarded  at  all  terminals. 

The  fact  that  in  a  switching  district  all  carload  freight  is  not  received  or 
delivered  at  the  same  point  and  in  the  same  manner  presupposes  variations  in 
the  cost  of  service  and  other  minor  differences  incident  to  diverse  circumstance 
and  operating  conditions.   Boardman  Co.  v.  8,  P,  Co,,  87  L  0.  O.,  81. 

We  also  found  in  that  case,  as  we  have  in  several  others,  that  the 
receipt  or  delivery  of  carload  freight  on  private  or  industrial  tracks 
is  merely  the  equivalent  of  a  similar  service  on  team  tracks.    There 
are,  however,  certain  fundamental  differences  in  the  carriers'  legal 
rights  and  liabilities  which  they  can  not  be  required  to  disregard  to 
the  extent  of  making  deliveries  on  private  tracks  without  requiring 
surrender  ojP  the  bill  of  lading  or  other  adequate  protection  against 
losses  for  which  such  deliveries  would  render  them  liable.    These 
differences,  which  are  too  well  known  to  require  discussion,  necessi- 
tate, in  turn,  a  different  manner  of  handling  such  shipments  when 
destined  for  delivery  on  private  sidings  from  that  employed  on  ship- 
ments for  team-track  delivery.    A  discrimination  that  is  no  more 
broad  than  is  warranted  by  the  dissimilarity  in  the  circumstances 
and  conditions  can  not  be  condemned  as  unlawful. 

There  is  no  escape  from  the  conclusion  that  in  general  it  would 
be  proper,  as  proposed  in  rule  10,  to  make  an  extra  charge  for  the 
eiLCO. 
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additional  service  inherent  in  the  classes  of  shipments  described  in 
the  rule.  And  there  is  little  to  show  that  the  rule  would,  even  in 
exceptional  cases,  impose  undue  hardship  upon  shippers  affected 
by  it  . 

Protestants  urge  that  unless  the  rule  be  eliminated  it  should  be 
80  modified  that  it  will  not  apply  on  cotton  in  bales  consigned  to 
mills  or  apply  in  any  case  where  the  consignee  having  a  private 
siding  has  entered  into  an  agreement  with  the  carrier  that  the 
placement  of  shipments  thereon  shall  not  be  deemed  placement  for 
delivery  or  constitute  waiver  of  any  rights  which  the  carrier  would 
otherwise  have  had.  It  is  asserted  that  cotton  consigned  to  mills 
should  be  exempted  because  it  is  not  the  subject  of  theft,  and  because 
many  of  the  mills  are  situated  at  nonagency  points,  remote  from 
towns  or  cities,  where  there  are  no  facilities  for  placing  or  holding 
shipments  except  on  the  consignee's  plant  tracks;  and,  further,  be- 
cause carriers  have  not  in  the  past  suffered,  and  would  be  unlikely 
in  the  future  to  suffer,  any  loss  by  placing  such  shipments  on  pri- 
vate tracks.  Situations  of  that  kind  or  others,  if  presenting  a 
proper  matter  for  such  an  agreement  as  protestants  suggest,  appear 
to  be  sufficiently  provided  for  in  the  proposed  rule  which  permits 
placement  of  order-notify  shipments  on  private  sidings  when  satis- 
factory assurance  is  given  carriers.  What  would  constitute  "satis- 
factory assurance  "  would  depend  somewhat  upon  tlie  circumstances 
in  each  particular  case  and  must  largely  be  left  within  the  discre- 
tion of  carriers  to  determine.  No  changes  in  the  rule  which  would 
lessen  the  protection  to  the  carriers  it  now  affords  should  be  required. 

Protestants  further  suggest  modifications  that  in  general  would 
require  carriers  to  notify  consignees  of  the  time  that  shipments  will 
arrive  and  of  the  name  of  the  delivering  carrier  sufficiently  in  ad- 
vance of  arrival  to  enable  them  to  obtain  possession  of  the  bill  of 
lading  and  furnish  disposition  orders.  Protestants  propose  that  no 
reconsignment  charges  shall  be  assessed  unless  such  notice  has  been 
given,  or  when  the  bill  of  lading  is  surrendered  to  the  line  designated 
prior  to  the  stated  time  of  arrival,  or  when  inspection,  if  permissible, 
is  requested  within  that  time.  The  record  does  not  show  whether  it 
would  be  practicable  for  carriers  to  give  such  notice.  Manifestly 
it  would  not  be  in  many  cases.  A  practice  of  giving  passing  notices 
similar  to  that  considered  in  Detroit  Coal  Co.  v.  M.  C.  R.  R,  Co. 
46  I.  C.  C, 231 ;  Becker  v, P.M.  R.  R.  Co., 28  I.  C.  C,  645 ;  and  in  the 
Reconsignment  CasCy  auprOf  page  631,  would  benefit  consignees  of 
order-notify  shipments  who  do  not  desire  inspection,  but  it  appears 
that  such  instances  would  be  comparatively  rare.  No  reason  is  per- 
ceived why  order-notify  shipments  placed  for  inspection  upon  the 
request  of  consignees  or  in  conformity  with  billing  instructions, 
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and  ^which  require  a  subsequent  movement,  should  not  be  subject  to 
the  same  rule  and  charges  as  ^^ straight''  consignments  placed  for 
inspection. 

Wb  find  that  the  proposed  rule  has  been  justified. 
An  order  will  be  entered  requiring  the  respondents  to  cancel  the 
schedules  under  suspension,  without  prejudice  to  the  establishment 
of  the  rules  governing  reconsignments  of  commodities  other  than 
fruits  and  vegetables  herein  approved,  at  a  date  not  earlier  than 
April  1, 1922. 

CoicMissiONER  EsoH  did  not  participate  in  the  disposition  of  this 

se* 
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No.  11569. 

HARLAN  COUNTY  COAL  OPERATORS  ASSOCLATION 

ET  AL. 

V. 

LOUISVILLE  &  NASHVILLE  RAILROAD  COMPANY  ET  AH 


Submitted  February  24,  1921.    Decided  AprU  9,  1921. 


Rate  of  $1.90  per  net  ton  charged  for  the  transportation  of  carloads  of  bitmnl- 
nous  coal  from  mines  In  groups  1,  3,  and  4  on  the  Louisville  &  Nashville 
Railroad,  in  Kentucky,  to  Toledo,  Ohio,  for  transshipment  by  lake,  on  and 
after  May  6,  1920,  and  as  increased  pursuant  to  Increased  Rates,  1920^  58 
I.  O.  O.,  220,  found  not  unreasonable.  Reparation  denied  and  complaint 
dismissed. 

/.  V.  Norman  and  G.  F.  Grahamt  for  complainants. 

Frank  Lyon  for  Northwestern  Coal  Dock  Operators  Associatioit, 
certain  individual  members  thereof,  and  Interstate  Coal  &  Dock  Com- 
pany,  interveners. 

W.  A.  Northcutt  for  Louisville  &  Nashville  Bailroad  Company,  de- 
fendant. 

Report  op  the  Commission. 

Division  2,  Commissioners  McChord,  Daniels,  and  Aitchison.  - 

McChord,  Commissioner: 

This  case  was  made  the  subject  of  a  proposed  report  by  the  ex- 
aminer, exceptions  were  filed  by  the  Louisville  &  Nashville  Railroad 
Company,  hereinafter  called  defendant,  and  by  the  intervening 
Northwestern  Coal  Dock  Operators  Association  and  individual  mem- 
bers, and  upon  the  issue  ultimately  submitted  for  determination  by 
us,  as  hereinafter  defined,  the  parties  concerned  were  heard  in  oral 
argmnent. 

The  complaint,  filed  June  21,  1920,  assailed  as  unreasonable  and 
unduly  prejudicial  the  rate  of  $1.90  per  ton  charged  for  the  trans- 
portation, on  and  after  May  6,  1920,  of  carloads  of  bituminous  coal 
from  complainants'  mines  in  groups  1,  3,  and  4  on  defendant's  line 
in  Kentucky  to  Toledo,  Ohio,  for  transshipment  thence  by  lake. 
The  relief  prayed  was  a  rate  for  the  future  not  to  exceed  $1.65  per 
ton.  Individual  members  of  the  Northwestern  Coal  Dock  Opera- 
tors Association  and  the  Interstate  Coal  &  Dock  Company,  consignees 
of  the  shipments,  having  paid  and  borne  the  transportation  charges, 
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bhereafteT  intervened  and  prayed  for  reparation  on  all  shipments 
undei*  the  rate  assailed  and  as  increased  in  the  meantime  pursuant 
to  I^%ore€ised  RaUs^  1990, 58 1.  C.  C,  220.  All  rates  mentioned  are  per 
ton  of  2,000  pounds,  in  carloads. 

The   points  of  origin  are  within  the  so-called  ^^  inner  crescent " 
group  of  mines,  which  also  includes  mines  on  the  Chesapeake  &  Ohio, 
the  Juong  Fork,  and  the  Sandy  Valley  &  Elkhom  railways  in  Ken- 
tucky  and  West  Virginia.     Unlike  the  lines  last  named,  the  de- 
fendant, operating  in  connection  with  the  Baltimore  &  Ohio  Bail- 
road  from  Cincinnati,  Ohio,  had  maintained  but  one  rate  from  the 
ioner  crescent  to  Toledo;  but  in  September,  1918,  during  the  period 
of  federal  control,  a  rate  of  $1.55  was  made  applicable  over  that  route 
on  ^what  is  denominated  of  record  ^^  lake  cargo ''  coal — that  is,  coal 
to  Toledo  for  transshipment  thence  by  lake — a  contemporaneous 
rate  of  $1.90  applying  on  corresponding  shipments  for  local  delivery 
at  Toledo.    The  respective  rates  were  the  same  as  those  then  ap- 
pUcable  over  the  Chesapeake  &  Ohio  and  connections  from  inner 
crescent  mines  on  lake-cargo  and  local  shipments  to  Toledo.    Effective 
May   6,   1920,  federal  control  having  terminated,  defendant,  ap- 
parently without  consulting  the  Baltimore  &  Ohio,  canceled  the  $1.55 
rate,  the  $1.90  rate  thereupon  becoming  applicable  on  all  shipments 
to  Toledo,  whether  lake  cargo  or  locaL    The  several  rates  of  the 
lines  engaged  in  the  traffic  subsequently  were  increased  pursuant  to 
Increased  Rates,  1980,  supra. 

At  the  opening  of  the  oral  argument  counsel  for  defendant  an- 
nounced that,  in  view  of  the  increased  development  of  coal  on  its 
line  and  the  present  rate  situation,  the  appropriate  lake-cargo  rate 
would  be  restored,  and  this  concession  satisfied  the  demand  of  Ihe 
complainants.  Thereafter,  effective  March  23,  1921,  the  promised 
rate  was  established,  being  the  former  $1.55  rate  adjusted  to  the 
present  increased  basis  from  that  district.  This  left  for  our  con- 
sideration only  the  question  of  reparation  to  the  interveners,  the 
issue  covered  by  the  oral  argumwt. 

In  the  circumstances,  and  as  there  is  no  proof  of  damage  to  the 
interveners  by  reason  of  the  alleged  undue  prejudice,  if  any,  by  which 
an  award  of  reparation  could  be  supported,  the  issue  is  narrowed  to 
the  question  of  the  reasonableness  of  the  rate  assailed. 

The  interveners  contend  that  the  primary  and  real  measure  of  a 
reasonable  rate  for  the  service  rendered  is  what  defendant  has 
charged  for  the  transportation  of  other  coal  between  the  same  points ; 
and  this  is  resolved  into  a  matter  of  the  revenues  accruing  to  defend- 
ant and  its  connection  from  the  contrasted  traffic.  The  evidence  is 
that  in  train  loads  the  coal  reaches  the  Baltimore  &  Ohio  break-up 
yard  at  Toledo,  where  it  is  classified,  the  lake-cargo  coal  moving 
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thence  about  a  mUe  to  the  docks  of  that  carrier,  whereas  eoal 
local  delivery  is  switched,  in  many  cases  over  one  and  two  adcii- 
ti(mal  lines,  for  distaiu^es  from  1  to  12  miles,  said  to  average  9  miles 
on  75  per  cent  of  the  coal.  For  this  local  switching  the  defendAii^ 
and  its  connection  absorb  charges  computed  to  run  as  high  as  $16wdO 
per  car,  approximating  80  cents  per  ton,  for  delivery  by  the  Totedo 
Terminal  Railroad,  and  as  high  as  $19.60  per  car,  or  about  40  cents 
per  ton,  for  a  two-line  switching  delivery.  If  the  computations  ax« 
accurate,  the  defendant  and  Baltimore  &  Ohio  would  receive,  out  of 
the  $1.90  local  rate,  but  5  cents  more  in  the  first  case  and  5  cents  leas 
in  the  second  case  than  they  would  derive  from  the  $1.55  lake-cargo 
rate.  Similarly,  out  of  contemporaneous  joint  rates  applicable  vi& 
rail  beyond  Toledo,  omitting  details,  the  divisions  available  to  the 
defendant' and  Baltimore  &  Ohio  are  shown  as  averaging  $1,485,  or 
6.5  cents  less  than  on  lake-cargo  coal  at  $1.55.  A  lower,  and  in  some 
instances  materially  lower,  rate  of  car  detention  on  lake-cargo  ship- 
ments than  on  local  deliveries  and  shipments  by  rail  beyond  Toledo 
is  also  urged  as  supporting  the  demand  for  reparation. 

In  our  view  of  the  merits  the  evidence  adduced  on  the  other  side 
need  not  be  discussed.  Interesting  as  is  the  disclosure  of  divisions 
accepted  by  defendant  and  its  connection  out  of  the  contrasted  rates, 
the  fact  remains  that  as  applied  to  the  lake-cargo  traffic  for  the 
average  distance  of  430  miles  the  $1.90  rate  yielded  the  carriers  4.43 
mills  per  ton-mile,  as  against  3.6  mills  under  the  rate  of  $1.55.  By 
way  of  comparison,  the  contemporaneous  $1.55  rate  from  the  inner 
crescent  via  the  Chesapeake  &  Ohio  and  Hocking  Valley  railways, 
an  average  distance  of  327.6  miles,  yielded  4.7  mills,  and  via  the 
Chesapeake  &  Ohio  to  Cincinnati  and  the  Baltimore  &  Ohio  beyoiui, 
441.7  miles,  it  yielded  3.5  mills.  While  we  comm^id  the  action  of 
defendant  in  restoring  the  rate  parity  on  lake-cargo  coal  from  the 
inner  crescent,  we  think  the  foregoing  earnings  are  not  consistent 
with  a  finding  that  the  rate  assailed  was  in  fact  unreasonable.  This 
conclusion  also  embraces  the  challenged  rate  as  increased  pursuant 
to  Increased  Bates^  19^^  supra.  Reparation  is  therefore  denied, 
and,  as  no  order  for  the  future  is  necessary,  the  complaint  will  be 
dismissed. 
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iNVESnaATION   AND   SUSPENSION   DoCKET  No.    1288. 

REGROUPING  AND  DESCRIPTION  OF  LUMBER 
ARTICLES  FROM  PACIFIC  COAST  POINTS. 


Bulkmitted  March  19,  1921.    Decided  April  18,  1921. 


Proposed  increased  rates  on  cedar  fence  posts,  in  carloads,  from  points  In  Oregon 
to  points  in  Califomlk,  found  not  Justified.  Suspended  schedules  ordered 
canceled. 

Alfred  A.  Hampsan  for  respondents. 
Eugene  H.  Beebe  for  protestants. 

Report  of  the  Commission. 

DiviaiON  3y  CoMKiasiONEBs  Haix^  Aitghison,  and  Eastman. 

AiTcmsoN,  Commissioner: 

By  schedules  filed  to  become  effective  January  26, 1921,  respondents 
seek  to  amend  their  present  schedules  naming  rates  on  cedar  fence 
posts,  in  carloads,  from  points  in  Oregon  to  points  in  California. 
It  having  appeared  from  the  protests  of  shippers  that  the  practical 
effect  of  the  proposal  would  be  a  substantial  increase  in  rates,  we 
suspended  the  op^ation  of  the  schedules  until  May  26,  1921,  and 
subsequently  suspended  their  operation  until  June  25, 1921. 

The  rates  in  the  tariff  in  question  are  divided  into  groups.  The 
present  schedules,  so  far  as  they  are  material,  provide  as  follows : 

Group  "A"  Lumber,  viz:  Cedar,  Cypress,  Fir,  Hemlock,  Larch,  Pine,  Red- 
wood or  Spruce  (except  manufactured  products  of  lumber  shown  in  Group  B), 
KlBdUng  Wood  (in  bundles  or  crates).  Lath,  Logs,  Mining  Timbers,  Biine 
Wtd^ea,  W&nce  Posts  and  Railroad  Ties»  straight  or  mixed  carloada 

Lumber,  Ck>ttonwood,  Hardwood  (except  woods  of  value,  viz:  Cocobolo, 
Ebony,  Lignum  Vitae  and  Rosewood),  straight  or  mixed  carloads. 

Group  "D"  Lumber,  viz:  Caress,  Pir,  Hemlock  and  Spruce,  also  Lath, 
Mining  Timbers,  Mine  Wedges,  Fence  Posts  and  Railroad  Ties,  straight  or  mixed 
carloads. 

The  proposed  schedules  provide : 

Group  **A"  Lumber,  except  manufactured  products  of  lumber  Shown  in  Group 
**B**,  Kindling  Wood  in  bundles  or  crates.  Lath,  Logs,  Mining  Timbers,  Mine 
Wedges,  Fcace  Posts  and  Railroad  Ties  made  from  the  following  woods,  viz: 
CMar,  CyprMs.  Fir,  Hemloel^  Larch,  Pine,  Redwood  and  Spruce,  straight  or 
mixed  carloads. 

Lumber,  viz :  Cottonwood  or  Hardwood,  except  woods  of  value,  viz :  Cocobolo, 
Bbony,  Lignum  Vitae  and  Rosewood,  straight  or  mixed  carloads. 

<tt  L  a  a 


d98  INTERSTATE  COMMfiRCB  G0MMI8SI0K  BBPOIKTS. 

Group  "D"  Lumber,  Lath,  Mining  Timbers,  Mine  Wedges,  Fence 
Railroad  Ties,  made  from  the  following  woods,  viz:  Cypress,  Fir,  Hemlocfc 
and  Spruce,  straight  or  mixed  carloads. 

It  is  not  clear  from  the  present  schedules  whether  cedar  fenat 
l)osts  take  group-A  rates  or  group-D  rates,  and  the  purpose  of  tbe 
proposed  schedules  was  to  specifically  provide  that  the  former  shall 
be  charged.  From  Buxton,  Oreg.,  a  typical  point  of  origin,  to  San 
Francisco,  Calif.,  the  group-A  and  group-D  rates  are  37.5  cents  and 
31.5  cents,  respectively,  and  in  general  the  group-A  rates  to  the 
important  destinations  are  6  cents  per  100  pounds  higher  than  tbe 
group-D  rates. 

The  group-A  rates  apply  to  forest  products  i^  general,  while  the 
group-D  rates  are  intended  only  for  cypress,  fir,  hemlock,  and  ^>raoe 
to  points,  such  as  San  Francisco  Bay,  where  it  is  deemed  advisable 
to  meet  coastwise  steamship  competition.  Cedar  is  not  produced  in 
large  quantities  immediately  on  tidewater,  and  it  does  not  ordinarily 
move  by  water.  Respondents  therefore  regard  the  group-A  rates 
proper  for  cedar  and  resist  the  application  of  the  group-D 
Cedar  lumber  already  is  in  group  A,  and  the  only  question  presented 
is  whether  cedar  fence  posts  must  take  the  same  rates.  Practically 
the  only  fence  posts  moved  are  of  cedar,  and  they  move  only  by  raiL 

Protestants  challenge  the  propriety  of  charging  the  same  rates 
on  the  cedar  posts  as  on  cedar  lumber.  The  average  carload  wei^it 
of  cedar  posts  is  about  44,000  pounds,  or  several  thousand  pounds 
greater  than  that  of  cedar  lumber,  which  is  a  more  valuable  com- 
modity. Cedar  fence  posts  can  be  loaded  in  any  kind  of  equip- 
ment, whereas  cedar  lumber  can  not.  Cedar  f^ice  posts  are  com- 
paratively cheap,  and  according  to  an  exhibit  introduced  by  protee- 
tants,  in  20  out  of  34  shipments  of  such  posts  from  Washington  points 
to  destinations  in  California,  Nevada,  and  Arizona  the  freight 
charges  exceeded  the  net  amount  received  for  the  material. 

Respondents  voluntarily  added  fence  posts  and  other  low-grade 
forest  products,  such  as  lath,  mining  timbers,  and  mining  wedges  to 
the  group-D  provision  about  five  years  ago,  and  for  several  years,  at 
least,  raised  no  question  about  the  application  of  the  group-D  rates. 
According  to  protestants,  many  overcharge  claims  have  been  settled 
on  the  basis  of  the  group-D  rates. 

In  all,  or  practically  all,  tarifFs  applying  from  the  Pacific  north- 
west, except  the  one  involved  in  this  case,  the  rates  on  cedar  fence 
posts  are  the  same  as  or  lower  than  those  on  fir  lumber. 

Upon  this  record  we  find  that  respondents  have  not  justified  the 
proposed  increased  rates,  and  an  order  will  be  entered  requiring  the 
cancellation  of  the  suspended  schedules.  Respondents  should  revise 
the  present  schedule  so  as  to  show  clearly  that  group-D  rates  apply 
on  cedar  fence  posts. 
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No,  11433.* 
MONSANTO  CHEMICAL  WORKS 

V. 

PENNSYLVANIA  EAILROAD  COMPANY,  DIRECTOR 

GENERAL,  AS  AGENT,  ET  AL. 


SubmUted  December  18,  1920,    Decided  April  11, 1921. 


Kates  on  imported  nitrate  of  soda,  In  carloads,  from  New  York,  N.  Y.,  and 
Baltimore,  Md.,  to  East  St.  Louis,  111^  found  unreasonable.  Reparation 
awarded. 

ThomcLs  Bond  for  complainant. 

S.  G.  Matthews  for  Pennsylvania  Railroad  Company. 

Alex.  M.  Bull  for  Director  General  of  Railroads,  as  Agent. 

Reporf  of  thb  Commission. 

Division  3,  Commissioners  Hall,  Attchison,  and  Eastman. 

By  Division  3: 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 
Complainant,  a  corporation  manufacturing  chemicals  at  East  St. 
Louis,  111.,  by  complaints  filed  April  26, 1920,  as  amended,  aUeges  that 
the  rates  charged  on  12  carloads  of  nitrate  of  soda,  imported  from 
Chile,  shipped  to  East  St.  Louis,  111.,  5  in  August,  1918,  from  Balti- 
more, Md.,  and  7  in  September,  1918,  from  New  York,  N.  Y.,  were 
unreasonable.  Reparation  only  is  asked.  Rates  will  be  stated  in  cents 
per  100  pounds. 

The  shipments  from  Baltimore,  aggregating  406,129  pounds,  moved 
over  the  Pennsylvania  and  the  Pittsburgh,  Cincinnati,  Chicago  &  St. 
Louis.    Freight  charges  of  $2,010.42  were  collected  at  the  applicable 
fiftb-dass  rate  of  49.5  cents.    The  shipments  from  New  York,  aggre- 
gating 546,340  pounds,  moved  over  the  New  York  Central  and  the 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis.     Freight  charges  of 
$2,868.31  were  collected  at  the  applicable  fifth-class  rate  of  52.5  cents. 
Prior  to  June  25,  1918,  there  was  in  efFect  an  import  commodity 
rate  of  28  cents  from  New  York  to  East  St.  Louis,  with  the  usual 
differential  adjustment  from  Baltimore  of  3  cents  under  New  York. 
On  that  date,  pursuant  to  general  order  No.  28  of  the  Director 

<Thli  report  also  embraces  No.  11483  (Sub-No.  1),  Same  v.  New  York  Central  Bail- 
road  Company,  Director  General,  as  Agent,  et  al. 
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General  of  Railroads,  these  import  rates  were  canceled.  Fifth-class 
rates  of  49.5  cents  from  Baltimore  and  52.5  cents  from  New  York 
thereupon  became  applicable.  Domestic  conmioditj  rates  to  £ast 
St.  Louis  of  39  cents  from  Baltimore,  effective  December  24,  1918, 
and  42  cents  from  New  York,  effective  February  17,  1919,  -were 
established.  These  rates  were  reduced  to  35.5  and  38.5  cents, 
tively,  effective  July  1, 1920. 

In  General  Chemical  Co,  v.  Director  General^  57  I.  C,  C,  222, 
had  under  consideration  rates  on  imported  nitrate  of  soda  from 
New  York,  Philadelphia,  Pa,,  and  Baltimore  to  Hegewisch,  IlL,  a 
point  in  the  immediate  vicinity  of  Cliicago  which  takes  the  New 
York-Chicago  rates.  We  there  found  that  the  charges  collected  an 
shipments  which  moved  during  the  latter  part  of  1918  were  unrea- 
sonable to  the  extent  that  they  exceeded  33  cents  from  New  York 
and  3  cents  less  from  Baltimore,  the  usual  differential.  East  St 
Louis  takes  117  per  cent  of  the  New  York-Chicago  rates,  and  on  this 
percentage  the  rates  effective  July  1,  1920,  were  established. 

We  find  that  the  rates  assailed  were  unreasonable  to  the  extent 
that  they  exceeded  35.5  cents  per  100  pounds  from  Baltimore  and 
38.5  cents  per  100  poimds  from  New  York;  that  complainant  made 
the  shipments  as  described  and  paid  and  bore  the  charges  thereon; 
that  it  has  been  damaged  thereby  in  the  amount  of  the  difference 
between  the  charges  paid  and  those  which  would  have  accrued  at 
the  rates  herein  found  reasonable,  and  that  it  is  entitled  to  repara- 
tion in  the  sum  of  $1,333.55,  with  interest. 

An  appropriate  order  will  be  entered. 
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No.  11544. 

BARRETT  COMPANY 

V. 

DIRECTOR   GENERAL,   AS    AGENT,   PHILADELPHIA   A 

READING  RAILWAY  COMPANY,  ET  AL. 


Submitted  December  SI,  1920.    Decided  April  11,  1921. 


Rate  on  coal  tar,  in  carloads,  from  South  Bethlehem,  Pa.,  to  Gray*s  Ferry, 
Philadelphia,  Pa.,  found  unreasonable  during  federal  control  Reparation 
awarded. 

c7.  Z.  RobertB  for  complamaiit. 
WUliann  L.  Kinter  for  dofendants. 

Report  or  t'he  Commission. 

Division  3,  Commissioners  Hau4,  Aitchison,  and  Eastman* 

By  Division  3: 
No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 
Complainant,  a  corporation  distilling  coal  and  oil  tar  at  Gray's 
Ferry,  Philadelphia,  Pa.,  alleges  that  the  rate  of  15  cents  charged 
on  58  carloads  of  coal  tar  sbipped  in  August,  September,  and 
October,  1918,  from  South  Bethlehem,  Pa.,  to  Gray's  Ferry,  was 
unreasonable  to  the  extent  that  it  exceeded  8  cents.  It  aEdcs  for 
reparation  and  the  establishment  of  a  reasonable  rate  for  the  future. 
Rates  are  stated  in  cents  per  100  pounds. 

The  shipments,  routed  Pennsfylvania  delivery,  moved  intrastate 
in  complainant's  tank  cars  over  Uie  Philadelphia  &  Reading,  herein- 
after called  the  Reading,  and  the  Pennsylvania.  The  applicable 
sixth-class  rate  of  15  cents  was  charged.  There  was  contemporane- 
ously in  effect  over  the  Reading  a  commodity  rate  of  8  cents  in 
connection  with  Baltimore  &  Ohio  delivery. 

Prior  and  subsequent  to  the  period  covered  by  the  complaint  coal 
tar  from  South  Bethlehem  moved  to  the  plant  at  Gray's  Ferry  over 
the  Reading  and  the  Baltimore  &  Ohio,  which  complainant  states  was 
and  is  the  normal  route.  When  these  shipments  were  made  the  Read- 
ing had  in  effect  an  embargo  on  all  carload  freight  to  Philadelphia 
for  Baltimore  &  Ohio  delivery,  except  foodstuffs  and  perishable 
freight.  Shipments  were  accepted  only  under  permits  granted  by  a 
freight  traffic  committee. 
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Complainant  states  that  it  was  refused  permits  for  Baltimore  & 
Ohio  delivery  and  had  to  specify  Pennsylvania  delivery  in  order  to 
obtain  the  coal  tar,  and  that  the  8-cent  rate  should  have  applied  ia 
connection  with  the  Pennsylvania,  as  the  distances  over  both  rootei 
are  practically  the  same.  It  contends  that  there  was  no  valid  reason 
for  the  Beading  to  maintain  different  rates,  dependent  upon  which 
carrier  made  delivery. 

Defendants  submitted  evidence  to  show  that  as  to  these  particaltr 
shipments  no  applications  for  Baltimore  &  Ohio  delivery  were  made 
by  complainant.  They  insist  that  as  there  was  one  available  route 
over  which  the  8-cent  rate  was  applicable,  there  was  no  -necessity 
for  an  additional  route.  This  contention  ignores  the  fact  that  when 
the  shipments  moved  the  Pennsylvania  was  under  federal  control 
and  being  operated  as  a  part  of  a  national  system  of  transportati<Hi, 
and  that  the  lines  of  defendants  were,  for  then  present  purposes,  a 
single  line.  Kaw  River  Sand  <&  Material  Co.  v.  A,^T.(&  S.  F.  Ry.  Co^ 
51  I.  C.  C,  350 ;  Gill  v.  Director  General,  59  I.  C.  C,  119. 

We  find  that  the  rate  assailed  wad  imreasonable  to  the  extent  that 
it  exceeded  8  cents  per  100  pounds ;  that  complainant  made  the  ship- 
ments as  described  and  paid  and  bore  the  charges  thereon;  that  it 
has  been  damaged  in  the  amount  of  the  difference  between  the  charges 
paid  and  those  which  would  have  accrued  at  the  rate  herein  found 
reasonable;  and  that  it  is  entitled  to  reparation,  with  interest.  Com- 
plainafnt  should  comply  with  rule  V  of  the  Bules  of  Practice. 

Our  jurisdiction  over  intrastate  rates,  except  under  circumstances 
not  here  present,  is  limited  to  cases  falling  within  the  provisions 
of  section  206  (c),  transportatdoJi  act,  1920.  Therefore  no  order  for 
the  futture  will  be  entered* 

eiLac 
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No.  11330. 

MINNESOTA  &  ONTAKIO  PAPER  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  BALTIMORE  &  OHIO 
CHICAGO  TERMINAL  RAILROAD  COMPANY,  ET  AL. 


Submitted  December  8,  1920,    Decided  March  5,  1921. 


Rates  on  salt  cake,  in  carloads,  from  Newell,  Pa.,  and  Hegewisch  and  West 
Hammond,  111.,  to  International  Falls,  Minn.,  found  to  have  been  unrea- 
sonable.   Reparation  awarded. 

WUltam  N,  Wehh  for  complainant. 
A.  H.  L088OW  for  defendants. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 
Complainant,  a  corporation  manufacturing  paper  at  International 
Falls,  Minn.,  formerly  the  Minnesota  &  Ontario  Power  Company, 
alleges  by  complaint  seasonably  filed  that  the  rates  charged  on  21 
carloads  of  salt  cake,  in  bulk,  shipped  from  Newell,  Pa.,  and  Hege- 
wisch and  West  Hammond,  HI.,  to  International  Falls  between  July 
1,  1917,  and  May  3,  1918,  were  unreasonable  to  the  extent  that  they 
exceeded  rates  subsequently  established.  The  prayer  is  for  repara- 
tion.  Rates  will  be  stated  in  cents  per  100  pounds. 

International  Falls  is  170  miles  northwest  of  Duluth,  Minn.,  and 
Hegewisch  and  West  Hammond  are  Chicago,  HI.,  rate  points.  The 
shipments  averaged  74,021  pounds  and  moved  via  Duluth,  those  from 
Newell  via  Chicago  and  Duluth.  Charges  were  collected  at  the  ap- 
plicable combination  rates  of  50.2  cents  from  Newell,  composed  of 
a  commodity  rate  of  29  cents  to  Duluth  and  the  fifth-class  rate  of 
21.2  cents  beyond  and  40.7  cents  from  Hegewisch  and  West  Ham- 
mond composed  of  a  commodity  rate  of  19.5  cents  to  Duluth  and 
the  fifth-class  rate  of  21.2  cents  beyond.  Effective  February  11  and 
May  4,  1918,  respectively,  a  joint  commodity  rate  of  16  cents  was 
established  from  Chicago  rate  points  to  International  Falls  over 
the  two  routes  by  which  these  shipments  moved.  As  the  contem- 
poraneous rate  from  Newell  to  Chicago  was  15  cents,  the  combina- 
tion rate  from  Newell  to  International  Falls  became  31  cents. 
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Salt  cake,  or  sodium  sulphate,  is  made  by  decomposing  oommon 
salt  with  sulphuric  acid,  and  is  used  in  making  paper  pulp.  It  is 
usually  shipped  in  box  cars  loaded  to  capacity,  and  at  the  time  these 
shipments  moved  it  was  worth  about  $27  per  ton,  f.  o.  b.  Chicago. 
Bates  on  this  commodity  are  usually  grouped  with  numerous  other 
paper-stock  materials,  some  of  which  are  of  considerably  greater 
value.  Complainant  opened  its  pulp  mill  in  1917,  and  asserts  thmt 
the  carriers  had  promised  to  publish  a  commodity  rate  some  time 
before  the  shipments  moved. 

Complainant  compares  the  40.7-cent  rate  for  the  short-line  dis- 
tance of  638  miles  from  Chicago  with  other  rates  set  out  in  the  fol- 
lowing table,  showing  ton-mile  and  car-mile  earnings  based  on  the 
average  loading  of  the  shipments  here  considered : 


From— 

To- 

Distance. 

Bata. 

ToiHnile 
earnings. 

SS&i 

Eeeawlscb    and    West 
Hammond. 
Do 

TntWTIfttlOT^ftl  Falls 

Milet. 
1638 

1A38 
«  473.5 
S26aL6 
« 177.6 
479 

Onte. 
4a7 

10 
1915 
13 
8 
10 

IffUt. 
1Z7S 

&03 
&24 
9114 
9.01 
4.18 

Oemtt. 
41.  n 

do 

W,9^ 

Chicago 

Duluth  and  Barksdale 

3QL5 

Do 

Five  Wiffconrin  D0ints 

S3LSX 

Milwaukee 

do 

SS.fii 

Barksdale 

Chicago 

l&tf 

1  Short-line  distance  from  Chicago. 


s  Average  distance. 


Defendants  offered  no  evidence  at  the  hearing,l)ut  it  was  stated  by 
their  counsel  that  the  16-cent  rate  was  published  because  the  former 
rates  were  believed  to  be  out  of  line  with  those  to  Duluth  and  other 
points.  Some  of  defendants  had  expressed  a  willingness  to  make 
reparation  on  our  informal  docket  to  the  basis  of  the  subsequently 
established  rates. 

The  publication  of  the  16-cent  rate  made  the  rate  to  Duluth  higher 
than  to  International  Falls  and  created  a  departure  from  the  long- 
and-short-haul  provision  of  the  fourth  section,  which  was  and  is  un- 
authorized, and  therefore  unlawful,  and  should  be  promptly  corrected. 

The  fifth-class  rate  of  21.2  cents  applicable  beyond  Duluth,  170 
miles,  yielded  ton-mile  earnings  of  nearly  25  mills,  which  were  exces- 
sive as  compared  with  the  ton-mile  earnings  of  8.24  mills  under  the 
19.5-cent  rate  for  the  average  distance  of  473.5  miles  from  Chicago 
to  Duluth  and  Barksdale.  A  rate  of  25  cents,  or  5.5  cents  over  the  rate 
to  Duluth  and  Barksdale,  would  have  yielded  7.84  mills  per  ton-mile 
and  29.02  cents  per  car-mile,  which  are  slightly  higher  than  the  earn- 
ings under  the  19.6-cent  rate  to  Duluth. 

We  find  that  the  rates  assailed  were  unreasonable  to  the  extent  that 

they  exceeded  26  cents  per  100  pounds  from  Hegewisch  and  West 

Hammond  to  International  Falls  and  40  cents  per  100  pounds  from 

Newell  to  International  Falls ;  that  complainant  under  its  former  cor- 
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porate  name  of  Minnesota  &  Ontario  Power  Company  made  the  ship- 
ments as  described  and  paid  and  bore  the  charges  thereon ;  that  it  was 
damaged  thereby  in  the  amount  of  the  difference  between  the  charges 
paid  and  those  which  would  have  accrued  at  the  rates  herein  found 
reasonable ;  and  that  it  is  ^itiiled  to  reparation,  with  interest.  Com*- 
plainant  should  comply  with  rule  Y  of  the  Bules  of  Practice. 


^mi^ 


No.  11445. 
BERRY  BROTHERS,  INCORPORATED, 

V. 

CHICAGO   &   NORTH   WESTERN    RAILWAY    COMPANY 

ETAL. 


Submitted  December  IS,  1920.    Decided  April  11, 1921. 


Rates  applicable  on  wood  akohol,  in  tank-car  loads,  ttam  Astiland,  Wis.,  to 
Detroit,  Mich.,  found  not  unreasonable.    Cknnplaint  dismissed. 

Thomas  B.  Moore  and  Beaumont^  Smith  cfe  Harris  for  complainant. 
Robert  E.  Widdicombe  and  L.  P.  Day  for  defendants. 

Report  of  the  Commission. 

Division  8,  Commissioners  HalLt,  Aitchison,  and  Eastman. 

By  Division  3 : 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by 
the  examiner. 

Complainant,  a  corporation  manufacturing  varnishes  and  paints 
at  Detroit,  Mich.,  alleges  by  complaint  seasonably  filed  that  the  rate 
of  43.5  cents  demanded  on  wood  alcohol,  in  tank-car  loads,  from  Ash- 
land, Wis.,  to  Detroit,  during*  1917  and  January,  1918,  on  which 
charges  were  collected  at  a  rate  of  24.7  cents,  was  unjust  and  un- 
reasonable. We  are  asked  to  prescribe  a  reasonable  rate  for  the 
future  and  to  award  reparation  on  one  carload  shipped  in  June, 
1917,  on  which  charges  were  paid  at  the  rate  assailed.  Rates  are 
stated  in  cents  per  100  pounds  and  do  not  include  the  increases  author- 
ized in  general  order  No.  28  of  the  Director  General  of  Bailroads,  or 
tiie  general  increa^  authorized  by  us  on  July  29, 1920. 

The  Director  General  was  not  made  a  party  defendant  and  was 
not  represented  at  the  hearing.  The  shipments  made  during  federal 
control  will  tiierefore  not  be  considered. 
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The  shipments,  which  were  in  complainant's  tank  cars  moved 
routed  by  the  shipper  over  the  Chicago  &  North  Western, 
after  termed  the  North  Western,  to  Saxon,  Wis.,  the  Dulnth,  SchxA 
Shore  &  Atlantic  to  Mackinaw  City,  Mich.,  and  the  Michigan  Cen- 
tral beyond,  about  633  miles.  Complainant's  plant  is  located  on  the 
line  of  the  Michigan  Central.  Charges  were  paid  at  a  rate  of  24.7 
cents.  Subsequently  defendants  claimed  that  the  applicable  rate 
was  43.5  cents  and  collected  the  difference  on  one  carload  .weighing 
56,000  pounds.    Defendants  admit  that  part  of  this  is  an  overcharge. 

Prior  to  September  20,  1917,  the  lowest  combination  rate  over 
route  of  movement  was  38.4  cents,  composed  of  a  proportional 
of  20  cents  to  Mackinaw  City,  and  the  fifth-class  rate  of  18.4  cents 
beyond.    On  that  date  this  combination  was  increased  to  41  cents. 

Complainant's  main  contention  is  that  a  joint  commodity  rate  of 
24.7  cents  was  applicable,  as  the  item  carrying  that  rate  via  Mackinaw 
City  contained  no  reference  to  any  exception  which  would  eliminate 
its  application  in  connection  with  the  North  Western.  Defendants 
contend  that  the  combination  rate  applied  because  of  a  general  excep- 
tion in  the  tariff  which  stated  specifically  that  no  joint  rates  would 
apply  in  connection  with  the  North  Western  via  Mackinaw  City  and 
certain  other  points.  They  further  contend  that  a  tariff  must  be 
considered  in  its  entirety  and  that  any  particular  item  is  subject  to 
all  general  rules  restricting  routing  and  application  of  rates.  The 
item  carrying  the  general  exception  did  not  require  a  reference 
thereto  to  make  it  applicable  throughout  the  tariff. 

Complainant  further  contends  that  if  we  find  the  joint  rate  not 
applicable  the  combination  rate  was  unreasonable.  Comparison  is 
made  with  the  joint  rate  of  24.7  cents  concurred  in  by  the  North 
Western  on  shipments  moving  via  Manitowoc  or  Milwaukee,  Wis. 
An  exhibit  prepared  by  complainant  shows  the  earnings  per  ton- 
mile  and  car-mile  over  all  of  the  routes  at  the  rate  of  24.7  cents  and 
at  the  rate  of  43.5  cents  via  Mackinaw  City.  Relatively  high  earn- 
ings are  shown  under  the  43.5-cent  rate. 

The  North  Western  maintained  two  through  routes  from  Ashland 
to  Detroit  over  which  the  rate  of  24.7  cents  was  maintained;  one 
via  Manitowoc,  Wis.,  and  the  other  via  Milwaukee,  Wis.  Both  are 
two-line  hauls  and  are  shorter  than  the  three-line  haul  via  Mackinaw 
City.  The  North  Western  has  a  haul  of  287  miles  by  way  of  Mani- 
towoc, as  compared  with  26.5  miles  by  the  route  of  movement.  It 
urges  strongly  that  we  have  no  authority  under  section  15  of  the 
interstate  commerce  act  to  require  it  to  short-haul  itself  without  ite 
consent. 

Defendants  can  not  be  held  responsible  where  the  shipper  routed 

the  shipments  and  could  have  avoided  the  damage  alleged  by  desig* 
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i:isi.tiiig  a  route  over  which  the  through  rate  applied.  The  existence 
of  a  lower  rate  over  other  routes  does  not  of  itself  warrant  a  con- 
demnation of  the  rate  charged. 

We  find  that  the  item  carrying  the  through  rate  via  Mackinaw 

City  was  limited  by  the  general  exception  and  was  not  applicable  to 

t;Iie  shipments  as  routed.    We  further  find  that  the  applicable  rates 

^^v^ere  the  lowest  combinations  in  effect  over  the  route  of  movement 

And  that  they  were  not  and  are  not  unreasonable. 

The  complaint  will  be  dismissed. 
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No.  8167.* 
THREE  LAKES  LUMBER  OOMPANY  ET  ALu 

V. 

WASHINGTON  WESTERN  RAILWAY  COMPANY, 
DIRECTOR  GENERAL,  AS  AGENT,  ET  AL. 


Suhmiited  January  6,  192t     Decided  April  6,  1921. 


1.  Upon  farther  hearing,  previous  decision  in  5L  I.  O.  C,  42,  modified. 

2.  Rates  on  lumber  and  forest  products  from  points  on  Che  Washlnston  Weal- 

em  Railway  to  interstete  destinations  found  not  to  have  been  or  to  be 
unreasonable,  but  refusal  of  defendants  to  maintain  Joint  rates  on  te 
coast-group  basis  from  points  on  the  Wasldngton  Western  to  Interstatt 
destinations,  while  contemporaneously  maintaining  rates  on  like  trafflc 
on  the  coast-group  basis  to  the  same  destinations  from  points  in  the 
states  of  Washington  and  Oregon  on'  their  own  branch  lines,  on  tbcir 
proprietary  branca  .ines,  or  on  their  independent  connections,  fonnd  to 
result  in  undue  prejudice.  Undue  prejudice  ordered  removed. 
8.  Complainants  not  shown  to  have  l>een  damaged  by  the  undue  prejudice; 
reparation  denied. 

Luther  M.  Walter  and  John  S.  Burchmore  for  complainants  and 
Washington  Western  Railway  Company. 

D.  F.  Lyona^  A.  G.  Spencer ^  and  John  F.  Finerty  for  defendants 
except  Washington  Western  Railway  Company. 

Joseph  N.  Teal  for  West  Coast  Lmnbermen's  Association,  inter- 
vener. 

Report  of  the  Commission  on  Fubther  Hearing. 

Daniels,  Commissioner: 

Exceptions  were  filed  by  the  parties  to  the  report  proposed  by  the 
examiner  and  the  case  was  orally  argued  before  us. 

The  Washington  Western  Railway  connects  with  the  Northern 
lacific  Railway  at  Machias,  Wash.,  and  extends  in  a  southeasterly 
direction  about  11  miles  to  Woodruff,  Wash.,  where  it  connects  with 
the  Great  Northern  Railway  and  also  with  the  Chicago,  Milwaukee 
&  St.  Paul  Railway,  hereinafter  referred  to  as  the  St.  Paul.  The 
principal  issues  here  presented,  namely,  whether  the  failure  of  de- 
fendants to  maintain  joint  rates  on  the  coast-group  basis  on  lumber 

« Thii  report  also  embraces  InTeatiffation  and  SatpeniloB  Docket  No.  198.  Joint  RatM 
with  the  Washington  Western  Railway  Company  and  No.  10816,  Three  Lakes  Lmahn 
Company  et  aL  v.  Director  General,  ma  Agent,  Waahington  Western  Railway  Conpsay, 
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id  forest  products  from  points  on  the  Washington  Western  to  in- 
^rstate  destinations  was  or  is  unreasonable  or  unduly  prejudicial, 
ave  been  made  the  subject  of  three  reports  by  this  Commission. 
Tn  our  original  report,  Joint  Rates  with  the  Washington  Western 
iy.j  27  I.  C.  C,  680,  we  sustained  the  action  of  the  respondents  in 
»Top€»8ing  to  cancel  joint  rates  on  this  traffic  on  the  coast-group  basis, 
/hich  joint  rates  had  recently  been  established  in  connection  with 
he  Oreat  Northern  and  Northern  Pacific  railways.    No  such  joint 
*ates  had  been  established  over  the  V\  ashington  Western  in  connec- 
cion  with  the  St.  Paul.    We  rested  our  decision  largely  upon  the 
ground  that  the  Washington  Western  was  a  plant  facility  of  the 
Three   L«akes  Lumber  (Jompany,  the  proprietary  company,  whose 
mill  is  located  about  4  miles  south  of  Maohias.    We  olxBerved,  how- 
ever, that  even  if  the  Washington  Western  should  be  regarded  on 
the  record  as  a  common  carrier,  it  did  not  fcdlow  that  the  Three 
Lakes  Lumber  Company  was  entitled  to  the  benefit  of  the  group 
rates  from  its  mill  while  its  competitors  located  on  the  lines  of  other 
industrial  railroads  operated  in  connection  with  lumber  mills  were 
required  to  pay  the  group  rates  from  the  junctions  with  the  trunk 
lines.     The  orders  suspending  the  cancellation  of  the  joint  rates  were 
vacated  as  of  July  21,  ldl8.    Subsequently,  upon  petition  of.  the 
Washington  Western,  a  further  hearing  was  had  upon  the  question 
of  whether  the  statement  in  the  original  report  to  the  effect  that  it 
was  not  the  practice  of  the  trunk  lines  to  extend  lumber  rates  to  tap- 
line  points  in  the  state  of  Washington  was  correct ;  and  also  upon  the 
question  of  what  undue  prejudice,  if  any,  resulted  from  the  refusftl 
of  the  trunk  lines  to  extend  the  junction-point  rates  to  points  on  the 
Washington  Western.    As  a  result  of  this  further  hearing  we  issued 
our  second  report^  41 1.  C.  C,  648,  in  which  we  said : 

The  coast  rates  on  lomber  which,  for  a  short  time,  were  pablished  from 
points  local  to  the  Washington  Western,  apfdy  generaUy  from  points  west  of 
the  Cascade  llonntalns,  lying  between  VancouTer,  British  Oolombia,  on  the 
norUi  throoi^  Washington  and  Oregon,  to  the  California-Oregon  state  line,  on 
the  south.  The  Northern  Pacific  and  the  Oreat  Northern  do  not  serve  all 
points  in  this  blanket,  but  the  Washington  Western  Is  well  within  the  groups 
served  by  them. 

The  eridence  now  before  ns  shows  that  within  tbts  general  blanket  the  coast- 
group  lumber  rates  apply  from  points  on  all  main  trunk  Unes*  on  proprietary 
branches  of  the  trunk  Unes,  and  on  connecting  lines  which  are  common  carriers. 
Complainant  contends  that   the  Washington   Western   is  the  only   common 
carrier  within  the  coast-group  territory  from  which  the  coast-group  lumber 
Tttes  do  not  apply.    The  history  of  the  Washington  Western,  Its  physical  situa- 
tloa  and  operations,  are  fally  recited  in  the  original  report    Its  character  as 
a  common  carrier  is  not  now  denied  by  respondents.    The  inresent  record  shows 
that  the  coast-group  rates  are  applied  from  points  on  two  other  connecting 
roads  controlled  and  operated  by  lumber  interests. 
eiLCO. 
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In  conformity  with  the  principles  announced  by  the  Siipi 
Court  of  the  United  States  in  the  Tap  Line  Gase^,  234  U.  S.,  U  y 
held  that  the  Washington  Western  was  a  common  carrier  both 
proprietary  and  nonproprietary  traffic,  and  upon  consaderatioii  ^ 
the  whole  record  found  that  respondents'  denial  of  joint 
rates  on  lumber  and  forest  products  originating  at  points  on 
Washington  Western  while  maintaining  such  rates  from  points 
their  proprietary  branches,  from  points  on  the  lines  of  oth^* 
mon  carriers,  and  from  points  on  the  Ckdumbia  Biver  in  connectiB 
with  boat  lines,^  subjected  the  Washington  Western  and  ahippeis 
on  its  line  to  undue  prejudice  and  disadvantage  which  the  respond- 
ents were  directed  by  order  to  remove.    Prior  to  the  effective  data  of 
that  order  the  Great  Northern  and  Northern  Pacific,  whidi  bad 
assumed  the  burden  of  defending  respondents'  action,  filed  a  petitioB 
in  which  they  asked  that  we  approve  certain  proposed  changes  'm 
rates  as  being  in  sufficient  compliance  with  our  order.    The  proceed- 
ing was  thereupon  reopened  for  further  argument  and  the  effedivt 
date  of  the  order  was  indefinitely  postponed  pending  such  aigo- 
ment. 

In  the  interim,  on  July  19,  1915,  a  complaint.  No.  8167,  had  boa 
filed  by  the  Three  Lakes  Lumber  Company  and  other  shippers  lo- 
cated on  the  Washington  Western  in  which  the  only  carriers  named 
as  defendants  were  the  Washington  Western,  the  Great  Northern, 
the  Northern  Pacific,  and  the  St.  PauL  In  this  ccHnplaint  it  wis 
alleged  that  the  failure  of  the  defendants  and  their  connections  to 
publish  and  maintain  subsequent  to  July  21, 1918,  joint  rates  on  the 
coast-group  basis  for  the  transportation  of  lumber  and  forest  prod- 
ucts from  points  on  the  Washington  Western  to  interstate  destina- 
tions resulted  in.  the  application  of  combination  rates  made  up  of  the 
local  rate  of  the  Wiishington  Western  and  the  coast-group  rates  pub- 
lished by  its  connections;  that  such  combination  rates  were  unjust 
and  unreasonable;  and  that  the  maintenance  by  said  defendants 
of  joint  rates  on  the  coast-group  basis  from  otiier  points  in  the 
coast  group  at  which  competitors  of  complainants  were  located  sub- 
jected complainants  to  undue  prejudice.  The  propriety  of  the  ex- 
tent to  which  the  main-line  points  were  blanketed  was  not  ques- 
tioned, the  discrimination  alleged  being  that  the  three  trunk  line 
defendants  entered  into  joint  rates  on  the  coast-group  basis  from 
competing  shipping  points  on  connecting  lines  while  refusing  to 
enter  into  like  joint  rates  with  the  Washington  Western.  Complain* 
ants  asked  for  the  establishment  of  joiiri;  rates  on  the  coast-group 


iAt  that  time  the  Great  Northern  and  Northern  Pacific  thoa  extended  the  coaat-grovp 
rates  on  shingles  and  certain  other  lumber  articles  In  packages  suitable  for  transportatioo 
by  water,  hot  not  on  lamber,  recelTed  from  the  boat  Unea  at  Kalama,  Wash.,  bat  tiria 
arrangement  has  slnoe  been  eanealad. 

eiLca 
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from  points  on  the  Washington  Western  to  interstate  destina- 
tions, ajid  for  reparation  on  shipments*  moving  subsequent  to  Jtdy 
dl,  1918,  the  date  on  which  the  joint  ri^es  were  canceled  in  cotinec- 
Lion  ^with  the  Gh^at  Northern  and  Northern  Pacific.  Later  the 
Oirector  General  of  Sai|roads  was  also  made  a  party  defendant. 

Xhe  questions  presented  by  the  reargument  in  Investigation  and 
Suspension  Docket  No.  198  and  the  issues  raised  by  the  complaint  in 
"No.  8107  were  disposed  of  in  a  third  report,  Thrse  Lakes  Lumber  Co. 
V.  IV.  JV.  By.  Co.j  52  I.  C.  C,  42.    We  there  found  that  the  proposals 
submitted  by  the  Northern  Pacific  and  Grreat  Northern  would  effect 
M&ly  a  partial  removal  of  the  discrimination  condemned  in  our  second 
report ;  that  as  it  was  proposed  to  continue  the  coast-group  rates  from 
points  on  the  respondents'  branch  lines,  from  points  on  their  respec- 
tive proprietary  lines,  and  from  points  on  the  lines  of  other  common 
carriers,  those  points  would  enjoy  a  preference  which  we  had  held 
to  be  unlawful.    We  further  found  that  the  rates  on  lumber  from 
points  on  the  Washington  Western  to  interstate  destinations  on  the 
lines  of  defendants  in  No.  8167  were  and  since  July  21, 1913,  had  been 
unreasonable  and  unduly  prejudicial  to  the  extent  that  they  exceeded 
the  coast-group  basis  of  rates  contemporaneously  applicable  from 
points  on  the  defendants'  proprietary  lines,  from  points  on  inde- 
pendent branch  lines,  and  from  points  on  the  lines  of  other  common 
carriers  in  that  group.    We  prescribed  that  relationship  of  rates  for 
the  future,  and  found  that  complainants  were  entitled  to  reparation. 
No  final  order  of  reparation,  however,  has  been  entered.    The  pro- 
ceedings in  Investigation  and  Suspension  Docket  No.  1^  were  there- 
upon discontinued. 

After  certain  other  proceedings,  which  it  is  unnecessary  to  recite 
here,  were  had,  the  Three  Lakes  Lumber  Company  and  other  shippers 
complainant  in  No.  8167  filed  an  additional  complaint.  No.  10816, 
naming  as  defendants  the  Director  General  and  numerous  carriers 
all  of  whom  were  respondents  in  Investigation  and  Suspension 
Docket  No.  193.    In  this  complaint  it  is  alleged  that  our  order  of 
January  7, 1919,  in  No.  8167^ was  observed  by  the  publication  of  the 
coast-group  rates  to  stations  on  the  Great  Northern,  Northern  Pacific, 
and  St.  Paul  only,  whereas,  it  is  contended,  the  order  contemplated 
the  establishment  of,  and  that  defendants  should  be  required  to 
estaUish,  the  coast-grotip  basis  from  Washington  Western  stations 
to  all  points  to  which  the  coast-group  rat^  generally  apply.    Repara- 
tion also  was  asked. 

Upon  petition,  filed  November  6, 1919,  by  the  Director  General  in 
his  own  behalf  and  on  behalf  of  the  Great  Northern,  Northern 
Pacific,  and  St.  Paul,  Investigation  and  Suspension  Docket  No.  198 
and  No.  8167  were  reopened  and,  together  with  No.  10816,  were 

eii.aa 


412  IKTEBSTATE  CX)MMBBCE  001CKIS8I0H  REPOBTS. 

assigned  for  further  hearing,  as  a  result  of  which  the  entire  prootti> 
ings  are  now  before  us  for  consideration.  Certain  additional  ahippva 
located  on  or  near  the  Washington  Western  and  ^pping  over  Hi 
rails  were  permitted  to  intervene,  adopting  the  allegations  of  the  con- 
plaints  in  No.  8167  and  No.  10816,  and  are  hereinafter  referred  to  ai» 
as  complainants.  The  West  Coast  Lumbermen's  Associati<Mi  also  in- 
teryened  on  behalf  of  complainants.  It  is  opposed  to  any  finding 
which  might  result  in  disturbing  or  limiting  the  present  rate  fltnw- 
ture  with  respect  to  the  application  of  the  coast-group  rates  to  poiiuti 
on  defendants'  branch  lines  or  independent  connections. 

Defendants  contend  that  our  <mier  requiring  the  maintenaiif)e  oi 
coast-group  rates  from  points  on  the  Washington  Western  was  tht 
result  of  several  fundamental  errors,  the  first  being  that  we  wen  a 
error  in  finding  that  the  trunk  lines  in  the  coast  group  appliad  tiie 
coast-group  rates  generally  from  points  on  their  connections;  and 
that  we  also  erred  in  finding  that  the  Washington  Western  was  the 
only  common  carrier  within  the  coast  group  from  which  the  blanket 
rates  were  not  applied.  It  does  not  appear  that  our  findings  w^e 
as  broad  as  is  asserted  by  defendants.  While  it  is  stated  in  thoaa 
decisions  that  complainants  asserted  that  the  Washington  Westen 
was  the  only  common  carrier  in  the  state  of  Washington  that  did 
not  carry  the  coast-group  rates  from  points  on  its  line,  no  ^>ecifie 
finding  to  that  effect  was  made  by  us  in  these  cases.  In  our  third 
report  we  referred  to  the  contention  of  respondents  that  the  blanket 
rates  were  confined  to  points  on  the  trunk  lines  and  their  proprietary 
lines  and  to  points  on  certain  independent  lines  to  which  the  tmnk 
lines  were  forced  by  competition  to  extend  the  group  rates.  Howeveri 
defendants  now  urge  the  facts  to  be  that  the  trunk  lines  in  the  coast 
group  do  not  extend  the  coast-group  rates  to  any  of  their  connec- 
tions except  where  compelled  by  competition;  that,  instead  of  the 
Washington  Western  being  the  only  common  carrier  within  the  coast 
group  to  which  the  blanket  rates  are  not  volvintarily  extended,  it  is, 
by  reason  of  our  order,  the  sole  common  carrier  to  which  the  blanket 
rates  are  extended  in  the  absence  of  compelling  competition. 

The  evidence  now  before  us  in  the  form  of  exhibits  filed  by  de- 
fendants shows  that  there  are  within  the  coast  group,  and  connect- 
ing with  the  trunk  lines,  some  24  short-line  railroads  which  claim  to 
be  common  carriers,  and  file  tariffs  with  this  Commission  or  with  the 
Washington  Public  Service  Commission,  or  with  both,  but  which  are 
not  accorded  joint  rates  on  the  coast-group  basis.  Along  these  roads, 
which  range  in  length  from  1.5  to  87  miles,  there  is  an  available  sup- 
ply of  standing  timber,  and  in  general  there  are  lumber  mills  in 
actual  operation  or  available  mill  sites.  At  least  six  of  them  have 
made  applications  to  the  carriers  for  joint  rates  on  the  coast-gnmp 
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These  applications  have  been  denied  by  the  trunk  lines.    Of 
aoae  short  lines  11  connect  with  one  or  more  of  the  trunk  lines  con- 
.ecting  ^ith  the  Washington  Western,  and  four  others  connect  witii 
'he  Spokane,  Portland  A  Seattle  Railway,  which  is  controlled  jointly 
»y  the  Great  Northern  and  Northern  Pacific.    It  is  insisted  by  de- 
^  Sudanis  that  generally  these  short  lines  are  entitled  to  participate 
n  joint  through  rates  on  the  coast-group  basis  to  the  same  extent  as 
^he  Washington  Western.    Defendants  also  submit  a  list  of  over  100 
>ther  short-line  railroads  connecting  with  the  trunk  lines  within  the 
"^soast  group  to  which  the  blanket  rates  are  not  extended,  many  of 
^hich  roads  compare  favorably  with  the  Washington  Western  in 
length,  construction,  and  equipment.    About  30  of  these  roads,  while 
^  not  claiming  to  be  common  carriers,  handle  some  commercial  traffic 
r^in  addition  to  proprietary  traffic  and  the  remainder  handle  proprie- 
'^^tary  traflBc  only,  including  forest  products  and  logs,  or  logs  only. 
^  Del endajits  urge  that  many  of  these  roads,  if  they  are  not  in  fact  com- 
mon carriers,  can  readily  acquire  that  status. 

The  record  now  shows  that  aside  from  the  Washington  Western, 
^  and  with  one  other  exception  hereinafter  referred  to,  the  only  inde- 
^^  pendent  short-line  railroads  within  the  coast  group  which  are  ac- 
'^'  corded  the  blanket  rates  are  the  British  Columbia  Electric  Railway, 
'-    181  miles;  the  Pacific  Coast  Railroad,  57  miles;  the  Pacific  North- 
west  Traction  Company,  Northern  division,  36  miles;  the  Pacific 
:    Northwest  Traction  Company,  Southern  division,  25  miles;  and,  as 
"    to  certain  points,  the  Portland  Railway,  Light  &  Power  Company. 
J    Defendants  contend  that  the  extension  of  the  blanket  rates  to  points 
^'    on  these  five  lines  is  justified  by  competition,  and  that  the  same 
character  of  competition  does  not  exist  with  respect  to  points  on  the 
-    Washington  Western.    Without  detailing  the  evidence  as  to  the  cir- 
cumstances surrounding  the  extension  of  the  coast-group  rates  to 
'     points  on  these  lines,  it  is  sufficient  for  the  purposes  of  this  report  to 
state  that  it  tends  gmerally  to  support  defendants'  contention  that, 
,     with  the  single  exception  noted,  the  trunk  lines  have  not  extended  the 
blanket  rates  to  independent  short-line  connections  except  where  one 
trunk  line,  in  order  to  obtain  a  share  of  the  traffic  which  would  other- 
wise move  at  the  blanket  rates  over  another  trunk  line,  has  applied 
the  blanket  rates  in  connection  with  an  independent  line  through 
which  alone  it  can  reach  a  point  served  by  the  other  trunk  line.    De- 
toidants  insist  that  competition  of  this  character  does  not  exist  in 
connection  with  the  Washington  Western;  that  Three  Lakes,  not 
being  located  on  any  trunk  line  but  being  a  local  point  on  the  Wash- 
ington Western,  there  is  no  object  in  either  the  Northern  Pacific  or 
Great  Northern  applying  the  blanket  rates  from  that  point,  for,  dis- 
legarding  the  fact  that  the  local  r^te  of  the  Washington  Western  is 
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0.5  cent  less  to  Machias  on  the  Northern  Pacific  than  to  Woodmfl 
on  the  Great  Northern,  the  only  effect  of  so  doing  would  be  to  lestont 
the  original  equality  of  the  trunk  lines  with  respect  to  that  traffic 

But  the  Washington  Western,  forming  as  it  does  a  connecting 
link  between  the  Northern  Pacific  on  the  one  hand,  and  the  Great 
Northern  and  St.  Paul,  on  the  other  hand,  occupies  the  same  rda^ 
tive  situation  physically  with  respect  to  the  trunk  lines  as  do  the 
five  other  independent  lines  from  points  on  which  the  coast-groop 
rates  are  applied.  Wliether  the  rates  from  points  on  the  Washingtotn 
Western  are  unduly  prejudicial  is  not  controlled  by  whether  or  not 
a  mill  is  located  at  the  junction  point.  Shippers  at  intermediate 
points  on  the  aforesaid  five  independent  connections  enjoy  the 
blanket  rate,  which  is  denied  to  shippers  at  intermediate  points  on 
the  Washington  Western.  The  inhibition  of  section  3  of  the  inter- 
state commerce  act  against  undue  prejudice  applies  to  localities  as 
well  as  to  shippers  at  those  localities.  A  shipper  who  contemplates 
locating  a  mill  at  Machias,  for  example,  has  a  right  to  rely  upon  an 
analogous  basis  of  rates  being  published  in  defendants'  tariffs  in 
determining  the  advantages  or  disadvantages  of  locating  at  that 
point.  In  each  of  the  situations  which  defendants  attempt  to  dis- 
tinguish, the  coast-group  rates  apply  from  the  junction  point  of  the 
other  trunk  line  with  the  independent  connection.  In  the  one  case 
one  trunk  line  finds  it  to  its  advantage  to  meet  the  rates  of  the  com- 
peting trunk  line,  and  in  doing  so  applies  the  coast-group  rates  to 
intermediate  points  on  the  independent  connection;  in  the  other 
case,  it  finds  it  to  its  advantage  not  to  extend  the  blanket  rates  to 
the  junction  point  of  the  independent  connection  with  the  competing 
trunk  line,  and  by  failing  so  to  do  wo^^ld  compel  shippers  at  Three 
Lakes  and  other  points  on  the  Washington  Western  to  pay  higher 
rates  than  are  accorded  by  it  to  competing  shippers  similarly  located 
on  similarly  situated  independent  connections. 

The  single  exception  referred  to  above,  where  the  coast-group 
rates  are  applied  from  points  on  an  independent  short  line  which 
connects  with  one  trunk  line,  but  is  not  reached  by  any  other  trunk 
line,  is  the  Port  Townsend  &  Puget  Sound  Railway.  This  short  line 
has  two  connections  with  the  St.  Paul,  one  at  Discovery  Junction, 
Wash.,  and  the  other  at  Port  Townsend,  Wash.,  its  northern  ter- 
minus, to  which  point  the  St.  Paul  operates  a  car  ferry  from  Seattle. 
The  coast-group  rates  apply  also  from  points  on  the  Hartford 
Eastern  Railroad,  a  proprietary  branch  line  of  the  Northern  Pa- 
cific and  connecting  only  with  the  latter  carrier.  The  situation  with 
respect  to  the  Hartford  Eastern  has  been  described  in  previous 
reports.  This  line  is  the  so-called  Monte  Cristo  branch  of  the  North- 
em  Pacific,  extending  from  Hartford,  Wash.,  eastward  to  Monte 
Cristo,  Wash.,  42  miles,  Hartford  being  about  8  miles  from  Machias, 
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the  northern  terminus  of  the  Wadiington  Western.  This  branch  line 
is  not  operated  by  the  Northern  Pacific,  but  is  leased  by  it  to  a  lumber 
company  which  operates  it  as  the  Hartford  Eastern  Bailroad,  and 
receives  from  the  Northern  Pacific  a  division  of  the  joint  rates  on 
the  coast-^oup  basis.  The  Northern  Pacific  has  previously  offered, 
and  now  offers,  to  cancel  this  contract  with  the  Hartford  Eastern 
and  to  operate  the  line  as  its  own  branch  line.  It  proposes,  however, 
to  continue  the  coast-group  basis  of  rates  from  points  on  this  branch 
line  in  accordance  with  the  general  policy  of  the  trunk  lines  of  ap- 
plying the  coast-group  rates  from  all  points  on  their  own  branch 


Defendants  contend  that  we  also  erred  in  holding  that  the  trunk 
lines  were  bound  to  apply  the  blanket  rates  from  points  on  the  Wash- 
ington We^m  because  they  applied  such  rates  f  r(Hn  points  on  their 
own  branch  lines  and  subsidiaries. 

Within  the  coast  group  the  Northern  Pacific  owns  and  operates 
about  10  branch  lines,  all  of  which  are  located  in  the  state  of  Wash- 
ington and  take  the  coast-group  rates.  Among  these  branch  lines 
are  the  following,  with  mileages  shown: 

B^ingbam  branch ;  Wi<^ershain  to  BeUlngham 23  miles. 

Darrington  branch;  Arlington  to  Darrlngton 28mile& 

North  Bend  branch;  Woodinvllle  to  Sallal , 38  miles. 

Kerriston  branch;  Kanaskat  to  Kerrlston 16 miles. 

Gray's  Harbor  branch ;  Gate  to  Bay  City 61  miles. 

Gray's  Harbor  branch;  Gate  to  Moclips ^ 72 miles. 

Sooth  Bend  branch;  Ghehalis  to  South  Bend 57  miles. 

Yacolt  branch ;  Vancouver  Junction  to  Yacolt ,—  27  mUes. 

The  other  branches  range  in  length  from  about  8  miles  to  10  miles* 
The  Oray's  Harbor  and  South  Bend  branches  extend  from  the  main 
line  in  a  westerly  direction  to  the  Pacific  coast. 

The  <mly  important  branch  of  the  Great  Northern  in  the  coast 
group  is  the  Anacortes-Bockport  branch.  This  branch,  from  points 
on  which  the  coast-group  rates  apply,  extends  from  the  main  line 
at  Burlington,  Wash.,  in  a  westerly  direction  to  Anacortes  on  Puget 
Sound,  16  miles,  and  in  an  easterly  direction  to  Bockport,  Wash., 
87  miles  from  Burlington.  It  crosses  the  main  line  of  the  Northern 
Pacific  at  Sedro  Woolley,  Wash.,  about  5  miles  east  of  Burlington. 

The  St.  Paul  applies  the  coast-group  rates  from  points  on  its 
National  Park  branchy  formerly  the  Tacoma  Eastern  Bailroad,  ex- 
tending from  Tacoma,  Wash.,  in  a  southerly  direction  to  Morton, 
Wash.,  a  distance  of  67  miles.  That  portion  of  this  branch  from 
Tacoma  to  Salsich  Junction,  Wash.,  11  miles  south  of  Tacoma,  forms 
part  of  through  routes  of  the  St.  Paul  to  the  Pacific  coast  The 
St.  Paul  also  applies  the  coast-group  rates  on  its  Enumclaw  branch, 
extending  18  miles  from  the  main  line  at  Bagley  Junctioii,  Wash^ 
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to  Enumclaw,  Wash.,  which  is  served  also  by  the  Northern  Pacific, 
and  intersecting  the  main  line  of  the  Northern  Pacific  at  Palmer, 
Wash.,  7  miles  south  of  Bagley  Junction;  and  from  main-line  and 
branch-line  points  on  its  Bellingham  division,  extending  from  Bell- 
ingham.  Wash.,  which  is  also  served  by  the  Northern  Pacific  and 
Great  Northern,  to  Glacier,  Wash.,  and  intersecting  the  main  line 
of  the  Northern  Pacific  at  Sumas,  Wash.,  22  miles  west  of  Glainer. 

It  is,  and  long  has  been,  the  general  policy  of  the  principal  de- 
fendants, the  Great  Northern,  Northern  Pacific,  and  St.  Paul,  and  in 
fact  of  the  trunk  line  carriers  generally,  to  apply  the  coast-group 
rates  from  all  points  on  their  own  branch  lines  within  the  extensive 
coast  group  without  regard  to  the  length  of  such  branch  lines.  With 
respect  to  the  branch  lines  extending  in  a  westerly  direction  to  the 
Pacific  coast,  defendants  assert  that  the  application  of  the  coast* 
group  basis  to  points  on  these  branches  is  due  to  the  fact  that  origi- 
nally it  was  the  policy  of  each  transcontinental  line  to  apply  the  coast- 
group  rates  from  all  stations  they  reached  on  the  coast.  From 
points  on  certain  of  defendants'  branch  lines  the  rates  are  influenced 
by  the  fact  that  the  branch  line  is  intersected  by  a  competing  trunk 
line  resulting  in  a  competitive  condition  similar  to  that  which  exists 
in  the  case  of  the  five  independent  lines  above  referred  to,  but,  as  has 
been  shown,  this  competitive  situation  can  not  be  distinguished  in 
principle  from  that  which  obtains  by  reason  of  the  location  of  the 
Washington  Western  with  respect  to  competing  trunk  lines. 

Both  on  the  ground  of  physical  identity  of  situation  with  the  five 
independent  connections  accorded  the  coast-group  rate,  and  on  the 
ground  of  the  relative  measure  of  service  performed  over  their  own 
or  proprietary  branches,  in  certain  eases  exceeding  the  haul  over  the 
Washington  Western,  we  find  undue  prejudice  in  the  denial  of  the 
coast-group  rate  to  shippers  on  the  Waidiington  Western  while  con- 
temporaneously according  it  to  either  the  independent  connections  or 
proprietary  branches  similarly  circumstanced  as  the  Washington 
Western. 

The  cancellation  of  the  joint  rates  by  the  Great  Northern  and 
Northern  Pacific  in  July,  1913,  resulted  in  increased  rates  subsequent 
to  January  1,  1910,  and  the  burden  was  therefore  upcm  those  de- 
fendants to  justify  them.  No  such  burden  attached,  however,  to  the 
St.  Paul,  which  did  not  e^ablish  the  joint  rates  until  required  to  do 
so  by  our  order  in  No.  8167.  It  should  also  be  observed  that  the 
Great  Northern  and  Northern  Pacific,  in  canceling  the  joint  rates 
which  had  been  in  effect  but  a  short  time,  were  merely  restoring  the 
basis  of  rates  which,  prior  to  the  publication  of  the  joint  rates,  had 
been  in  effect  since  the  inoorporation  of  the  Wadiington  Western  as 
a  railroad  company  in  August^  1912^  and  which  in  fact  was  the  same 
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basis  as  was  in  efect  in  January,  1910,  when  the  mill  and  railroad 
property  of  the  Three  Lakes  Lumber  Company  were  not  separately 
incorporated. 

In  the  so-called  Northweti  Lumber  Case%^  14 1.  C.  C,  1, 28,  41,  51, 
decided  June  2,  1908,  we  prescribed  certain  rates  as  reasonable  for 
the  transportation  of  lumber  and  its  products  from  the  northwest 
territory  to  eastern  destinations.  The  rates  thus  prescribed  were 
applied  by  the  carriers  not  only  from  points  on  main  lines  in  that 
territory  but  also  from  points  on  branch  lines  and  on  certain,  but 
not  all,  independent  connections.  However,  those  cases  did  not  in- 
volve any  question  of  the  application  of  the  group  rates  from  points 
on  short-line  railroads  of  the  character  of  the  Washington  Western, 
but  the  rates  were  prescribed  on  the  assumption  that  the  then  existing 
adjustment  with  respect  to  the  extent  to  which  the  group  rates  had 
been  applied  by  the  carriers  was  satisfactory  and  was  to  be  continued 
in  effect,  and  we  specifically  referred  t6  the  fact  that  some  pomts, 
.located  in  most  cases  on  small  roads  or  branch  lines,  took  differentials 
over  the  group  rates.  It  is  not  contended  that  the  coast-group  rates 
applying  from  the  junction  points  with  the  Washington  Western, 
although  they  applied  and  apply  also  from  main-line  points  much 
farther  west,  or  that  the  local  rates  of  the  Washington  Western 
were  or  are  unreasonable,  and  aside  from  the  fact  that  a  joint 
through  rate  is  frequently  lower  than  a  combination  of  intermediate 
rates  there  is  nothing  in  the  record  to  suggest  that  the  combination 
rates,  to  the  extent  that  they  applied  or  apply,  were  or  are  intrinsically 
unreasonable.  There  is  no  contention  on  the  part  of  complainant 
that  the  group  rates  were  fixed  in  contemplation  of  their  extension 
at  that  time  to  roads  of  the  character  of  the  Washington  Western  or 
in  anticipation  of  such  an  extension  in  the  future.  It  is  clear  that 
such  roads  were  not  considered  by  us  in  fixing  the  measure  of  the 
coast-group  rates  and  it  was  so  conceded  by  complainants  on  argu- 
ment. In  fact,  up  to  the  time  of  our  first  decision  in  this  proceed- 
ing and  the  decision  of  the  Supreme  Court  in  the  Tap  Line  Casee^ 
eupraj  roads  of  this  character  were  not  even  regarded  by  us  as  com- 
mon carriers. 

In  Willamette  VaUey  Lumbermen's  Asso.  v.  S.  P.  Co.j  51  I.  C.  C, 
250,  we  found  thiCt  the  rates  on  lumber  from  Willamette  VaUey  points, 
which  rates  prior  to  June  25, 1918,  exceeded  the  coast-group  rates  by 
from  4  to  13  cents  per  100  pounds,  being  made  on  the  Portland,  Oreg.^ 
combination,  were  not  unreasonable  per  ae.  As  shown  by  our  report 
in  that  case,  comparisons  submitted  by  complainant  therein  disclosed 
that  the  ton-mile  earnings  on  the  traffic  from  the  Willamette  Valley 
were  invariably  higher  from  10  to  25  per  cent  than  on  traffic  from 
western  Washington.    The  following  table  compares  the  earninga 
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under  the  rates  found  reasonable  in  that  case  from  Springfield,  Oreg., 
a  representative  point  in  the  Willamette  Valley,  to  representrntire 
points  of  destination  with  the  earnings  under  the  combination  rates 
assailed  on  lumber,  other  than  cedar,  from  Three  Lakes  to  St.  Paul, 
Minn.,  all  of  the  rates  shown  being  those  in  effect  prior  to  June  85, 
1918,  and  being  stated  in  cents  per  100  pounds: 


Railroad. 

Dis- 
tance. 

Combi- 
nation 
rates  a»> 
sailed. 

Excess 

over 

coast- 

groap 

rate. 

ToD^nOe 
earnings. 

Oaryifle 

SprioEfleld.  Oreg.,  to~ 
nnn^M,  Mnnt  ,     

Northern  Pacific. . ; . 

Great  Northern 

St.  Paul 

JIBef. 
1,119 
1,700 
1,977 

1,940 
1,736 
1,778 

Otnti. 
46 
61 
66 

48 
48.6 

48.5 

Genu, 
11 
U 
U 

3 

8.6 

8.6 

&3 

6 
6.7 

4.9 
6.6 
6.6 

S.84 

Fargo,  N.  Dak 

17.10 

St.  Paul,  Minn 

18.48 

Three  Lakes.  Wash.,  to— 
St.  Paul,  Minn 

Northei  n  Pacific 

Great  Northern 

St.  Paul 

M.SS 

Do 

16wS9 

Do 

16.88 

• 

1  Based  on  load  of  68,000  pounds. 

As  stated,  within  this  extensive  coast  group  there  are  numerous 
roads  of  a  character  similar  to  the  Washington  Western,  many  of 
which  are  recognized  as  common  carriers.  The  defendants,  with 
one  remaining  exception,  have  consistently  declined  to  extend  the 
coast-group  rates  to  these  independent  short  lines  except  where  a 
competitive  situation  existed.  To  hold  that  the  coast-group  basis 
of  rates  fixed  in  the  Northwest  Lumber  CaseSj  supra,  should  have 
been  applied  from  points  on  these  roads  as  a  matter  of  intrinsic  rea- 
sonableness if  and  whenever  they  had  acquired  a  common-carrier 
status  is  to  say  that  the  revenues  of  the  carriers  should  have  been 
progressively  depleted  as  these  lines  acquired  that  status  or  were 
extended  farther  and  farther  to  reach  new  timber. 

While  the  action  of  the  defendants  in  No.  8167,  following  our  order 
of  January  7,  1919,  in  that  case,  in  restricting  the  application  of 
the  coast-group  rates  from  Washington  Western  stations  to  destina- 
tions on  the  lines  of  the  defendant  carriers  named  therein,  appears 
to  have  been  in  compliance  with  the  strict  letter  of  that  order,  de- 
fendants admit  that  it  is  the  custom  to  extend  the  coast-group  basis 
to  connections  of  the  three  principal  defendants  and  not  to  limit  the 
same  to  their  own  local  points,  and  they  have  suggested  no  reason,  and 
none  is  apparent,  why  any  different  treatment  should  be  accorded 
Washington  Western  points  with  respect  to  the  territory  of  destina- 
tion than  is  accorded  other  points  enjoying  the  coast-group  basis  of 
rates. 

Complainants  at  this  hearing  introduced  no  evidence  as  to  dam- 
age. At  the  previous  hearings  witnesses  for  complainants  testified 
that  practically  all  of  the  lumber  and  forest  products  shipped  by 
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them  Tv-ere  sold  on  the  basis  of  the  coast-group  rates,  the  consignees 
paying   all  freight  up  to  such  basis,  and  that  complainants  were 
obliged  to  pay  the  additional  charges  representing  the  local  rates 
of  the   Washington  Western.    There  is  no  evidence,  however,  that 
complainants'  competitors,  located  on  branch  lines  of  the  trunk  lines 
or  on   independent  connections  and  enjoying  the  coast-group  rates, 
fixed  or  controlled  the  price  which  complainants  could  obtain  for 
their  lumber,  and  as  far  as  the  record  discloses  complainants  would 
Yiave  received  the  same  price  for  their  lumber  had  the  rates  of  those 
competitors  been  the  same  as,  or  higher  than,  the  rates  from  com- 
plainants' shipping  points. 

We  find  that  the  rates  assailed  were  not  and  are  not  intrinsically 
unTeasonable,  but  that  it  was,  is,  and  for  the  future  will  be,  unduly 
prejudicial  for  defendants  in  No.  8167  and  No.  10816,  in  so  far  as 
ihey  participate  in  the  transportation,  to  fail  or  refuse  to  maintain 
joint  rates  on  the  coast-group  basis  on  lumber  and  forest  prod- 
ucts, in  carloads,  from  points  on  the  Washington  Western  Eailway 
to  interstate  destinations,  while  contemporaneously  maintaining  rates 
on  like  traffic  on  the  coast-group  basis  to  the  same  destinations  from 
points  in  the  states  of  Washingtcm  and  Oregon  on  their  own  branch 
lines,  on  their  proprietary  branch  lines,  or  on  their  independent  con- 
nections.   No  damage  is  shown  to  have  resulted  to  complainants  from 
the  undue  prejudice,  and  reparation  is  denied.    This  finding  modi* 
fies  our  previous  decision  in  No.  8167,  but  our  order  therein  of  Jan- 
uary 7,  1919,  has  now  e^^pired.    Appropriate  orders  will  be  entered 
giving  effect  to  our  findings  in  No.  8167  and  No.  10816  and  discontinu- 
ing the  proceeding  in  Investigation  and  Suspension  Docket  No.  193. 

ArrcHisoK,  Commissioner: 

Ckmcurring  in  the  disposition  of  this  case,  I  am  of  the  opinion 
that  the  rates  complained  of  have  also  been  shown  to  be  unreason- 
able, and  that  reparation  should  be  awarded  both  on  that  account 
and  because  of  damage  resulting  to  complainant  as  a  result  of  the 
undue  prejudice  found  to  exist. 

Haix,  Commissioner^  dissenting  in  part : 

I  concur  in  the  finding  as  to  reasonableness,  but  not  as  to  undue 
prejudice.  The  complaint  should  be  dismissed.  I  am  authorized 
to  say  that  Comkissioneb  Potteb  concurs  in  this  expression  of  dis* 
sent. 

CoHMissiONBR  EsGH  did  uot  participate  in  the  disposition  of  this 
case. 
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Rate  on  liquid  asphalt,  in  tanis  cars,  from  Mereaux,  La.,  to  Bfllwankee,  l?n&, 

found  unreasonable.     B^;>aration  awarded. 

L,  J,  Thomas  for  complainant. 

A.  P.  Humhurg  and  E.  A.  Smith  for  defendants. 

Johm,  F.  Finerty  and  Alex,  M,  Bull  for  Director  General,  as  Agent. 

Bepokt  of  th£  Commission. 

Division  3,  Commissioners  Hall,  Eastman,  and  Fobd. 

By  Division  8 : 

Exceptions  were  filed  by  defendants  to  the  report  propoeed  by 
the  examiner. 

Complainant,  a  corporation  manufacturing  roofing  materials  tt 
Milwaukee,  Wis.,  by  complaint  filed  January  22,  1920,  alleges  that 
the  rates  from  Mereaux,  La.,  to  Milwaukee,  established  by  the  Di- 
rector General  of  Railroads,  applicable  on  liquid  asphalt  made  from 
imported  petroleum  were  and  are  unreasonable.  We  are  asked  to 
prescribe  a  reasonable  rate  for  the  future  and  to  award  reparaticm 
on  all  shipments  which  moved  on  and  after  June  25,  1918.  Rates 
will  be  stated  in  cents  per  100  pounds,  and  do  not  include  the  general 
increase  authorized  by  us  on  July  29, 1920. 

The  shipments  moved  over  defendants'  lines  and  charges  were  col- 
lected at  the  applicable  rates,  which  ranged  from  31.5  cents  to  26 
cents,  according  to  the  dates  of  shipment. 

Liquid  asphalt  is  the  residue  of  certain  grades  of  crude  petnrfeom 
after  separation  therefrom  of  the  lighter  oils  by  refining  processes. 
It  is  produced  principally  at  Mereaux,  Destrehan,  Good  Hope,  and 
Baton  Rouge,  La.,  Beaumont,  Port  Neches,  Chaison,  and  Port  Artiiur, 
Tex.,  and  on  the  Atlantic  seaboard  at  or  in  the  vicinity  of  New 
York,  Philadelphia,  Baltimore,  and  Newport  News.  That  here  con- 
sidered was  the  product  of  crude  petroleum  imported  from  Mexico 
and  refined  at  Mereaux.  At  the  time  of  the  hearing,  March  31, 
1920,  liquid  asphalt  sold  for  3.5  cents  per  gallon,  f.  o.  b.  refinery, 
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but  in  1918  the  priee  was  as  high  as  6  cents.  This  low-grade  com* 
mcKlit J  is  transported  in  tank  cars  furnished  by  the  shipper.  The 
average  loading  is  about  38.5  tons,  the  movement  is  steady  throu^- 
ovit  tlie  year,  and  loss-and-damage  claims  are  unknown.  Much  of  the 
asphalt  shipped  from  the  Atlantic  ports  is  imported  from  Trinidad 
in  solid  form.  Complainants  used  both  liquid  and  solid  asphalt,  and 
from  1916  to  1918,  inclusive,  received  an  average  of  about  280  car- 
loads annually  of  the  liquid  asphalt,  all  shipped  from  Mereaw^.  Dur- 
ing 1919  it  obtained  its  main  supply  from  Baltimore,  but  received 
92  carloads  from  Mereaux. 

Mereaux  is  on  the  Louisiana  Southern  8  miles  east  of  New  Orleana 
Destrehan  and  Grood  Hope  are  on  the  Yazoo  &  Mississippi  Valley 
about  16  miles  west  of  New  Orleans.    Prior  to  August  1, 1916,  an  im- 
port commodity  rate  of  19  cents  to  Milwaukee  was  applicable  on 
liquid  asphalt  from  Mereaux,  New  Orleans,  and  other  producing 
points  in  Louisiana.    On  that  date  it  was  reduced  to  16  cents.    This 
rate  remained  in  effect  until  all  import  rates  were  canceled  on  June 
25,  1918,  under  authority  of  general  order  No.  28  of  the  Director 
General,  and  the  domestic  rate  of  23  cents  from  all  these  producing 
points  except  Mereaux  was  increased  by  25  per  cent  to  29  cents.    The 
domestic  rate  thus  made  applicable  from  Mereaux  was  31.5  cents, 
composed  of  the  local  rate  of  2.5  cents  to  New  Orleans  and  the  New 
Orleans  rate  of  29  cents  beyond.    On  June  8, 1919,  Mereaux  was  put 
on  the  New  Orleans  basis  of  29  cents;  and  on  September  26, 1919,  the 
rate  from  all  these  Louisiana  producing  points  was  reduced  to  26 
cents. 

The  import  rate  to  Milwaukee  from  Mereaux  as  originally  estab- 
lished in  1908  was  the  same  as  from  New  Orleans  and  1  cent  higher 
than  the  rate  from  Newport  News  and  Baltimore.    After  September 
3,  1911,  it  was  1  cent  less  than  the  rates  from  Newport  News  and 
Baltimore  until  September  1,  1913,  when  it  became  the  same  and  so 
continued  until  all  import  rates  were  canceled  on  June  25,  1918.    It 
seems  clear  that  this  import  rate  of  16  cents  was  depressed  to  meet 
the  competition  of  carriers  serving  the  Atlantic  seaboard.    The  rate 
of  26  cents  from  Mereaux  was  1.5  cents  higher  than  those  from  Bal- 
timore and  Newport  News.    The  latter  are  the  same  as  to  Chicago, 
whereas  on  shipments  from  Mereaux  1.5  cents  over  Chicago  is 
charged.    Milwaukee  is  accorded  Chicago  rates  on  traflSc  from  the 
east  because  of  competition  by  across-lake  routes. 

Complainant  contrasts  the  increase  on  asphalt  with  increases  on 
other  commodities,  including  mangrove  bark,  cocoa  beans,  pine- 
apples, and  sisal,  which  load  less  heavily  than  asphalt.  The  26- 
cent  rate  on  asphalt  represents  an  increase  of  63  per  cent  over  the. 
16-cent  rate  in  effect  June  24,  1918,  and  yields  considerably  higher 
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earnings  per  car  as  compared  with  the  increases  of  4S  per  cent  or 
less  on  the  other  commodities. 

Complainant  also  compares  the  26-cent  rate  to  Milwaukee  on 
asphalt  from  the  four  Louisiana  producing  points  named  with  a 
80.6-cent  rate  on  refined  petroleum  produds  from  and  to  the  same 
points.  The  spread  between  the  two  rates  prior  to  June  25^  1918, 
was  10  cents.  The  rate  of  30.5  cents  which  then  became  effective  on 
refined  petroleum  products  was  less  than  the  rate  of  31.5  cents  appli- 
cable on  liquid  asphalt  from  Mereaux  during  the  period  frcHn  June 
25, 1918,  to  June  7, 1919,  inclusive,  and  the  present  spread  of  refined 
over  heavy  petroleum  products  is  4.5  cents. 

The  following  table,  compiled  from  defendants'  exhibits,  compares 
the  26-cent  rate  from  Mereaux  to  Milwaukee  with  rates  on  asphalt 
from  north  Atlantic  ports  for  substantially  similar  distances  in  a 
territory  of  greater  traffic  density : 


From— 


To- 


Distanot. 


N«w  Orleans,  La... 

Ifareaux,  La 

New  York,  N.Y... 

Do...: 

Do ....... 

Philadelphia,  Fa... 

Do 

Newport  News,  Va. 

Bal^mif  d  .V.'.' 


Mflwaokee,  Wit. 
do 

StrLoais)Mo.**I 
Rook  Island,  m. 
8prlni:fleld,  111.. 

cSro,ni ;. 

MUwaukee,Wls. 
Madison,  Wis... 
Milwaukee,  Wis. 
Cairo,  ni 


987 
1,006 

on 

1,0«0 

1,063 

096 

977 

1,036 

1,070 

881 


S7.S 

n 
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Asphalt  was  grouped  with  other  low-grade  petroleum  products, 
such  as  asphaltum,  road  oil,  and  fuel  oil,  in  MidcanHnent  OH  Ratet^ 
86  I.  C.  C,  109,  and  accorded  rates  5  cents  lower  than  the  rates  on 
refined  products  from  the .  midcontinent  refineries  to  Chicago  and 
St.  Louis.  This  finding  was  followed  with  respect  to  rates  to  Mil- 
waukee in  Wadhams  Oil  Co,  v.  Director  General,  67  I.  C.  C,  697. 
Defendants  refer  to  the  following  rates,  among  others,  on  these  low- 
grade  oils,  as  tending  to  show  that  the  rates  assailed  were  not  un- 
reasonable : 


rrum— 

To- 

Distance. 

Rateoo 
or  erode 

Batooa 
nadol 

or^at- 

S^,  Piml.  ^<nn 

iflte. 
9«0 
923 
941 
965 
1,014 

4a5 

29.5 

48L5 

67 

4&5 

Omcv. 

19 

Do 

Chicago,  IlL 

ILi 

Fort  Worth.  Tex. 

lRio!ix"F^ls,  P  T>aV. 

56 

Do 

Ohlfaro,  m....... 

44 
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Defendants  also  contrast  the  rates  assailed  with  rates  on  asphalt 
from  Mack,  Colo.,  an  asphalt-producing  point,  to  Milwaukee,  Chi- 
ctLgOj  St.  Louis,  and  other  points,  and  with  rates  on  fuel,  gas,  crude, 
and  road  oils  from  points  in  Oklahoma,  Texas,  and  Louisiana  to 
varions  destinations  for  comparable  distances,  showing  substantially 
higher  rates,  distance  considered,  than  the  rates  attacked. 

The  31.6-cent  rate  produced  car^mile  earnings  of  24  cents  and  ton- 
ndle  earnings  of  6.8  mills.  The  car-mile  earnings  under  the  rate  of 
29  cents  established  June  8, 1919,  were  22.2  cents. 

We  find  that  the  rate  applicable  from  June  25,  1918,  to  June  7, 
1919,  inclusive,  was  unreasonable  to  the  extent  that  it  exceeded  29 
cents,  but  that  the  rates  applicable  on  and  after  June  8,  1919,  were 
not  unreasonable;  that  complainant  made  shipments  as  described 
and  paid  and  bore  the  charges  thereon  at  the  rate  herein  found  un- 
reasonable; that  it  was  damaged  thereby  in  the  amount  of  the  differ- 
ence between  the  charges  paid  and  those  that  would  have  accrued  at 
the  rate  herein  foimd  reasonable;  and  that  it  is  entitled  to  repara- 
tion, with  interest    Complainant  should  comply  with  rule  V  of  the 

Bules  of  Practice. 
611.  c.  C. 
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No.  11301. 

UNION  BAG  &  PAPER  CORPORATION 

V. 

DIRECTOR  GENERAL,  AS  AGENT. 


Submitted  February  1,  1921.    Decided  April  IS,  1921. 


Demurrage  charges  on  certain  carloads  of  yarioas  commodities  held  short  of 
destination  under  couLtructive  placement  found  to  have  been  onlawfoOy 
assessed  to  the  extent  indicated.    Reparation  awarded. 

J,  H.  Fishbdcky  T.  M.  Day^  and  Charles  D.  Drayton  for  com- 
plainant. 

Lewis  E.  Carr  and.  Royal  McKenna  for  defendant. 

Repobt  of  the  Commission. 

Division  1,  Commissioners  MgChord,  Meyer,  and  Attchison. 

AiTOHisoN,  Commissioner: 

Exceptions  were  filed  by  the  parties  to  the  report  proposed  by  the 
examiner. 

Complainant  is  a  corporation  manufacturing  wood  pulp  and  paper 
products,  with  mills  at  Hudson  Falls  and  at  Fenimore  or  Fenimore 
Siding,  N.  Y.,  on  the  south  bank  of  the  Hudson  RiVer  opposite,  and 
about  3  miles  from,  Hudson  Falls.  In  its  complaint,  filed  February 
28,  1920,  it  alleges  that  demurrage  charges  collected  by  defendant 
for  the  detention  in  July,  August,  and  September,  1918,  of  numerous 
carloads  of  pulp  wood,  wood  pulp,  and  coal  consigned  for  deliveiy 
on  complainant's  siding  at  Fenimore,  but  held  short  of  destination 
under  constructive  placement,  were  unlawful,  unjust,  and  unreason- 
able, in  violation  of  the  act  to  regulate  commerce  and  section  10  of 
the  federal  control  act.  It  asks  an  award  of  reparation  approximat- 
ing $44,684. 

Complainant's  mills  at  Fenimore  are  reached  by  a  spur  track  owned 
by  it,  which  connects  at  Fenimore  Junction,  N.  Y.,  with  the  South 
Glenns  Falls  branch  of  the  Delaware  &  Hudson  Company,  herein- 
after called  the  defendant.  The  spur  is  about  9,500  feet  in  length, 
and  complainant's  Fenimore  operation  is  located  near  the  end  thereof. 
The  plant  comprises  buildings,  railroad  tracks,  storage  space,  and 
other  facilities.  Several  switch  or  auxiliary  tracks,  connecting  with 
the  main  spur,  serve  complainant's  mill  and  certain  devices  for  un- 
loading pulp  wood  called  conveyors.   Cars  consigned  for  delivery  on 
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compIainant^s  tracks  are  usually  tak^i  by  defendant  to  the  Fort  Bd- 
T^ard  yards  near  Hudson  Falls,  and  then  moved  to  storage  sidings 
near    Fenimore  Junction;  from  there  they  are  delivered  to  com- 
plainant.   Fenimore  and  Fenimore  Junction  are  under  the  jurisdic- 
tion of  the  agent  at  Hudson  Falls.    During  the  period  in  question, 
due  to  alleged  abnormal  conditions  in  complainant's  plant  for  a  part 
of  the  time,  and  to  unusually  heavy  shipments,  defendant  held  many 
cars  short  of  destination  at  sidings  near  Fenimore  Junction,  and 
at  Fort  Edward,  Hudson  Falls,  Saratoga,  Fort  Ticonderoga,  Crown 
Point,  Whitehall,  and  Port  Henry,  N.  Y.    Complainant  was  served 
with  notice  of  their  constructive  placement,  and  demurrage  charges  in 
considerable  amount  were  assessed  while  so  held. 

Complainant  contends  that  the  demurrage  charges  were  imlaw- 
fully  assessed  for  the  reason  that  it  was  not  the  bill-of-lading  con- 
signee of  the  majority  of  the  cars.  It  further  contends  that  its 
private  tracks  were  capable  of  receiving  all  cars  as  they  arrived 
over  defendant's  line,  and  that  the  demurrage  assessed  was  due  to 
defendant's  arbitrary  action  in  withholding  cars  short  of  destina- 
tion on  constructive  placement,  when  no  conditions  prevented  actual 
delivery  on  complainant's  tracks. 

Defendant  asserts  that  it  had  always  dealt  with  the  complainant 
under  similar  bills  of  lading  as  if  complainant  were  the  actual  bill- 
of-lading  consignee,  and  that  it  delivered  as  many  cars  daily  as  com- 
plainant could  receive  and  unload ;  that  at  no  time  during  this  period 
did  complainant  request  defendant  to  deliver  cars  in  greater  num- 
bers ;  and  that  complainant's  words  and  actions  led  defendant  to  be- 
lieve that  it  was  delivering  daily  all  the  cars  complainant  could 
handle. 

The  record  indicates  that,  with  the  exception  of  82  cars  of  pulp 
wood,  a  few  cars  of  wood  pulp,  and  7  cars  of  coal,  the  shipments  were 
consigned  by  various  shippers  in  Canada  under  straight  bills  of 
lading  to  themselves.    These  shippers  had  previously  notified  the  de- 
fendant in  writing  to  deliver  all  ckrs  so  consigned  to  complainant's 
Fenimore  siding.    In  some  instances  these  notices  specified  that  such 
delivery  should  be  made  on  complainant's  payment  of  the  freight 
charges.    Copies  of  some  of  these  notices  were  in  complainant's  pos- 
session, and  it  had  received  cars  imder  this  arrangement  and  taken 
possession  of  the  lading  thereof  for  many  years.    Complainant  paid 
the  freight  charges  on  all  these  cars  without  objection.    It  had  at 
various  times  without  objection  paid  demurrage  on  cars  of  which 
it  was  not  the  bill-of-lading  consignee,  although  such  charges  had 
accrued  after  actual  placement  on  complainant's  tracks,  and  none 
had  previously  accrued  on  the  basis -of  constructive  placement.    De- 
fendant had  always  dealt  with  complainant  as  if  it  were  the  actual 

bill-of-lading  consignee,  and  complainant  admits  that  it  received  all 
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th^  notices  of  constructive  placement.  It  does  not  appear  that  at  any 
time  complainant  advised  defendant  that  service  should  not  be  so 
made. 

The  evidence  justifies  the  conclusion  that  both  parties  considered 
complainant  the  real  consignee  of  these  carload  shipments,  and  ocm- 
plainant  assumed  the  liabilities,  as  well  as  the  privileges,  of  a  con- 
signee, with  respect  to  matters  incidental  to  the  delivery,  detention, 
and  discharge  of  such  shipments. 

Defendant's  demurrage  tariff  conformed  substantially  to  the  nni- 
form  demurrage  code,  and  settlement  for  detention  of  cars  was  made 
under  the  average  agreement,  computed  monthly,  with  the  customAry 
48  hours  free  time.  Under  the  agreement  a  charge  of  $3  was  made 
for  each  demurrage  debit  not  offset  by  a  credit,  and  a  debit  accmed 
for  each  day  or  fraction  of  a  day  a  car  was  detained  beyond  the 
fre^-time  period.  After  four  debits  had  accrued  on  any  one  car, 
a  charge  of  $6  per  day  was  made  for  each  of  the  following  three 
days  and  $10  for  each  succeeding  day.  The  constructive  placement 
provision  follows: 

Wh^i  deUvery  of  cars  consigned  or  ordered  to  any  other  than  pubUc  deU¥>«7 
tracks  or  to  industrial  interchange  tracks  can  not  be  made  on  account  of  the 
act  or  neglect  of  the  consignee  or  the  inability  of  the  consignee  to  recelTe, 
delivery  wUl  be  considered  to  have  been  made  when  the  cars  were  tendered. 
The  carrier's  agent  must  send  or  give  the  consignee  written  notice  of  all  cars 
he  has  been  unable  to  deUver  because  of  the  condition  of  the  private  or  inter- 
change tracks,  or  because  of  other  conditions  attributable  to  consignee.  This 
will  be  considered  constructive  placement 

Unless  actual  tender  of  cars  is  made  or  the  consignee  has  informed 
the  carrier  that  no  more  cars  can  be  received,  the  rule  requires  the 
carrier  in  fact  to  place  cars  to  the  full  extent  of  the  consignee's  physi- 
cal capacity  to  receive  them.  The  carrier  imder  its  rule  must  place 
cars  constructively  only  because  of  the  act  or  neglect  of  the  con- 
signee or  the  inability  of  the  latter  to  receive  them.  In  the  instant 
case  there  was  no  actual  tender;  and  complainant  did  not  inform 
defendant  that  no  more  cars  could  be  received.  Defendant,  before 
making  constructive  placement  of  cars,  should  have  placed  at  com- 
plainant's disposal  all  the  cars  which  complainant's  sidings  would 
hold.  If  complainant  could  on  any  day  have  received  more  cars 
than  were  delivered  by  defendant  the  demurrage  debits  and  the  re- 
sulting charges  must  be  adjusted  accordingly;  but  as  delivery  was 
made  daily  over  an  extended  period,  complainant  should  show  that 
it  could  have  unloaded  more  cars  daily  had  they  been  actually  in- 
stead of  constructively  placed. 

In  the  light  of  the  foregoing,  the  facts  which  resulted  in  the  ac- 
crual of  the  demurrage  charges  may  be  examined. 

The  demurrage  charges  on  certain  cars  of  coal  will  be  first  con* 

sidered.    During  the  latter  part  of  August,  1918,  the  local  fuel  ad- 
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xmniBtrator  placed  an  embargo  on  all  cars  of  coal  consigned  to  com- 
plainant. This  embargo  became  effective  while  seven  cars  of  coal 
^w^ere  en  route  from  mines  in  Pennsylvania  to  Fenimore,  and  these 
cars  were  held  by  defendant  in  its  yards  under  constructive  place- 
ment. Soon  after  the  embargo  was  placed,  it  was  discovered  to  apply 
only  to  cars  billed  prior  to  August  21, 1918,  and  not  to  complainant's 
shipments.  The  demurrage  charges  accrued  as  a  result  of  this  con- 
structive placement  were  due  to  no  disability  of  complainant  and 
^were  not  assessed  undeir  lawful  tariff  authority.  Such  charges  should 
be  refunded  by  defendant 

The  record  shows  that  due  to  the  lack  of  space  at  adjacent  points, 
defendant  held  many  cars  short  of  destination  at  Port  Henry,  N.  Y., 
Crown  Point,  N.  Y.,  Fort  Ticonderoga,  N.  Y.,  and  Whitehall,  N.  Y., 
distant  61,  54,  49,  and  25  miles,  respectively,  from  Hudson  Falls. 
The  demurrage  tariff  provides  for  constructive  placement  when  de- 
livery of  cars  can  not  be  made  ^'  on  account  of  the  act  or  neglect  of 
the  consignee  or  the  inability  of  the  consignee  to  receive,"  and  that 
in  such  circumstances  ^^  delivery  will  be  considered  to  have  been  made 
when  the  cars  were  tendered."    The  word  ''  tendered  "  must  be  con- 
strued and  applied  according  to  its  ordinary  und  accepted  meaning. 
Such  a  construction  would  certainly  require  that  ^ipments  be  ten- 
dered for  delivery  at  billed  destination,  or,  at  most,  at  a  point  reason- 
ably adjacent  to  such  destination.   What  would  be  reasonable  depends 
on  the  circumstances  of  each  case.    Here  all  sidetracks  and  storage 
yards  adjacent  to  Hudson  Falls  and  Fenimore  were  congested,  and 
the  cars  seem  to  have  been  moved  as  near  to  the  final  de£rt;ination  as 
was  consistent  with  the  operation  of  defendant's  railroad  without 
undue  interference  with  traffic  generally.    Under  the  circumstances, 
the  constructive  placement  was  warranted,  and  demurrage  charges 
collected  upon  such  cars  were  lawful;  but  the  consignee  should  be 
allowed  credit  for  the  time  necessary  to  transport  the  cars  from  the 
point  of  constructive  placement  to  the  point  of  final  placement.    The 
charges  may  be  subject  to  further  reduction  under  the  finding  (d) 
hereinafter  made. 

On  July  30,  1918,  defendant  held  short  of  destination  under  con- 
structive placement  82  cars  of  pulp  wood.  Complainant  was  served 
with  notice  of  their  placement  on  July  80  and  demurrage  was  assessed 
from  August  1, 1918.  Defendant's  only  explanation  as  to  why  these 
cars  were  withheld  on  July  80  and  81  was  its  assumption  that  com- 
plamant's  tracks  could  not  accommodate  them.  A  check  of  cars  in 
complainant's  plant  on  July  80  and  81  showed  but  22  and  32  cars, 
reepectively,  under  load  on  those  dates.  The  record  shows  that  no 
condition  of  complainant's  tracks,  nor  any  other  condition  attribut- 
able to  complainant,  prevented  delivery  of  these  cars  within  24  hours 
after  their  arrival  at  Hudson  Falls.    Complainant  must  be  allowed 
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credit  on  these  cars  for  the  period  prior  to  the  occunwuce  which  dis- 
abled it  and  rendered  it  unable  to  receive  and  unload  such  cars,  and 
demurrage  did  not  lawfully  begin  to  accrue  on  these  82  cars  until 
August  3. 

As  to  the  remainder  of  the  cars,  constructive  placement  was  made 
under  the  following  circumstances : 

At  2.30  p.  m.  on  August  1, 1918,  a  fire  broke  out  in  a  pile  of  pulp 
wood  about  250  feet  north  of  complainant's  Fenimore  mill.    The  fire 
spread  and  assumed  considerable  proportions.    Its  magnitude  was 
such  that  a  track  more  than  75  feet  away  and  certain  cars  standing 
thereon  were  damaged.    Approximately  26,000  cords  of  wood,  or 
more  than  160  carloads,  were  burned,  and  about  675  feet  of  doubfe 
track  leading  to  the  Fenimore  mill  were  wholly  or  partially   de- 
stroyed.   For  a  time  the  mill  itself  was  threat^ied.    The  cost  of  re- 
pairing the  damaged  tracks  was  almost  $6,000.    The  fire  was  under 
control  on  the  evening  of  August  2,  and  was  entirely  extinguished  by 
August  4, 1918.    Complainant's  plant  is  served  by  a  main  spur  with 
so-called  auxiliary  tracks.    The  main  spur  extends  from  Fenimore 
Junction  westerly  about  7,000  feet  to  a  switch  connection  with  the 
auxiliary  tracks  which  serve  the  four  conveyors  and  the  Fenimore 
mill.    The  distance  from  this  switch  connection  to  the  end  of  the 
auxiliary  tracks  is  over  2,000  feet.    The  c(mveyors  are  located  about 
60  feet  from  the  switch  connection  and  extend  along  the  auxiliary 
tracks  almost  to  Fenimore  wagon  road  which  crosMS  the  tracks  about 
950  feet  from  the  switch  connection.    These  conveyors  are  per- 
manently located,  with  trackage  space  in  front  of  each  sufficient  to 
accommodate  three  cars.    The  main  spur  proceeds  in  a  northwesteriy 
direction  from  the  switch  connection  and  serves  the  wood  room  adja- 
cent to  which  about  16  cars  can  be  spotted.    The  main  track  and  the 
auxiliary  tracks  parallel  each  other  about  75  feet  apart.    The  fire 
began  along  the  auxiliary  tracks  about  1,000  feet  from  the  switch 
connection  and  spread  across  the  intervening  area  to  a  ninaround 
track  along  the  main  spur,  which  was  also  damaged  by  the  fire. 

The  testimony  as  to  whether  the  main  track  immediately  adjacent 
to  the  runaroimd  was  damaged  is  conflicting.  It  is  apparent,  how- 
ever, that  for  at  least  the  first  two  days  of  the  fire  it  would  have 
been  imprudent  to  have  used  this  track  for  storing  cars  for  unload- 
ing. On  the  day  the  fire  commenced  there  were  91  cars  in  and 
around  complainant's  plant,  46  of  which  were  under  load.  Of  these, 
16  were  left  standing  at  the  mill  until  August  5,  when  operations 
were  resumed.  Complainant  asserts  that  this  fact  had  no  bearing  on 
the  unloading  facilities  at  other  parts  of  the  plant.  Fifteen  cars 
were  wholly,  and  four  others  partially,  destroyed  by  fire;  and  the 
remainder  were  removed  by  defendant  on  August  1  and  stored.  The 
latter  were  redelivered  subsequent  to  August  6.    Complainant^  plant 
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customarily  switched  at  night    Defendant  of  its  own  volition 
stopped  delivering  cars  August  1.     It  made  no  deliveries  until 
JLn^fUst  6,  when  it  voluntarily  resumed  deliveries.    From  August  6 
to  August  9,  inclusive,  an  average  of  20  cars  a  day  were  delivered. 
I>aring  this  period  the  tracks  which  had  been  damaged  were  being 
repaired,  and  a  work  train  was  employed  during  the  day  in  bringing 
in  materials  and  workmen.    Subsequent  to  August  9  and  up  to  Sep- 
tember 6  defendant  delivered  cars  in  irregular  nimibers,  ranging 
from  11  on  August  81  to  71  on  August  19,  an  average  of  38  cars 
daily  for  the  period. 

The  nondelivery  of  any  cars  from  August  1  to  August  4,  and  a 
curtailed  delivery  from  August  5  to  August  9,  coupled  with  un- 
usually heavy  shipments,  resulted  in  congestion  and  an  accumula- 
tion of  cars.  From  August  1  to  September  5  defendant  received 
and  served  notice  of  constructive  placement  of  between  700  and  800 
cars  which  were  held  short  of  destination  because  of  the  alleged  in- 
ability of  complainant  to  receive  them.  Complainant  maintains 
that  deliveries  could  have  been  made  and  oars  unloaded  between 
August  1  and  4  at  certain  parts  of  the  plant  unaffected  by  the  fire, 
and  that  more  cars  could  have  been  delivered  on  the  other  days  than 
were  actually  placed  by  defendant. 

Defendant  produced  testimony  tending  to  show  it  was  incon- 
venienced by  the  number  of  cars  accumulated  in  its  yards ;  and  that 
on  several  occasions  ccmiplainant's  agents,  when  asked  if  the  serv- 
ice defendant  was  providing  was  entirely  sufficient  to  enable  them 
to  unk>ad  the  maximum  number  of  cars,  answered  that  the  service 
was  satisfactory  and  adequate  and  that  complainant  was  doing  the 
best  it  could. 

The  record  shows  that  under  normal  conditions  complainant  had 
trackage  space  available  to  accommodate  at  least  95  or  100  cars  at 
one  time  without  congesting  the  main  spur  running  from  Fenimore 
Junction  to  the  point  in  the  plant  where  the  tracks  diverge.  The 
TfiftTimnin  number  of  cars  that  con^)lainant  had  ever  received  in 
one  day  was  107,  and  the  largest  number  in  the  plant  on  any  one 
day  during  the  period  in  question  was  74.  The  usual  number  was 
considerably  less.  One  of  defendant's  witnesses  familiar  with  the 
layout  and  switching  in  complainant's  plant  testified  that  95  cars 
were  about  all  the  plant  could  accommodate  without  causing  incon- 
v^ence  in  removing  ihe  empties.  This  estimate  did  not  take  into 
consideration  the  cars  which  complainant  asserts  could  have  been 
placed  on  the  main  spur.  However,  if  cars  had  been  delivered  daily 
to  the  extent  of  the  admitted  physical  capacity  of  tlie  tracks  north 
of  the  switch  connection  with  the  auxiliary  tracks,  complainant  would 
probably  have  had  little  cause  for  complaint.  During  the  period  of 
the  fire,  and  the  few  days  subsequent  thereto,  when  the  damaged 
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tracks  were  being  repaired,  that  part  of  the  trackage  space  lying 
west  of  Fenimore  wagon  road  was  necessarily  unavailable.  We  con- 
clude that,  for  the  period  subsequent  to  August  9,  cars  were  not  de- 
livered on  any  day  to  the  extent  of  the  physical  capacity  of  com- 
plainant's trackage  facilities. 

While  it  was  testified  by  complainant's  witnesses  that  cars  could 
have  been  delivered  to  certain  parts  of  the  plant  during  the  time  of 
the  fire,  this  is  conjectural.    The  record  justifies  defendant  in  mak- 
ing no  deliveries  during  the  first  three  days  in  August.    Aug^ust  4 
was  Sunday ;  from  August  5  to  August  9  it  was  necessary  to  keep  the 
main  spur  clear  to  permit  the  ingress  and  egress  of  the  work  train  and 
the  greater  part  of  the  usual  storage  tracks  were  not  available.     Sach 
abnormal  conditions  and  operations  necessarily  interfered  with  the 
full  use  of  complainant's  facilities  until  August  10.    The  maximum 
number  of  cars  in  the  yards  on  any  day  during  this  period  was  35 
on  August  7,  of  which  15  remained  imloaded  on  August  8.    The 
average  number  delivered  daily  during  this  period  was  20  cars.     This 
was  about  the  maximum  daily  capadty  from  August  5  to  August  9. 
On  and  after  August  10  the  conditions  at  complainant's  plant  were 
again  normal,  and  cars  could  have  been  delivered  up  to  the  mayjmnm 
capacity  of  complainant's  tracks.    As  such  capacity  was  considerably 
in  excess  of  the  a^rage  daily  mmiber  delivered  during  the  demur- 
rage period,  whether  any  more  cars  could  actually  have  been  de- 
livered would  depend  on  complainant's  unloading  capacity.    Com- 
plainant's testimony  as  to  this  is  somewhat  speculative.    It  states 
that  it  had  80  men  available  for  unloading  and  that  four  men  could 
unload  one  car  in  an  hour.    It  insists  that  with  its  large  force  of 
men  and  its  extensive  unloading  facilities  at  the  conveyors  it  could 
have  unloaded  from  75  to  100  cars  per  day  during  the  entire  period. 
Complainant's  force  was  flexible,  and  more  or  less  adaptable  to  the 
number  of  cars  to  be  unloaded.    But  speculation  as  to  what  might 
have  been  done  is  unnecessary,  as  there  b  evidence  as  to  complainant's 
actual  unloading  capacity.    It  is  undisputed  that  little  demurrage 
accrued  during  the  month  of  July,  1918,  although  the  deliveries  of 
cars  were  heavier  than  in  August.    During  July  many  cars  weare 
unloaded  along  the  main  spur,  as  complainant  contends  could  have 
been  done  in  August.    Complainant  unloaded  an   average   of  56 
cars  per  day  at  Fenimore,  and  only  $24  demurrage  accrued,  none  of 
which  was  on  account  of  cars  of  pulp  wood.    While  the  testinumy 
of  the  parties  is  conflicting  it  seems  fair  to  accept  the  performance 
in  July  as  a  test  of  complainant's  unloading  facilities  and  capamty. 
During  the  demurrage  period  10  cars  daily  were  held  over  under 
load  on  an  average,  but  no  demurrage  accrued  on  any  cars  after 
actual  delivery  was  made.    While  it  had  been  complainant's  custcnn 
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to  deliver  to  the  conductor  of  the  switching  crew  a  switching  list 
slio^wing  where  certain  cars  were  to  be  spotted,  this  had  never  been 
construed  as  binding  on  the  defendant  as  to  the  number  of  cars  to 
be  delivered  on  that  day.  It  was  merely  a  statement  of  the  number 
^wanted  at  particular  points.  Defendant  had  always  determined  the 
number  of  cars  to  be  l^rought  in,  and  had  usually  delivered  excess 
cars  on  the  main  spur,  from  which  they  were  moved  to  the  conveyors 
by  complainant's  own  force  as  needed. 

It  is  contended  that  several  times  during  the  periods  in  question 
defendant  made  delivery  of  later  arrivals  of  cars,  when  it  should 
have  minimized  complainant's  damages  by  delivering  the  earlier 
arrivals.  Substitution  of  detention  has  been  amply  provided  for  in 
every  instance  where  the  average  agreement  is  in  effect;  indeed  the 
very  object  of  the  average  rule  is  to  permit  the  handling  of  cars  with- 
out regard  to  the  exact  order  of  arrival ;  and  the  rules  provide  for 
the  application  of  the  maximum  fr^  time  to  each  car  released. 
Meeker  v.  C.  R.  R.  Co.  of  N.  J.,  46  I.  C.  C,  657. 
Upon  the  facts  of  record  we  find : 

(a)  That  the  demurrage  charges  assessed  on  the  seven  cars  of  coal 
heretofore  more  particularly  described  were  unlawful. 

(b)  That  the  demurrage  charges  on  cars  held  short  of  destination 
at  Port  Henry,  Crown  Point,  Saratoga,  Fort  Ticonderoga,  and  White- 
hall were  lawful ;  but  credit  should  be  given  complainant  for  the  time 
necessary  to  transport  the  cars  so  held  from  the  point  of  constructive 
placement  to  the  point  of  actual  placement 

(c)  That  demurrage  charges  on  the  82  cars  of  pulp  wood  received 
by  detoidant  on  July  80  were  placed  by  defendant  constructively  at 
a  time  when  complainant  had  facilities  to  receive  them ;  and  that 
demurrage  on  such  cars  did  not  lawfully  begin  to  accrue  until  August 
3, 1918. 

{d)  That  the  demurrage  charges  collected  on  all  other  cars  em- 
braced in  the  issues  were  unlawful  to  the  extent  that  the  charges 
collected  exceeded  those  that  would  have  accrued  had  cars  been  de- 
livered at  the  rate  of  65  cars  per  day  for  the  period  subsequent  to 
August  9. 

{e)  That  complainant  has  been  damaged  in  the  amount  of  such 
unlawful  charges  and  that  it  is  entitled  to  reparation,  with  interest 
The  parties  should  adjust  the  matter  in  accordance  with  these  find- 
ings and  the  record  will  be  held  open  for  90  days  to  permit  of  such 
ac^on.  If  they  are  unable  to  reach  an  agreement  within  that  period 
the  matter  may  be  again  called  to  our  attention  for  further  action 
in  conformity  with  these  findings 
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No.  10567. 
NEW  .JERSEY  ZINC  COMPANY  ET  AL. 

V. 

DIRECTOR  GENERAL,  ATCHISON,  TOPEKA  &  SANTA  FE 

RAILWAY  COMPANY,  ET  AL. 


Submitted  October  7,  X920.    Decided  April  9,  1921. 


Obange  dire(!ted  in  cLassificatioii  rule  providing  basis  of  charges  for  the  trans- 
portation of  sulphuric  acid  and  chloride  of  zinc  remaining  in  tank  can 
returned  to  the  original  loading  points.    Former  report  57  I.  C.  0.,  201. 

Frank  M.  Swacker  for  complainants. 
Douglas  Swift  for  defendants. 

Report  op  the  Commission  on  Reargument. 

By  the  Commission  : 

In  the  original  report  in  this  case,  57  I.  C.  C,  201,  we  found  that 
the  following  rule  of  the  consolidated  classification  providing  the 
basis  of  charges  for  the  transportation  of  sulphuric  acid  remaining 
in  tank  cars  returned  to  the  original  loading  points  was  not  shown 
to  be  unreasonable  or  unduly  prejudicial : 

If  tanlc  cars  are  not  completely  unloaded  at  destinatioii  and  the  remateder 
is  returned  in  the  same  tank  car  to  tl^e  original  flipping  point,  the  rating 
applicable  on  the  same  article  in  less  than  carload  quantities  in  bulk  in  barrds 
shall  apply,  the  charge  not  to  exceed  the  charge  for  a  carload  of  the  same 
freight  in  tank  cars;  except  that  if  the  remaining  substance  Is  without  com- 
mercial value,  and  there  is  no  recovery,  nor  commercial  consideration  given  to 
the  sut>stance  by  the  shipper  or  consignee,  the  weight  thereof  need  not  be 
declared,  and  no  charge  shaU  be  made  therefor.    *    *    * 

Upon  petition  of  complainants  the  case  was  reopened  and  is  now 
before  us  upon  reargument. 

The  petition  of  complainants  is  based  upon  the  allegation  that  cer- 
tain "  questions  brought  in  issue  by  the  complaint ''  were  not  disposed 
of  by  us  in  our  former  decision,  namely:  (1)  That  the  "rules  and 
practices  ^  of  the  defendants  relating  to  charges  for  the  transporta- 
tion of  sulphuric  acid  and  chloride  of  zinc  remaining  in  tank  cars 
"  returned  "  for  reloading  to  points  other  than  original  loading  points 
are  unreasonable;  (2)  that  the  "roles  and  practices"  of  the  defend- 
ants relating  to  charges  for  the  transportation  of  chloride  of  zinc  re- 
maining in  tank  cars  returned  to  ori^rinal  loading  points  are  unreason- 
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able;  and  (3)  that  defendants'  rule  is  ^^too  vague  and  indefinite  to 
admit  of  proper  application.'' 

Practically  all  the  cars  loaded  by  complainants  with  chloride  of 
zinc  were  returned  empty,  and  upon  the  hearing  little  testimony  was 
offered  with  respect  thereto.  The  record  indicates  that  the  rule  of 
the  classification  applied  as  well  to  this  commodity,  and  the  case  was 
disposed  of  upon  that  assumption.  The  rule  is  carried  in  a  note  pub- 
lished in  connection  with  the  ratings  on  acids.  The  classification 
contains  no  similar  rule  with  respect  to  chloride  of  zinc  and  makes 
no  provision  for  its  movement  in  tank  cars  at  less-than-carload 
charges.  Upon  reargument,  defendants'  counsel  stated  that  the  car- 
riers are  willing  to  provide  for  the  application  of  the  same  rule  on 
chloride  of  zinc  as  on  sulphuric  acid. 

The  rule  quoted  does  not  apply  on  sulphuric  acid  remaining  in  tank 
cars  forwarded  for  reloading  to  points  oth>er  than  the  original  load- 
ing point,  and  it  also  appears  that  no  rules  or  practices  of  defendants 
providing  a  basis  of  charges  for  such  transportation,  either  as  to  sul- 
phuric acid  or  chloride  of  zinc,  are  brought  in  issue  by  the  complaint. 

The  question  principally  discussed  upon  the  reargument  was  the 
alleged  vagueness  of  that  portion  of  the  rule  having  reference  to 
**  commercial  consideration  given  to  the  substance  by  the  shipper  or 
consignee."  The  testimony  establishes  that  in  making  settlement 
with  the  consignees  complainants  ordinarily  make  no  deduction 
from  the  invoice  price  when  the  substance  remaining  in  the  car  is 
less  than  500  pounds  in  weight,  but  a  credit  is  given  when  the 
weight  is  600  pounds  or  in  excess  thereof,  and  it  is  complainants' 
position  that  the  extension  or  nonextension  of  such  credit  is  the  sole 
determining  factor  that  should  be  considered  in  determining  whether 
^^  commercial  consideration  is  given."  Defendants,  on  the  other 
hand,  point  to  the  fact  that  unless  the  car  is  washed  out  prior  to  re- 
loading, the  substance  remaining  forms  a  part  of  the  succeeding 
shipment  and  is  frequently  "picked  up"  or  dissolved  therein;  also 
that  its  weight  is  included  in  the  invoice  weight  of  such  succeeding 
shipment;  and  they  contend  therefore  that  whether  "commercial 
consideration  is  given"  may  not  be  determined  solely  by  the  test 
suggested  by  complainants.  It  is  apparent  that  the  rule  as  at  pres- 
ent stated  is  open  to  criticism  on  the  ground  of  indefiniteness,  and 
that  it  should  be  clarified. 

We  find  that  the  following  would  be  a  reasonable,  nonprejudicial, 
and  unambiguous  rule  for  providing  the  basis  of  charges  for  the 
transportation  of  sulphuric  acid  and  chloride  of  zinc  remaining  in 
tank  cars  returned  to  the  original  loading  points : 
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If  tank  cars  are  not  completely  unloaded  at  destination*  and  tlie  remainder 
of  the  lading  Is  returned  In  the  same  car  to  the  original  shlppincr  point,  tilit 
weight  thereof  must  be  declared  by  the  receiver,  and  the  rating  appUcatde  on 
the  same  article  in  less-than-carload  quantities  In  bulk  In  barrels  sliall  ^iply, 
the  charge  not  to  exceed  the  charge  for  a  carload  of  the  same  frelgHt  in  tank 
cars;  exc^t  that  If  no  commercial  consideration  is  given  to  the  remninlBg 
substance,  by  means  of  a  oredit  allowance  or  otherwise^  or  the  substance  is  re- 
moved from  the  car  and  discharged  as  waste  before  a  subsequent  slilpment  li 
made  therein  the  weight  thereof  need  not  be  declared,  and  no  charge  shall  be 
made  therefor. 

We  shall  issue  no  order  at  this  time,  but  defendants  will  be  ex- 
pected to  amend  the  classification  within  90  days  from  the  service 
of  this  report  to  conform  to  the  views  herein  expressed.  When  this 
has  been  done  and  the  matter  is  brought  to  our  attention  an  order 
will  be  entered  dismissing  this  complaint. 

Commissioner  Esch  did  not  participate  in  the  disposition  of  this 
case. 
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No.  10633. 
SCHRAM  GLASS  MANUFACTURING  COMt>ANY 

V, 

DIRECTOR  GENERAL,  AS  AGENT. 


BuJmitted  January  12,  1920.    Decided  AprU  16,  1921. 


Rate  maintained  by  Director  General  of  Railroads  on  coal  from  mines  at  Hills- 
boro,  m.,  to  complainant's  plant  at  that  place  found  not  unreasonable. 
CJomplaint  dismissed. 

Edward  A.  Raid  for  complainant. 
C.  P.  Stewart  for  defendant. 

* 

Report  op  the  Commission. 

Division  3,  Commissioners  Hall,  Daniels,  and  Eastman. 

By  Division  3 : 

A  proposed  report  was  served  and  no  exceptions  were  filed. 

The  complainant  alleges  that  the  rate  of  30  cents  per  net  ton  col- 
lected on  numerous  carloads  of  coal  shipped  between  June  25,  1918, 
and  November  20,  1918,  from  the  mines  of  the  Hillsboro  Coal  Com- 
pany and  the  Kortkamp  Coal  Company  at  Hillsboro,  111.,  to  the 
plant  of  the  complainant,  also  at  Hillsboro,  was  unreasonable  in 
violation  of  section  1  of  the  act  to  regulate  commerce  and  section  10 
of  the  federal  control  act.  Reparation  is  asked.  Unless  otherwise 
indicated,  rates  will  be  stated  in  cents  per  net  )x)n. 

The  mines  and  plant  are  within  the  switching  limits  of  the  Cleve- 
land, Cincinnati,  Chicago  &  St.  Louis  Railroad,  known  as  the  Big 
Four,  at  Hillsboro.  Complainant  obtains  nearly  all  of  its  coal  from 
the  mines  of  the  Hillsboro  Coal  Company,  about  7,600  feet  from 
the  plant.  Occasionally  it  obtains  a  few  cars  from  the  Kortkamp 
mine.  The  movement  is  entirely  over  the  Big  Four.  The  car  is 
taken  empty  from  the  classification  yard  and  moved  to  the  mine,  is 
there  loaded,  is  then  moved  to  the  westbound  and  eastbound  yards 
of  the  Big  Four,  classified,  weighed,  moved  to  complainant's  plant 
and  placed  for  unloading.  After  being  unloaded  it  is  removed  empty. 
For  a  number  of  years  prior  to  August  1,  1916,  the  rate  on 
bituminous  coal  from  the  mines  to  complainant's  plant  was  10  cents, 

with  a  minimum  charge  of  $4  per  car.    Tariffs  filfid  to  become  effec- 
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tive  August  1,  1916,  proposed  to  increase  this  rate  to  15  cents,  wit 
a  miniTnum  charge  of  $6  per  car,  but  did  not  become  effective  be- 
cause of  disapproval  by  the  Public  Utilities  Commission  of  Ulinok 
On  December  15,  1916,  the  minimum  charge  was  increased  to  $4-50 
per  car.  On  June  25,  1918,  the  rate  was  increased  to  30  cents,  widi 
a  minimum  charge  of  $5.50  per  car. 

Prior  to  June  25,  1918,  we  allowed  carriers  in  central  territory  to 
increase  their  interstate  rates  on  coal  by  15  cents,  but  on  iiitra^ate 
rates  the  Illinois  commission  limited  the  corresponding  increase  to 
10  cents.    The  Big  Four  did  not  increase  this  Hillsboro  rate  there- 
under.   In  arriving  at  the  30-cent  rate  defendant  first  added  5  cenls, 
the  difference  between  the  increase  allowed  by  us  interstate  and  that 
authorized  by  the  Illinois  commission,  to  the  10-cent  rate  in  effect  on 
June  24,  1918,  and  then  added  the  15-cent  increase  authorized  by 
his  general  order  No.  28.    On  November  20,  1918,  he  reduced  tbe 
rate  under  attack  to  10  cents,  with  a  minimum  charge  of  $6  per  car. 
In  August  and  September,  1920,  the  rate  for  interstate  and  intrastate 
application,  respectively,  was  increased  to  13.5  cents  and  the  mini- 
mum charge  to  $6.50.    Later  in  the  year  the  minimum  charge  was 
increased  to  $7  and  remained  unchanged  when  the  present  rate  of 
14  cents  was  established  on  February  19, 1921.   The  shipments  moved 
while  the  30-cent  rate  was  in  effect.    Complainant's  witness  testified 
that  shipments  of  coal  to  its  plant  weighed  on  the  average  about  60 
tons.    At  the  30-cent  rate  the  charges  collected  on  an  average  car 
would  be  $15. 

A  letter  from  the  Eailroad  Administration  to  complainant  dated 
October  23,  1919,  referred  to  this  reduction  as  follows : 

the  basis  *  *  *  is  a  temporary  measure,  and  it  is  expected  that  furtba 
consideration  will  be  given  to  n  revision  of  switching  charges,  and  that  a  ret- 
sonable  basis  will  be  established. 

Complainant  cited  a  charge  of  $2.50  per  car  for  switching  from 
connecting  lines  at  Hillsboro,  effective  October  25,  1916,  where  the 
haul  was  3  miles  or  less,  and  $3  when  the  haul  was  greater  than  3 
miles  and  not  over  5  miles;  also  switching  charges  of  $2  per  car 
plus  15  cents  per  net  ton  for  hauls  of  3  miles  at  Fontanet,  Ind.; 
$2,50^ per  car  at  Grafton,  Ohio,  for  a  haul  of  several  hundred  feet; 
$3  per  car  plus  15  cents  at  North  Bend,  Ind.,  for  a  distance  of  2 
miles ;  and  10  cents,  minimum  $5  per  car,  effective  January  11,  1919, 
at  East  St.  Louis,  111.  But  the  movements  here  before  us  necessitated 
two  terminal  services,  and  were  in  the  nature  of  line  hauls. 

The  establishment  of  the  30-cent  rate  on  June  25, 1918,  was  the  re- 
sult of  a  general  increase.  Defendant's  witness  insisted  at  the  hear- 
ing that  the  reduction  on  November  20,  1918,  was  temporary,  to 
obtain  until  sufficient  facts  could  be  gathered  upon  which  to  de- 
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termine  what  a  reasonable  rate  would  be,  and  that  after  analysis  of 
tbe  facts  gathered  the  rate  of  30  cents  was  deemed  reasonable  for  the 
service,  and  was  to  be  reestablished. 

Tlie  principal  evidence  upon  which  defendant  relies  consists  of  a 

study  made  of  the  cost  of  performing  the  transportation  between 

the  mines  and  industries  at  HiUaboro,  based  upon  a  test  conducted 

durizig  June^  1918,  the  results  of  which  are  set  forth  in  detail  in 

an  exhibit.    From  this  it  appears  that  from  75  to  85  per  cent  of  the 

expenses  directly  allocated  to  terminal  costs  were  ascertained  and 

amount  to  18  cents  per  ton.    This  does  not  include  taxes  or  interest 

on  investment.    Defendant  assmnes  that  the  expenses  not  considered 

would  bring  the  cost  figure  to  20  cents.   Applying  an  operating  ratio 

of  66.67  per  cent  to  the  cost  figure  defendant  shows  a  result  of  about 

30  cents,  or  Ihe  rate  assessed.    The  operative  ratio  of  the  Big  Four 

for  the  year  1918  was  72.68,  and  its  application  to  the  cost  figure 

woidd  give  27.6  cei^  as  a  i«fiRilt. 

It  is  not  necessary  to  subscribe  wholly  to  defendant's  method  of 
arriving  at  the  terminal  cost.    Complainant  has  made  no  attempt 
to  impeach  the  correctness  of  defendant's  calculation.    Certain  it  is 
that  operating  and  other  costs  have  risen  since  the  rate  from  the 
mines  to  complainant's  plant  was  first  made  10  cents,  and  even  if 
that  was  a  reasonable  maximum  rate  when  instituted  it  does  not 
follow  that  no  more  was  reasonable  at  the  time  of  movement.    The 
inference  is  rather  to  the  contrary.    The  action  of  the  Director  Gten- 
eral  in  restoring  the  10-cent  rate,  especially  in  the  light  of  his  specific 
declaration,  is  not  an  admission  of  the  reasonableness  of  that  rate  as 
a  maximum^  nor  a  confession  that  he  regarded  the  80-cent  rate  of  it- 
self as  unreasonable.    No  allegation  of  undue, prejudice  is  made,  and 
the  citation  of  lower  rates  at  other  points  is  not  conclusive  of  the 
unreasonableness  of  the  rate  charged. 
Upon  the  record  we  find  that  the  rate  assailed  was  not  unreasonable. 
The  complaint  will  be  dismissed. 
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No.  10892. 
KAILEOAD  COMMISSIONERS,  STATE  OF  FLOKIDA, 

V. 

DIRECTOE  GENERAL,  ABERDEEN  &  ROCKFISH 
RAILROAD  COMPANY,  ET  AL, 


Buhmitted  November  17,  19tO.    Decided  July  12,  1921. 


Upon  complaint  attacking  the  llne-baul  rates  and  refrigeration  charges  cm 
fruits  and  vegetables  from  Florida  prodndAg  points  to  varkms 
destinations:  Held,  That  the  aggregate  charges  are  not  Qnreaaooablfli,  ex- 
cept (1)  that  the  line-Jiaul  charges  on  vegetables,  exc^t  celery,  under  n- 
f rigeration  are  unreasonable  in  that  they  do  not  provide  in  those  Instsnces 
where  a  lower  minimum  and  higher  rate  apply  than  under  ventilation  far 
the  alternative  application  of  the  same  rate  and  minimum  as  under  ves- 
tnation,  and  (2)  that  the  refrigeration  charges  on  fruits  and  Tegeti^blei 
are  unreasonable  in  that  they  are  based  on  an  excessive  quantity  of  te. 
Carriers  directed  to  revise  their  tariffis  in  accordance  with  the  condiaaiam 
announced  herein. 

Dozier  A.  De  Vane  for  complainants. 
-    Fayette  B.  Daw  for  interveners. 

Frank  TF.  GvxUhmey  and  Henry  TJmrtell  for  defendants. 

Report  of  the  Commission. 

Division  2«  Commissioners  McChord,  Daniels,  and  Porm. 

Daniels,  Commissioner: 

In  their  complaint  filed  September  11, 1919,  as  amended,  the  Rail- 
road Commissioners  of  Florida  attack  the  transportation  rates  and 
the  refrigeration  charges  on  citrus  fruits  and  vegetables  fnmi  pro- 
ducing points  in  Florida  to  various  interstate  destinations  as  now 
shown  in  Perishable  Protective  Tariff  No.  1,  I.  C.  C.  No.  6,  as  un- 
reasonable ;  also  on  vegetables  under  refrigeration,  except  celery,  as 
unjustly  discriminatoiy.  We  are  asked  to  establish  reasonable  and 
just  rates  and  charges  for  the  future.  The  Joint  Council  of  tiie 
National  League  of  Commission  Merchants  of  the  United  States, 
the  International  Apple  Shippers'  Association,  and  the  Western 
Fruit  Jobbers'  Association  of  America  intervened  in  support  of  the 
allegations  of  the  complaint  with  respect  to  refrigeration  charges. 
Reference  hereinafter  to  present  rates  will  be  understood  as  mean-. 
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ing  those  in  effect  prior  to  the  increases  iollowing  Inoreated  Ratet^ 
19e0^  68  I.  C.  C,  220. 

UNE-HAT7L   RATES. 

Complainants  contend  that  the  inclusion  of  the  increased  refrigera- 
tion charges,  made  effectiye  from  Florida  on  May  8,  1919,  of  items 
of  cost  covering  the  haulage  of  ice  in  the  bunkers  of  refrigerator 
cars  and  the  switching  incident  to  the  icing  and  re-icing  of  such 
cars,  i.  e.,  1  cent  per  car  per  mile  and  85  cents  per  car  per  switch, 
respectivdy,  resulted  in  a  double  charge  for  these  services,  for  the 
reason  that  the  line-haul  rates  were  at  that  time  high  enough  to, 
and  by  operation  of  law  did,  include  compensation  therefor.    T^e 
elunination  of  this  alleged  double  charge  by  a  proportionate  deci^ease 
in  the  haulage  rates  is  sought. 

CSomplainants  assert,  and  witnesses  for  defendants  admit,  that 
prior  to  May  8,  1919,  the  refrigeration  charges  from  Florida  did 
not  include  compensation  for  the  haulage  of  ice  and  switching.    It 
is  argued  that  their  inclusion  in  the  refrigeration  charges  on  the 
date  mentioned  simultaneously  withdrew  them  from  the  haulage 
rates ;  and  that  therefore  the  carriers  have  been  since  that  date,  and 
are  now,  giving  less  service  for  the  same  amount  of  compensation. 
In  referring  to  similar  contentions  by  these  and  other  interests  rep- 
resented in  the  Perishable  Freight  Investigation^  56  I.  C.  C,  4tt, 
in  which  the  refrigeration  charges  on  all  perishable  freight  through- 
out the  United  States  were  under  consideration  we  said,  page  466: 

After  full  consideration,  we  think  it  neither  desirahle  nor  practicable  to 
attempt.  In  a  country-wide  investigation  of  this  character  carried  on  tinder 
pressure,  to  analyze  the  mass  of  conflicting  opinion  testimony  offered,  aad 
determine,  in  the  case  ot  each  separate  class  of  perishable  freight,  whether  or 
not  the  line-haul  rates  include  compensation  for  all  or  some  portion  of  the 
protective  service  afforded.  Undoubtedly  the  best  means  of  Insuring  fuU 
justice,  in  dealing  with  proposals  to  establish  separate  charges  for  protective 
service  where  none  have  heretofore  existed  or  covering  elements  of  cost  which 
have  not  been  so  eoivered  hlthdrto,  is  to  coosSder  at  the  same  time  the  level 
of  the  corresponding  line-haul  rates.  Only  la  this  way  can  it  be  determined 
whether  the  increase  is  reasonable  which  would  result  in  the  aggregate  charge 
for  haulage  and  protective  service  combined. 

In  support  of  the  contention  that  the  haulage  rates  on  this  traffic 
included  and  include  compensation  for  the  it^ns  in  question,  com- 
plainants introduced  copious  extracts  from  the  record  in  Florida 
FruU  dk  Vegetable  Asso.  v.  A.  C.  L.  B.  R.  Co.,  14  I.  C.  C,  476;  17 
I.  C.  C,  552;  22  I.  C.  C,  11,  to  show  that  tiie  carriers  in  defense  of 
these  rates  testified  to,  and  urged  upon  us  the  expense  of  ice  haulage 
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and  extra  switching  incident  to  the  transportation  of  fruits  and 
vegetables  under  refrigeration. 

For  the  purpose  of  showing  that  the  rates  are  ^^unreasonably 
high  "  complainants  compare  the  earnings  thereunder  with  the  aver- 
age freight  receipts  for  equal  distances  from  all  revenue  freight  with- 
in the  southern  and  eastern  districts^  according  to  our  annual  report 
on  statistics  of  railways,  1917,  also  with  the  yield  under  the  rates 
contemporaneously  in  effect  on  like  traffic  from  Los  Angeles,  Calif. ; 
bananas  from  Mobile,  Ala.,  and  New  Orleans,  La.;  fresh  fish  from 
Punta  Gorda,  Fla.;  and  on  fresh  meat  from  Chicago,  HI.  Atten- 
tion is  also  called  to  the  fact  that  the  two  commodities  last  men- 
tioned move  under  the  so-called  cost-of-ice  basis  in  which  no  allow- 
smce  is  included  for  the  haulage  of  ice  and  switching.  No  evidence 
with  respect  to  similarity  of  transportation  conditions  was  introduced, 
the  showing  being  confined  to  bare  comparisons  and  conclusions  based 
thereon.  Defendants  argue  that  c<»nplainants'  exhibits  covering 
citrus  fruits  erroneously  assume  the  average  weight  of  a  box  of 
oranges  to  be  80  pounds,  which  is  the  estimated  weight  provided  for 
by  tariff,  whereas  the  average  weight  is  admittedly  90  pounds;  that 
it  is  manifestly  improper  to  compare  the  earnings  on  perishable 
craffic  which  moves  in  refrigerator  cars  with  the  average  revenue  on 
all  traffic  which  embraces  for  the  most  part  low-grade  commodities 
moving  in  large  volume  in  ordinary  equipment;  that  the  bcuiana 
rates  cited  by  complainants  reflect  the  influence  of  water  competition, 
that  commodity  having  formerly  moved  to  Tampa,  Fla.,  direct  by 
water  and  low  rail  rates  were  therefore  made  from  New  Orleans 
and  Mobile  to  Tampa  in  an  effort  to  secure  some  of  this  traffic ;  and 
that  the  fresh-fish  rates  from  Punta  Gk>rda  and  the  f redi-meat  rates 
from  Chicago  are  perhaps  lower  than  they  reasonably  might  be. 

A  witness  for  defendants  testified  that  for  some  years  subsequent 
to  the  early  eighties,  the  beginning  of  an  appreciable  perishable 
movement  from  Florida,  oranges  and  vegetables  moved  by  rail  to 
Jacksonville  and  Femandina,  Fla.,  and  Savannah,  Ga.,  thence  by 
water  to  eastern  ports,  at  any-quantity  rates  based  on  a  so-called 
gathering  charge  to  the  southern  ports  and  the  water  rate  beyond. 
The  first  through  all-rail  rate  established  on  oranges  from  Jackson- 
ville to  New  York,  N.  Y.,  in  1885,  was  an  any-quantity  rate  of  40 
cents  per  box,  at  which  time  the  water  rate  from  and  to  these  points 
was  80  cents  per  box.  On  October  1,  1888,  the  all-rail  rate  whs  in- 
creased to  48  cents  and  on  November  23, 1890,  to  53  cents.  The  suc- 
cessive changes  in  the  all-rail  rates  on  oranges,  which  also  apply  on 
grapefruit,  from  Arcadia,  Fla.,  to  New  York  and  Chicago,  and  in 
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the  vegetable  rates  from  Sanford,  Fla.,  to  New  York  and  Cincinnati, 
Ohio,  are  reproduced  below  from  exhibits  filed  by  defendants : 

Rates  on  oranges  and  grapefruit,  stated  in  cents  per  bom. 


JBffeetivedftta. 


ToNtw  York. 

Norr.  31,1880 

T«krl3l 

Nov.  5, 1806 

Not.  ao,  1807 

Norr.  I,lfl02 

8«pt.l5,19Q6 

Apr.  16, 1012 

JoiM  2S,  1018  (presaot  rates) 

To  CMcoffo, 

Y6ftrl801 

Nov.  6, 1806 

Not.  30, 1897 

Not.  13, 1808 

NOT.1,1008 

Dee.  11, 1007 

Apr.  U,  1010. 

Apr.  16, 1012 

June  25, 1018  (present  rates) 


From 
Jackson- 
ville 
(when 
from 
beyond). 


CenU. 
63 

S0,5 
50.5 


5a5 


46 
57.5 


60 
60 
60 


50.5 
50.5 

50.6 
53 

63 

66.5 


9rom 
Arcadia. 


CenU. 


83.5 

8a5 
7&5 


75.5 
71 


66 
82.5 


03 
90 


87.5 
81.5 

816 
78 

n 

01.5 


Remarks. 


Redaction  beyond  Jacksonville  resulting  from 
Docket  283, 3 1.  C.  C,  604. 

First  authentic  record  of  through  rates  tntm  Arcadia. 

Reduction  in  gathering  charges  to  Jacksonville  by  the 
Florida  Railroad  Commission  in  Rate  Issue  No.  1, 
Sept.  30, 1807. 

Reduction  In  gathering  charges  to  Jacksonville  as  re* 
suit  of  hearings  before  the  Florida  Railroad  Com- 
mission. 

Reduction  in  e.  L  rates  firam  JaoksoDvlDe  when  fktm 
beyond  to  New  York  and  other  eastern  points,  as 
result  of  the  first  decision  in  Florid^  .FViiicdfr  V<^ 
table  A  $»o.  Cote.  Prior  to  that  date  the  rates  to  and 
bevood  Jacksonville  were  generally  any-quantity 
rates. 

Reduction  in  gathering  charges  to  JaekaonvUle  un^ 
der  the  third  dedsiontn  the  Florida  FmU  A  Kty*- 
tailU  A990,  Ca$$, 

Increase  of  25  per  cent  under  general  order  No.  38b 


Reduction  In  fathering  charges  to  Jacksonville  by  the 
Florida  Rauroad  Commission  in  Rate  Issue  No.  1, 
Sept.  30, 1807. 

Reduction  of  OUS  cent  per  box  beyond  Ohio  River 
crossings. 

Reduction  in  cathering  charges  to  Jaakionvffle  as  r^ 
suit  of  hearmgs  before  the  Florida  Railroad  Com- 
mission. 

Change  in  method  of  computing  proportion  beyond 
Ohio  River  crossings. 

Reduction  in  rates  from  Jacksonville  when  finom  be- 

Snd  10  Chicago  and  other  western  points  under 
»  second  decision  In  Florida  FruU  dt  VtgtUbU 
A  990.  Cue. 
Reduction  in  gathering  charges  to  JaekBonviUe  na^ 
der  the  third  decision  in  the  Florida  FruU  de  Vega- 
table  A  $90.  Caee. 
Increase  of  25  per  cent  under  general  order  No.  28. 
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Bate8  on  vepetablei. 


Rates  per  crate. 

Rates  per  100 
pooiids. 

m 

From  Sanford— 

Veffeta- 

n.  0. 8. 

onder 

reMger- 

ation. 

Veceta- 

blos 

n.  0.  s. 

onder 

▼entila- 

tion. 

Pota- 
toes. 

Cab- 
base. 

Remaiks. 

To  New  York. 
Apr.  10. 1805 

Cenit, 
53 
40 

40 

50 

50 

63 

35 
40 

41 

5L5 

Centt. 
53 
40 

48 

48 

43 

64 

85 
40 

40 
50 

Centt, 
67.5 
55 

55 

55 

48.5 

61 

38 

43 

48 
64 

Ontt. 
80.6 
76.6 

76.5 

76.5 

76.5 

05.5 

5&5 
58.5 

58.6 

73 

Jan.  27. 1010 

Rerlsloo  made  following  the  first 

Apr.  15. 1010. 

rm>ort  in  the  Floridm  FnUt  dt 

VegeiMeAeeo.  Cote. 
Revision  made  following  tiio  aeoood 

report  in  the  FMA  FrwU  S 

Vegetable  A990,  Caee. 
Revision  of  gathering  charges  op  to 

JacksooViUe  foUowing  ttie  th»i 

report  in  the  FMEi  FnM  S 

VepetMe  Aeeo.  Cue, 
Revisian  of  jproportional  rstes  ftooi 

Jacksonville  on  potatoes  so  as  to 

restore  the  old  relation  to  Tegeta- 

ble  n.  0. 8.  rates. 
Increase  of  25per  cent  onder  geoerai 

order  No.  28. 

Jan.  12, 1012 

Apr.  1. 1012. 

June  25, 1018  (present  rates).. . 

ToCHtehmtH, 
Apr.  10, 1805 

Jan.  27, 1010 

Jacksonville  to  Ohio  River  cross- 
ings growins  oat  of  opinion  In  the 
first  and  soDseqaently  found  rea- 
sonable in  the  second  report  In  the 
Florid*  FruU  S  VegdSSU  Ateo. 
Cue, 

Revision  of  gathering  charges  op  to 
JacksonviUe  following  the  third 
rm>ort  in  the  WMta  FntM  S 
vegdobU  Aeeo,  Cue, 

Increase  of  25per  cent  onder  general 
order  No.  28. 

Jan.  2, 1012 

Jiina  25, 1018  (present  rates).. . 

For  defendants  it  was  further  testified  that  the  all-rail  rates 
established  to  eastern  markets  were  made  to  meet  the  competition 
of  water-and-rail  rates  and  to  encourage  and  build  up  the  industry; 
that  to  the  west  the  rates  on  citrus  fruits  were  established  to  aid  the 
Florida  shippers  to  market  their  fruits  in  that  territory,  and  on 
vegetables  to  meet  the  competition  from  Mississippi  and  Louisiana; 
and  that  no  distinction  was  made  as  to  the  rates  under  ventilation 
and  refrigeration  either  on  fruits  or  vegetables.  For  many  years 
after  the  all-rail  routes  were  established  the  traffic  was  handled  in 
ordinary  box  or  ventilator  cars,  except  for  an  occasional  movement 
in  refrigerator  cars;  and  for  many  years  after  refrigeration  service 
was  afforded,  in  February,  1899,  the  entire  citrus  fruit  crop  was 
moved  in  ventilator  or  box  cars,  as  were  most  of  the  vegetables. 

Defendants  contend,  therefore,  that  to  argue  that  the  rates  es- 
tablished by  the  carriers  included  any  charge  for  haulage  of  ice  or 
switching  would  presuppose  that  they  imposed  on  shipments  moving 
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under  Tentilation  a  chaiige  for  a  service  never  rendered;  and  that 
at  Uie  time  tiie  carriers  established  tke  rates  in  effect  when  the 
Florida  oommission  luid  this  Commission  began  the  series  of  rednc- 
tioiis  sabseqnenkly  made,  they  could  not  possibly  have  foreseen  the 
extent  to  whidi  refrigeration,  or  refrigerator  cars,  would  be  used  in 
handHng  this  traffic  or  to  have  taken  into  account  the  haulage  of  ice 
or  switching.    They  point  out  that  although  their  witnesses  in  die 
Florida  FruU  dk  Vegeiable  A990.  Case  recounted  the  services  per« 
formed  in  ccmnection  with  the  movement  of  refrigerated  shipments, 
no  figures  were  presented  which  would  have  afforded  a  basis  for  an 
allowance  for  these  services ;  and  that  since  the  decisions  in  4^at 
case  resulted  generally  in  reductions  it  can  not  omsistently  be  said 
that  the  rates  prescribed  by  us  included  compensation  therefor.    In 
farther  support  of  this  omtention  it  is  observed  that  the  different 
transportation  rates  and  minima  prescribed  in  that  case  on  vegetables 
were  so  related  to  each  other  as  to  afford  the  carriers  approximately 
tiie  same  revenue  per  car  under  refrigeration  as  under  ventilation* 
Defendants  further  observe  that  during  the  interval  between  the 
first  and  second  supplemental  reports  in  that  case,  we  held  in  Arling- 
ton HeightM  Fruit  Ewchcmge  v.  S.  P.  Co.,  20  I.  C.  C,  106,  that  "in 
determining  what  is  a  reasonable  charge  for  furnishing  refrigeration 
for  the  movement  of  citrus  fruits  from  California  to  eastern  mar- 
kets, the  expense  of  transporting  the  additional  weight  of  the  ice 
and  for  repairs  to  the  ice  bunkers  should  be  considered '' ;  and  argue 
that  we  would  not  thereafter  have  established  rates  on  fruits  and 
vegetables  umier  refrigeration  from  Florida  which  contained  within 
themselves  factors  covering  these  services. 

In  support  of  the  reasonableness  of  the  present  rates  defendants 
testified  that  during  the  season  1918-19  tiie  Atlantic  Coast  Line 
moved  approximately  28/XX>  refrigerator  cars  southbound,  practi- 
cally all  empty,  for  northbound  loading,  while  nearly  all  of  the 
lA/XX)  ventilated  box  cars  used  in  transporting  perishables  norths 
bound  moved  into  this  territory  under  load;  that  refrigerator  cati3 
cost  approximately  $4,500  each  as  c(«4>ared  with  $3,850  for  a  v^n- 
tilated  box  car;  that  the  claims  the  Atlantic  Coast  Line  will  have 
to  pay  on  the  citnis  fruit  movement  during  the  past  season,  based 
upon  a  conservative  estimate,  will  amount  to  8  per  cent  of  the  gross 
revenues  as  against  approximately  2.5  per  cent  for  all  freight  traffic ; 
that  the  schedules  on  perishable  freight  provide  for  much  ihster 
movement  than  the  ordinary  dead-freight  schedules,  to  aecomplinh 
whidi  it  is  necessary  to  reduce  the  tonnage  from  15  to  20  per  cent; 
and  that  &e  average  carload  of  revenue  frei^t  in  the  southern  dis-^ 
trict,  approximately  25  tons,  as  diown  by  our  annual  report  on  sta^ 
tistics  of  railways,  1917,  exteeds  tiie  revenue  freight  in  a  car  of  citnis 
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fruit  by  approi^imately  26  per  cent,  and  in  the  case  of  vegetables  1^ 
ova*  60  per  cent.  It  is  therefore  argued  that  car-mile  earnings  oiE 
24.8  cents  on  citrus  fruits  luid  21.9  cents  on  vegetables  from  Pal- 
metto, Fla.,  to  New  York,  14^  miles,  can  not  be  regarded  as  exces- 
sive in  comparison  with  tiie  average  of  20  cents  on  all  tamffic  in  the 
southern  territory.  The  average  earnings  on  all  traffic  are  based  on 
our  report  of  1917,  i.  e.,  16  o^its,  to  which  has  been  added  25  per  cent 
to  cover  the  increase  authorized  by  general  order  No*  28  of  the  Di- 
rector General  of  Bailroads;  the  earnings  on  citrus  fruits  are  based 
on  360  boxes  per  car  at  90  poimds  per  box,  admittedly  the  weight  of 
a  box  of  oranges,  or  32,400  pounds,  and  on  vegetables,  on  the  average 
loading  of  416.6  boxes,  or  20,776  pounds. 

Considerable  testimony  was  offered  by  complainants  as  to  tfat 
lengthening  of  schedules  during  the  period  of  federal  control  and 
the  delays  in  transit  to  the  principal  points  of  consumption,  in  view 
of  which  they  urge  that  the  unusual  amount  of  daims  iBled  is  of  ix> 
importance  in  this  case,  these  claims  having  resulted  from  incident 
transportation.  The  delays  were  attributable  to  strikes  and  lack  of 
motive  power  as  well  as  to  other  causes  incident  to  the  world  wwr. 

The  rates  here  assailed  were  the  subject  of  three  comprehensive 
investigations  extending  intermittenUy  over  the  period  from  1908 
to  1911,  Florida  Frtdi  c&  Vegetable  Assa,  Case.  In  Fruits  fran^ 
Florida^  48  I.  C.  C,  695,  in  which  the  proportionals  beyond  Jack- 
sonville as  well  as  Uie  through  rates  on  citrus  fruits  to  certain  of 
the  more  important  southeastern  points  and  to  Ohio  Biver  points 
were  approved,  we  said  that  these  rates  ^^  were  made  to  meet,  so  far  as 
consistently  within  our  power,  a  serious  commercial  and  competitive 
exigency  which  then  confronted  the  Florida  growers."  The  same 
thing  is  true  as  to  the  rates  to  eastern  points.  Save  for  the  increases 
effected  under  general  order  No.  28,  tiie  present  rates  are  the  sune 
as  those  either  approved  or  prescribed  in  those  cases.  The  record 
in  this  case  discloses  substantially  no  changed  circumstances  from 
those  surrounding  the  movement  of  this  traffic  when  the  cases  re- 
ferred to  were  decided,  except  that  the  movement,  especially  imder 
refrigeration,  has  increased. 

In  the  Florida  FrmU  <&  VegetcAle  Aeeo.  Case  complainants  founded 
their  contention  that  the  orange  rates  were  excessive  principally  on 
the  ground  that,  distance  considered,  they  exceeded  the  rates,  from* 
California.  In  our  first  dedsion  in  that  case,  after  reciting  some' 
inherent  disadvantages  under  which  the  Florida  shipper  labored  in 
the  movement  of  his  product  in  comparison  with  that  of  California, 
we  stated  that  it  would  appear  reasonable  that  the  cost  per  ttiOe  of 
msving  this  fruit  from  the  groves  of  Florida  to  market  ouf^t  U3  ba 
more  than  from  the  fidds  of  Cidifomia.   In  that  case  we  presoribed, 
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dmang  other  things,  (1)  a  diBtanee  scale  of  reasonable  maximum 
rates  on  pineapples,  citrus  fruits,  and  vegetables,  carload  and  less 
than  carload,  applicable  from  producing  points  in  Florida  to  Jack- 
soQTille  for  beyond;  (2)  reasonable  maximum  all-rail  rates  on  citrus 
fruits,  in  carloads,  beyond  Jacksonville  to  points  in  the  east  and 
north  of  the  Ohio  River;  and  (8)  reasonable  maximum  rates  on  vege- 
tables, in  carloads,  from  Florida  base  points  to  points  in  the  east. 
As  a  result  of  the  findings  and  orders  in  that  case  the  through  rates 
on  both  fruits  and  vegetables,  in  carloads,  to  eastern  points  as  well 
as  to  points  north  of  the  Ohio  Biver  were,  generally  speaking,  re- 
duced, except  on  vegetables  n.  o.  s.  and  potatoes,  as  to  which  an  in- 
crease in  the  prc^rtional  rates  applicable  fr<»n  Jacksonville  to  the 
Ohio  River  was  approved.  The  resultant  changes  in  the  rates  have 
been  previously  detailed,  and  involved  in  some  instances  the  estab- 
lishment of  carload  rates  in  lieu  of  any-quantity  rates.  In  finding 
in  the  same  case  that  the  refrigeration  charges  then  applicable  on 
fruits  and  vegetables  from  Florida  were  not  excessive,  we  said,  14 
L  C.  C,  at  page  508 : 

Tlie  raUroad  company  is  charged  with  the  duty  €t  refrigeration,  and  in  pass- 
ing upon  the  reasonableness  of  the  diarges'  which  are  made  by  the  defendants 
for  this  service,  we  most  consider  the  additional  expense  which  is  entailed  upon 
it  by  the  movement  of  these  fmlts  and  vegetables  nnder  refrigeration  as  com- 
pared with  their  movement  under  ventilation,  as  well  as  the  cost  and  hazard  of 
performing  the  service  to  the  Armour  Company  (owner  of  the  Fmlt  Growers 
Bxpress).  It  must  therefore  be  borne  in  mind  that  the  cost  to  the  railroad 
itsM  is  greater  when  vegetables  are  moved  under  refrigeration  than  otherwise. 
The  car  itself  is  heavier.  An  additional  weight  of  ice  and  salt  must  be  carried. 
It  Is  often  necessary,  as  already  observed,  to  haul  these  cars  in  both  directions 
empty,  which  not  only  Involves  a  transportation  service  but  also  the  payment 
of  ear  mileage  when  the  car  contains  no  paying  freight  in  either  direction. 

It  does  not  appear  that  the  elements  of  ice  haulage  and  switching 
entered  into  the  making  of  the  line-haul  rates  in  the  first  instance, 
and  it  is  evident  that  in  prescribing  the  present  rates  we  made  no 
aOowance  therefor,  but  on  the  contrary  regarded  these  items  as  con- 
stituting proper  components  of  the  refrigeration  charges.  Even  if 
complainants'  contentions  in  this  respect  were  founded  on  fact,  the 
present  aggregate  charges  for  transportation  and  refrigeration,  ex- 
cept as  hereinafter  shown,  do  not  appear  to  be  unreasonably  high, 
taking  into'  consideration  the  fact  that  the  movement  up  to  tiie  base 
points  is  through  a  sparsely  settled  country  of  low  traffic  density 
and,  throughout,  largely  in  equipment  which  moves  practically  empty 
in  one  direction  and  under  comparatively  light  load  in  the  other; 
that  expedited  service  is  required  and  that  the  attendant  hazard  is 
considerable.  tJpon  a  state  of  facts  not  dissimilar  to  those  here 
presented  we  recently  held  in  CaXifomio,  CitrtM  League  v.  Director 
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GervemL^  58  I.  C.  C,  373,  that  the  rate  of  $1.15  per  100  pounds  in 
effect  on  oranges  from  California  to  points  bd^ween  the  Bo<^  Moun- 
tains and 'the  Atlantic  seaboard  north  of  the  Ohio  and  Potomac 
rivers,  prior  to  June  25, 1918,  was  not  shown  to  hare  been  unreascm- 
able.  After  stating  tiiat,  in  determining  in  the  ArKfrkgUm  BeightM 
Case  that  the  line-haul  rate  of  $1.15  was  not  unreasonable,  we  eri- 
dently  considered  the  extra  cost  to  the  carrier  of  ice  haulage,  and  that 
thereafter  in  a  supplemental  report  we  had  held  that  the  cost  of  this 
service  should  properly  be  included  in  the  refrigeration  charge^  we 
said  that  ice  haulage  was  only  one  of  the  many  features  that  entered 
into  the  decision  of  the  reasonableness  of  diiat  rate  in  1910,  and  that 
it  did  not  necessarily  follow  that  we  would  obtain  a  reascmable  rate 
in  1917  and  1918  by  reducing  this  rate,  found  unreasonable  in  1910, 
an  amount  equivalent  to  the  cost  of  transporting  the  ice. 

MINIMUM  ON  VEGETABLES  UNDER  SEFRIQERATIOK. 

In  our  second  report  in  the  Florida  Fruit  <&  Vegetable  Asso.  Case 
we  prescribed  on  vegetables,  in  carloads,  from  Florida  base  points 
to  certain  eastern  destinations,  minima  of  420  crates,  21,000  pounds, 
under  ventilation,  and  350  crates,  17,500  poimds,  under  refrigera- 
tion, with  rates  in  each  instance  6  cents  per  package  higher  under 
refrigeration  than  under  ventilation.  In  the  third  report  in  that 
case  like  minima  were  prescribed  on  this  traffic  from  producing  points 
in  Florida  to  Jacksonville,  when  for  beyond,  with  rates  from  1  cent 
per  100  pounds  up  to  40  miles  to  3  cents  per  100  pounds  over  480 
and  up  to  500  miles  higher  under  refrigeration  than  under  ventila- 
tion. Complainants  now  ask  that  the  minimum  under  refrigeration 
be  increased,  except  on  celery,  to  that  applicable  to  movements  under 
ventilation  and  that  the  rates  be  equalized,  alleging  that  the  rates 
under  refrigeration  are  unreasonable  and  unjustly  discriminatory. 
Upon  brief  they  state  that  they  would  not  object  to  the  present 
rates  and  minimum  if  an  alternative  basis  providing  for  the  same 
rates  and  minimum  under  refrigeration  as  apply  under  ventilation 
were  established. 

Complainants  show  the  1919-20  movement  of  six  shippers  embrac- 
ing 227  carloads,  of  which  136  were  shipped  by  the  Manatee  County 
Growers  Association,  and  the  remainder  from  Boclgr  Point  and 
Gainesville,  Fla.  Many  of  the  shipments  embraced  in  the  exhibit 
filed  by  the  Manatee  County  Growers  Association  moved  under  ven- 
tilation, the  average  of  those  moving  under  refrigeration  being  less 
than  400  crates.  The  average  of  the  shipments  from  Kooky  Point 
and  Gainesville,  however,  which  consisted  of  cabbage,  cucumbers, 
peppers,  beans,  and  eggplant,  under  refrigeration  is  in  excess  of  450 
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crates.  A  representative  of  the  Manatee  County  Growers  Associa- 
tion testified  that  vegetables,  except  celery,  can  be  loaded  in  re- 
frigerator cars  under  ice  to  the  minimum  applicable  under  ventila- 
tion, and  that  a  uniform  minimimi  would  be  desirable.  Counsel  for 
complainants  stated  that  at  a  conference  of  shippers  held  in  Jack- 
sonville, March  24r-25,  1919,  a  unanimous  request  was  made  for  a 
uniform  minimum  and  rate  on  vegetables,  except  celery,  under  re- 
frigeration and  under  ventilation.  A  letter  of  record  from  one  of 
the  Gainesville  shippers  states  that  he  and  all  other  shippers  with 
whom  he  had  talked  are  in  favor  of  a  uniform  minimum. 

For  the  defendants  it  was  testified  that  the  average  refrigerated 
load  via  the  Seaboard  Air  Line  Railway  from  November  1,  1919, 
to  May  81,  1920,  was  885  packages.    It  was  admitted,  however,  that 
due  to  the  fact  that  cabbage  is  now  being  shipped  in  refrigerator  cars 
and  that  the  movement  of  beans  has  increased,  the  loading  of  vege- 
tables under  refrigeration  is  now  in  excess  of  the  prescribed  mini- 
mum, although  it  is  pointed  out  that  the  shortage  of  equipment  and 
the  efforts  of  the  Food  Administration  throughout  the  period  of  the 
war  and  for  some  time  subsequent  thereto  induced  the  loading  of 
cars  to  their  maximum  carrying  capacity,  as  nearly  as  possible,  and 
that  therefore  complainants'  exhibits  do  not  represent  the  average 
to  which  shippers  would  otherwise  voluntarily  load. 

It  appears  that  in  prescribing  the  basis  assailed  we  were  influenced 
by  the  fact  that  at  that  time  the  principal  vegetables  shipped  from 
Florida  under  refrigeration  were  celery  and  lettuce,  which  we  stated 
could  not  properly  be  loaded  in  excess  of  S50  <irates.    Since  that 
time  the  movement  under  refrigeration  of  other  vegetables,  such  as 
cabbage,  cucumbers,  and  beans,  heavy  loading  commodities,  has  in- 
creased and  it  appears  that  to-day  vegetables  shipped  out  of  Florida 
under  refrigeration,  with  the  exception  of  celery,  can  be  and  are 
loaded  in  excess  of  420  crates  per  ear,  which  tends  to  show  that  the 
reasons  which  induced  the  establishment  of  a  lower  minimum  under 
refrigeration  than  under  ventilation  no  longer  exist,  except  as  to 
celery.    The  retention  of  the  present  basis  with  the  basis  applicable 
under  ventilation  as  an  alternative,  as  proposed  by  the  complainants, 
would  provide  the  carriers  with  a  revenue  per  car  under  refrigeration 
equal  to  that  under  ventilation,  which  appears  to  have  been  the  result 
sought  through  the  establishment  of  different  minima  with  varying 
rates.    Furthermore,  it  appears  that  the  same  line^haul  rates  with  a 
minimum  of  400  crates  apply  on  v^etables  under  refrigeration  and 
under  ventilation  from  Florida  to  points  on  and  north  of  the  Ohio 
Biver ;  also  that  the  line-haul  rates  and  minimum  on  the  same  ccmi- 
modities  out  of  Louisiana  and  Mississippi,  large  vegetable-producing 
states,  apply  ahke  to  refrigerated  and  ventilated  movements. 
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BEFBIQBBATIOK  GHABQE8. 

The  attack  upon  the  refrigeration  charges  is  directed  principally 
to  the  alleged  excessive  amount  of  ice  used  in  making  up  the  present 
stated  refrigeration  charges.  These  charges  were  supported  in  the 
Perishable  Freight  Investigation  by  an  exhibit  submitted  by  the 
United  States  Bailroad  Administration,  showing  that  11  tons  of  ice 
were  used  initially  and  for  re-icing  citrus  fruits  and  vegetables  from 
Palmetto  to  New  York  and  New  Orleans,  11.5  tons  to  Cincinnati, 
and  12.6  tons  to  Chicago  and  Boston,  Mass.  Complainants  contend 
that  based  on  the  results  of  investigations,  hereinafter  referred  to, 
made  by  our  inspectors  the  carriers  are  charging  for  an  excess  of  at 
least  3  tons,  and  therefore  ask  for  a  reduction  in  the  refrigeration 
charges  of  not  less  than  $13.50  per  car,  3  tons  at  $4.50  per  ton,  the 
cost  figure  used  in  making  up  these  charges. 

Exhibits  were  submitted  on  behalf  of  defendants  purporting  to 
show  the  quantity  of  ice  ^^used"  for  refrigerating  shipments  of 
citrus  fruits  and  vegetables  from  Florida  during  the  months  January 
to  April,  inclusive,  1920.  The  cars  "  tested "  equaled  87.82  per  cent 
of  the  vegetable  shipments  and  80.9  and  83.97  per  cent,  respectively, 
of  the  citrus  fruit  shipments  under  full  and  half -tank  refrigeration. 
During  the  test  period  the  average  consumption  of  ice  on  citrus 
fruits  and  vegetables  under  full  refrigeration  is  shown,  as  10.78 
tons  to  New  York,  12.05  tons  to  Cincinnati,  and  12.80  tons  to  Chi- 
cago and  Chicago  rate  points,  or  slightly  less  to  New  York  and 
somewhat  more  to  Cincinnati  and  Chicago  than  the  amount  used  in 
basing  the  charges  to  those  points;  and  on  citrus  fruits  under  half- 
tank  refrigeration,  7.84,  9.47,  and  9  tons,  respectively.  It  developed 
at  the  hearing  that  these  figures,  as  well  as  those  introduced  in  the 
Perishable  Freight  Investigation  in  support  of  these  charges,  repre- 
sent the  amount  of  ice  for  which  the  carriers  paid,  as  shown  by  the 
records  of  the  Fruit  Growers  Express. 

During  portions  of  the  same  period  investigations  were  made  by 
our  inspectors  for  the  purpose  of  deteimining  the  quantity  of  ioe 
actually  used  in  the  refrigeration  of  fruits  and  vegetables  out  of 
Florida.  Between  January  8  and  31,  1920,  the  inspectors  were  sta- 
tioned at  Fort  Myers,  Palmetto,  Lakeland,  High  Springs,  Sanford, 
and  West  Ja<As(mvilIe,  Fla.,  Waycroas  and  Atlanta,  Ga.,  Hamlet  and 
Bocky  Mount,  N.  C,  and  Potomac  Yard,  Va.,  the  last  named  being 
the  final  point  at  which  shipinents  are  re-iced  prior  to  arrival  at  desti- 
nations north.  A  seoond  investigation  was  made  between  March  17 
and  April  11,  19S0.  Unlike  the  first  investigation,  the  second  did 
not  follow  the  cars  through  to  Potomac  Yard,  although  an  actual 
check  of  tiie  amount  of  ice  fumiahed  was  made  at  each  of  the  initial 
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and  re-icing  points  eovered  by  the  first  inyeatigation  including  Poto- 
mac Yard. 

The  following  recapitulates  the  results  of  the  first  investigation, 
the  details  of  which,  such  as  car  numbers,  coounodities  shipped, 
points  of  origin  and  destination  and  of  icing  and  re-icing  appear  in 
exhibits  of  record: 


roll-tank 

From  Fort  Myers  >. 
From  TialrfUand  K, 
Fftm  flanford  *. 


From  Smiford,  initUUy  Iced  »t  Jacksonville  * . 
From  Palmetto  < 

Total 

From  Fort  Myers,  Lakeland,  and  Sanford  *. . 


From  FortMyersi. 
FramLakeUxMli. 


Jrom  Lakeland  and  Sanfofd  •. 
From 


Palmetto « , 

From  Fort  Myers,  Lakeland,  and  Sanford  K 


Total. 


Initial  icing  and  first  r«-!dng  only,  from  Fort  Myers,  Lakeland,  San- 
ford, and  Palmetto  (all  routes) ^ 


Oara 

checked. 


44 

27 

42 

134 

378 


«20 


86 


27 

84 

3 

21 


101 


408 


IboplMedinein. 


Amoont. 


Fomadt, 
788,772 
«78,720 
fB0;8S0 


9,816,817 


488,488 


244,240 
852,106 
486,200 
88,250 
242,647 


1,864,262 


4,320,250 


Average 
per  ear. 


Founit, 
17,813 
17,780 
14013 
16,640 
16,860 


16,881 


13,430 


16,266 
18,071 
14,800 
12,750 
11^654 


18,507 


10,600 


^  Roate  No.  1 :  Via  west  coaat  division  of  the  Atlantic  Coast  Line  Railroad,  Lakeland, 
High  Bprlnm  Waycroaa,  Rocky  Mount,  and  Potonutc  Yard. 

•  Route  No.  2 :  via  Jacksonville  division  of  the  Atlantic  Coast  Line  Railroad,  Jackson- 
ville, Rocky  Mount,  and  Potomac  Yard ;  via  Jacksonvllle  and  short  line  via  Nahonta,  Oa,, 
and  Potomac  Yard,  except  that  cars  billed  to  Waycross  for  reeonsignment  are  moved  via 
WaycroaB,  Rocky  Mount  and  Potoaiac  Yard. 

"Route  No.  8 :  Yia  High  Springs,  Jacksonville,  and  Waycross  to  Atlanta. 

« Route  No.  4:  Via  Beaoeanf  Air  Line  Railniad.  W«0t  Jacksonville,  Hamlett  and 
Potomac  Yard. 

It  was  testified  that  an  additional  re-icing  staticm  was  opened 
along  routes  1  and  2  subsequent  to  the  first  investigation  and  prior 
to  the  second;  and  that  during  the  second  investigation,  due  to  a 
shortage  of  ice  or  other  causes,  cars  were  held  at  some  points  until  the 
bunkers  were  empty,  or  practically  so,  before  being  re-ioed,  which 
resulted  in  a  higher  average  per  car  at  Sanford  and  Waycross  than 
during  the  first  investigation  and  consequently  in  the  total  average. 
Disarrangement  of  train  schedules,  lack  of  motive  power,  and  strikes 
resulted  in  delays  throughout  these  investigations,  and  coinoidentally 
in  a  probably  greater  consumption  of  ice  en  route  tiian  during  normal 
times. 

The  record  also  shows  that  4S6  out  of  1^6  full-tank  cars  initially 
iced  at  Sanford,  Fort  Myers,  Lakeland,  Palmetto,  and  Jacksonville 
during  the  first  investigation  had  a  total  of  1,542,760  pounds  of  old 
ice  in  the  bunkers,  while  the  bunkers  of  41  of  the  165  fuU^taak  cars 
checked  during  the  second  investigation  contained  91fiO0  pounds  of 
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old  ice;  an  average  of  approximately  1,000  pounds  per  car  tor  the 
1,541  cars  checked.  Under  a  rule  in  defendants'  tariff  the  ice  remain- 
ing in  the  bunkers  at  the  end  of  trips  is  the  property  of  the  carriers, 
and  can  be  used  for  any  purpose  they  see  fit.  That  no  allowance  was 
made  for  this  old  ice  appears  from  the  feet,  testified  to  by  two  of 
our  inspectors  and  admitted  by  defendants'  witness,  that  9,600  pounds 
of  ice  are  charged  against  each  F.  6.  E.  car  initially  iced  under  full- 
tank  refrigeration  and  4,800  pounds  under  half-tank  refrigeration, 
the  alleged  respective  capacities,  regardless  of  the  amount  actually 
supplied.  On  cars  other  than  F.  6.  E.,  it  appears  that  in  some  in- 
stances 9,600  pounds  were  charged  for,  regardless  of  capacity,  while 
in  other  cases  the  charge  was  based  on  the  indicated  capacity.  At 
re-icing  stations  the  amount  required  to  fill  the  bunkers  is  estimated 
by  the  inspector  of  the  refrigerator-car  company  and  the  ice  com- 
pany's representative,  and  payment  therefor  made  on  basis  of  such 
joint  estimate.  In  explanation  of  the  9,600-pound  allowance  the 
former  general  manager  of  the  Fruit  Growers  Express  testified  that 
in  order  to  avoid  controversy  between  his  company  and  the  com- 
panies supplying  ice,  the  former  contracted  to  allow  the  latter  9,600 
pounds  for  initial  icing,  the  understanding  being  that  the  bunkers 
would  be  filled  to  the  satisfaction  of  its  inspectors.  This  allowance, 
which  he  stated  was  probably  a  little  in  favor  of  the  ice  companies, 
and  would  necessarily  have  to  be  in  order  to  reach  an  agreement  with 
them,  was  arrived  at  after  tests  under  the  joint  supervision  of  the 
express  and  ice  companies,  which  showed  varying  weights  due  to  the 
different  methods  of  placing  ice  in  the  bunkers. 

One  of  our  inspectors  testified  that  an  actual  test  was  made  by 
him  at  Fort  Myers,  in  the  presence  of  the  foreman  of  the  ice  plant 
and  the  agent  of  the  Fruit  Growers  Express,  for  the  purpose  of 
determining  the  amount  of  ice  that  could  be  placed  in  the  bunkers 
of  an  F.  G.  E.  car ;  that  in  making  this  test  the  ice  was  weighed  and 
special  care  was  taken  in  loading,  but  that  it  was  impossible  to 
load  m<»:«  than  4^400  pounds  in  one  of  the  bunkers,  or  8,800  pounds 
per  car.  From  data  submitted  by  defendants  subsequent  to  the 
hearing  it  appears  that  out  of  a  total  of  4,280  F.  G.  E.  cars,  about 
500  have  a  bunker  capacity  of  from  13  to  15  cubic  feet  less  than  that 
of  the  other  F.  G.  E*  cars.  It  also  appears  from  the  investigations 
made  by  oat  inspectors  that  the  bunkers  of  some  of  the  F.  G.  E. 
cars  were  loaded  somewhat  in  excess  of  8,800  pounds.  We  are  of 
opinion,  upon  the  evidence  submitted,  that  the  average  loading 
capacity  of  the  bunkers  of  the  F.  G.  E.  cars  as  a  whole  is  not  in 
excess  of  9,200  pounds  per  car,  and  that  under  the  methods  of  load- 
ing prevailing  in  this  territory  the  average  amount  of  ice  used  in 
full-tank  loading  of  the  empty  bunkers  of  these  cars  is  substantially 

61 1. 0.  a 


BAIIJIOAD  001CKI8SIOKEIIS  OT  FLOBIDA  V.  DIBECTOB  GEKERAL.   451 

less  and  does  not  exceed  8,600  pounds,  the  investigatioiis  disclosmg 
that  the  bimkers  were  frequently  loaded  with  less  than  8,500  pounds, 
and  in  some  instances  with  7,000  pounds  or  even  less.  Obvioosly, 
tbereforo,  the  carriers  have  been  paying  for  considerably  more  ioe 
than  they  hare  received. 

In  referring  to  the  testimony  of  our  inspectors  that  the  amount 
of  ice  plaoed  in  the  bunkers  was  not  checked,  defendants'  witness 
stated  that  that  was  true  and  strictly  in  accordance  with  instruc- 
tions; thftt  it  was  obviously  impossible  to  do  so  inasmudi  as  at 
many  8teti<ms  200  cars  are  iced  per  day;  and  that  the  duty  of  the 
iaspeotor  is  to  see  that  the  bunkers  are  filled  to  capacity  both 
initially  and  when  re-iced,  not  to  dieck  the  amount  supplied,  the 
primary  purpose  of  idng  being  to  afford  proper  refrigeration  and 
that  if  the  bankers  are  filled  to  capacity  the  precise  amount  of  ice 
furnished  is  immaterial. 

While  admitting  that  the  tests  made  by  our  inspectors  might  be 
fiurly  representative  of  that  period,  defendants  argue  that  the  only 
accurate  way  to  arrive  at  the  average  amount  of  ice  consumed  is 
to  take  the  entire  movement  The  record,  however,  ^ows  that 
peridiaUes  out  of  Florida  move  principally  in  the  winter  months; 
citrus  fruits  from  October  to  April,  inclusive;  lettuce  from 
Deeember  to  March,  inclusive;  cdery  from  February  to  May,  in- 
clusive; cabbage  from  February  to  March,  inclusive;  and  mis- 
cellaneous vegetables,  aueh  as  eggplant,  peppers,  beans,  etc.,  from 
January  to  May,  inclusive.  It  would  appear,  therefore,  that  the 
movement  is  confined  largely  to  the  months  during  which  the  in- 
vestigations were  conducted. 

The  interveners,  upon  brief,  seek  to  have  the  refrigeration  charges 
reduced  by  the  amount  included  therein  for  switching,  on  the  ground 
that  the  record  shows  that  perishable  freight  under  refrigeration  is 
actually  switched  very  much  less  than  dead  freight.  They  also  urge 
that  th^  amount  allowed  for  ice  haulage  should  be  reduced  to  corre- 
spond with  the  average  quantity  of  ice  hauled.  While  these  matters 
are  apparently  outside  of  the  issues  as  presented  and  relied  upon  by 
complainants  at  the  hearing^  the  complaint  is  broad  enough  to  in- 
clude them,  and  as  evidence  upon  which  interveners'  contentions  are 
based  was  introduced  at  the  hearing  without  objection  on  the  part 
of  defendants,  we  think  it  is  proper  to  dispose  of  the  questions  thus 
raised. 

The  iiiclusion  of  these  items  in  the  stated  refrig^ation  charge 
was  approved  in  the  Perishable  Freight  Investiffotion^  as  were  the 
smounts  of  35  cents  per  car  for  switching  and  1  cent  per  100  pounds 
per  100  miles  for  ioa  haulage,  equivalent  to  2  mills  per  ton  per  mile. 
We  held  in  the  Peri$habie  Freight  Investigation  that  extra  switching 
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made  necessary  by  refrigeration  services  is  a  proper  factor  in 
mating  this  cost,  and  we  find  nothing  in  the  present  record  whieh 
warrants  a  different  conclusion  on  the  ground  urged  by  interveners. 
Even  if  it  be  a  fact,  as  urged,  that  perishable  freight  is  switched 
than  dead  freight,  it  does  not  follow  that  the  switching  charge 
proved  by  us  in  the  Perisfuible  Freight  InwsHffotian  as  well  vnHiin 
reason  is  not  a  proper  factor  of  the  refrigeration  charge  <m  this 
traffic.  The  ice-haulage  component,  which,  from  Pahnetto  to  New 
York,  1,193  miles,  is  $11.93,  represents  approximately  5  tons  of  ioe 
at  1  cent  per  100  pounds  per  100  miles.  As  we  observed  in  the 
Perishable  Freight  Investigation^  this  rate  per  mile  appears  to  be 
lower  than  it  reasonably  might  be,  and  on  the  whole  we  think  it  is 
sufficiently  low  to  compensate  for  the  difference  between  the  weight 
of  ice  used  in  computing  the  ice-haulage  factor  and  the  actual  avov 
age  amount  of  ice  hauled  in  the  bunkers. 

Complainants  also  call  attention  to  the  fact  that  the  half-tank 
refrigeration  charges  out  of  Florida  are  78  per  cent  of  the  full-tank 
charges,  notwithstanding  our  finding  in  the  Perishable  Freight  In- 
vestigation^ based  on  the  meager  evidence  there  available,  that  they 
should  not  exceed  70  per  cent.  The  testimony  in  the  instant  case 
indicates  that,  while  approximately  one^half  as  much  ice  is  used 
initially,  practically  the  same  amount  is  consumed  in  transit  in  a 
car  under  half -tank  as  in  one  under  full-tank  refrigeration.  The 
record  suggests  that  as  the  volume  of  ice  is  less,  the  ice  being  placed 
in  the  upper  half  of  the  bunker,  there  is  permitted  a  freer  circula- 
tion of  air  which  results  in  a  more  rapid  meltage  of  the  ice.  It  ap- 
pears from  the  check  made  by  our  inspectors  that  the  half-tank 
charges  are  not  out  of  line  with  those  applicable  for  full-tank  re- 
frigeration, in  so  far  as  long-haul  traffic,  such  as  that  here  involved, 
is  concerned. 

Our  inspectors  further  testified  that  the  facilities  for  tiie  manu- 
facture of  ice  in  Florida  are  inadequate,  shortages  at  various  points 
during  the  inspection  periods  having  necessitated  the  shipment  of 
ice  from  as  far  north  as  Fayetteville,  N.  C,  and  as  far  west  as 
Birmingham,  Ala.,  and  that  the  icing  platforms  at  Waycross,  Jack- 
sonville, West  Jacksonville,  and  Palmetto  are  inadequate  and  are 
not  equipped  with  conveyers,  which  necessitates  the  placing  of  ice  on 
platforms  some  time  in  advance  of  the  arrival  of  trains  and  results 
in  a  considerable  meltage.  It  is  apparent  that  improvements  in  the 
matter  of  idng^  facilities  in  this  territory  have  not  kept  pace  with 
the  increased  movement.  The  representative  of  the  Fruit  Growers 
Express,  which  was  succeeded  on  May  1, 19S0,  by  the  present  com- 
pany, stated  that  several  improvements  which  were  impossible  dur- 
ing tile  war  are  underway  and  that  he  had  for  some  time  past  urged 
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upon  his  company,  and  had  recommended  to  the  new  company,  the 
advisability  of  entering  into  the  ice  business  so  as  to  take  care  of  the 
refrigerated  movement  out  of  this  territory.  This  recommendation 
merits  most  careful  consideration. 

We  find  that  the  aggregate  transportation  and  refrigeration 
charges  assailed  are  not  unreasonable  except  that  the  haulage  charges 
on  vegetables,  other  than  celery,  under  refrigeration  are  unreasonable 
in  that  they  do  not  provide  in  those  instances  where  a  lower  minimum 
and  higher  rate  apply  than  under  ventilation  for  the  alternative 
application  of  the  same  rate  and  minimum  imder  refrigeration  as 
under  ventilation ;  and  except  that  the  refrigeration  charges  are  un- 
reasonable to  the  extent  of  20  per  cent  of  the  cost-of-ice  factor  em- 
braced therein. 

No  attack  is  made,  and  no  evidence  was  introduced,  as  to  the  other 
elements  which  enter  into  the  stated  refrigeration  charges — namely, 
cost  of  ice,  bunker  repairs,  and  supervision — and  our  findings  herein 
are  not  to  be  understood  as  indicating  our  approval  or  disapproval 
on  this  record  of  the  stated  refrigerati<m  charges,  in  so  far  as  the 
measure  of  those  components  is  reflected  therein. 

Defendants  will  be  expected,  without  a  formal  order,  to  revise 
their  charges  on  this  traffic  in  accordance  with  the  conclusions  an- 
nounced herein  within  60  days  from  the  date  of  service  of  this  report. 
If  this  is  not  done  the  matter  may  be  brought  to  our  attention. 
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No.  10588.* 
SOUTHERN  COTTON  OIL  COMPANY 

V. 

DIRECTOR  GENERAL,  SOUTHERN  RAILWAY  COMPANY, 

ETAL. 


Bubmitted  January  t8,  19%i.    DeotdeS  AprU  19,  19B1. 


Upon  further  hearing,  rate  of  21  cents  on  coconnt  oil  In  taift-car  l<Mid8  from 
Gharlestcm,  S.  O^  to  Sayannah,  Ga^  foaad  to  have  been  nnreoflonmble  to 
the  extent  that  it  exceeded  16  ceota  and  also  undolj  prejudldal  to  the 
extent  that  it  exceeded  the  rate  contemporaneonsly  applicable  on  cotton- 
seed oil  in  tanls-car  loads.  Damage  found  not  to  have  resulted  frora  the 
undue  prejudice,  but  reparation  awarded  to  the  basis  of  rates  found  reason- 
able.   Original  report  In  06  I.  0.  0.,  268. 

Oudin^  KUbreth  <&  Schackno  for  complainant. 

C.  J.  liixej/y  jr.y  and  0.  B.  North/rop  for  defendants. 

Report  op  the  CoMiiissioi^  on  Fukther  Hearing. 
By  the  CoKiossiON : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

In  our  original  report,  56  I.  C.  C,  263,  we  found  that  rates  on 
coconut  oil  in  tank-car  loads  from  Charleston,  S.  C,  to  Babbitt, 
N.  J.,  Buffalo,  N.  Y.,  and  Savannah,  Ga.,  in  April,  May,  and  June, 
1917,  were  unreasonable  to  the  extent  that  they  exceeded  the  rates 
contemporaneously  applicable  on  cottonseed  oil,  and  awarded  repa- 
ration on  seven  shipments,  including  three  which  moved  from 
Charleston  to  Savannah  over  the  lines  of  the  Southern  Railway 
Company.  Upon  petition  of  defendants  the  case  was  reopened  for 
further  hearing  concerning  the  rate  from  Charleston  to  Savannah. 

The  Southern  Kailway  Company,  the  only  defendant  interested 
in  the  rehearing,  will  be  referred  to  hereinafter  as  either  the  South- 
em  or  the  defendant,  and  the  Seaboard  Air  Line  Kailway  and  the 
Atlantic  Coast  Line  Kailroad  as  the  Seaboard  and  the  Coast  Line, 
respectively.    Kates  will  be  stated  in  cents  per  100  pounds. 

Savannah  is  96  miles  from  Charleston  via  the  Seaboard,  115  miles 
via  the  Coast  Line,  and  188  miles  via  the  Southern.  When  the 
shipments  moved  the  Southern  and  the  Coast  Line  maintained  com- 


iTMs  report  also  embraces  No.  1068S  (Sab-No.  1),  Same  v.  Director  General,  Soothemi 
Railway  Company,  et  aL ;  and  No.  10&S0»  Baao  v,  Dlractor  General  and  Bontbem  Ballwiy 
Company. 
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modity  rates  on  cottonseed  oil  of  8  cents  in  barrels  and  6  cents  in 
tank  cars,  which,  it  appears,  were  originally  establifihed  to  meet 
waiter  oompetiticm.    Upon  openiiig  its  line  between  Charleston  and 
SaTannah  in  1M7  the  Seaboard  did  not  Bieet  these  rates  bnt'pnbUshed 
a  rate  of  11  cents  on  cottonseed  oil  in  tank  oars  or  barrels.    The 
fifth-dass  rate  of  21  cents  was  applicable  on  ooconat  oil  via  the 
three  routes  when  conplainant's  shipments  were  made«    Effective 
June  25, 1918,  under  general  order  No.  38  of  tbQ  Director  (General  of 
Kailrbadfi,  the  rates  on  cottonseed  oil  were  increased  to  t.6  cents  in 
tank  oars  and  to  10  bents  iii  barrels  via  the  Southern  and  Ooast 
line  and  to  14  cento  visi  lAie  Seaboard,  and  the  flfth-ddss  rate  be- 
came 26J!i  cents.    On  February  B,  1919,  under  freight  rate  authority 
No.  3714  of  the  Director  Qeneral  of  Railroads,  t)ie  commodity  rattes 
on  cottonseed  oil,  which  had  for  tome  time  applied  also  on  peanut 
and  soya-bean  oils,  w^re  made  applicable  on  cocomit  oil.    These 
rates  were  increased  on  Atrgbst  26, 19^0^  under  ourgemtal  authorisa- 
tion, and  on  September!^  1990,  in  Connection  with  a  general  revision 
of  vegetable-oil  rates  betweeti'  Sotzth  Atlantic  ports,  a  commodity  rhte 
of  30  cents  was  establish^  vte  all  tlu^ee  lines  between  Charleston  and 
Savannah,  which  was  increased  to  25  cents  elective  November  35, 
1920.  ' 

Upon  rehearing  defendant  prodiiced  no  ^bstantial  evidence  to 
prove  that  cottonseed  and  coconut  oils  are  not  competitive,  but  at- 
tcfmpted  to  show  that  the  21-cent  rate  charged  Was  materially  lower 
ihah  the  contemporemeous  ^fMi-^Iass  rates  geiierally  in  the  sotith- 
east  and  was  not  unreasonable  as  applied  to  cottonseed  oil*.    It  com- 
pared the  dass  rates  wjth  commodity  rates  on  cottbili^eed  dil  in  the 
soiltbeast  and  betwt^n  Shrei^epiort,  La.,  and  Texas  points,  which 
latter  were  prescribed  in  Railroad  OdimtiUsion  of  LouMana  r.  A.H. 
T:  Ry.  Co,^  41 1.  C.  C,  88.    Compkiftant  made  compai*is6ns  with  a 
number  of  rates  affected  by  water  competition  and  with  rates  to 
Savannah  from  Georgia,  South  Carolina,  and  Alabama  poitits.    A 
witness  in  its  behalf  admitted  thbt  the  '6-cent  rate  was  low  and  said 
that  in  his  opinion  11  cents  would  have  been  reasonable. 

These  various  comparisohs  show  that  even  for  the  short-line  dis^ 
tance  the  21-cent  fiftn-class  and'O^oent  commodity  rates  wfere  lower 
tiian  the  general  level -of  fitoi^class  and!  odttonseed^oil  commodity 
rates  in  the  southeast.  The  fifth-class  rate  from  Charleston  to 
Savannah  was  exceeded  at  intermediate  points  on  the  three  lines,  be- 
ing 29  cents  at  Levy,  S.  C,  on  the  Seaboard,  36  cents  at  Purysburg, 
S.  C,  on  the  Coast  Line,  and  83  cents  at  Tavara,  S.  C,  on  the  South- 
Qm.  On  the  other  hand,  these  comparisons  show  that  even  over  the 
longer  route  of  the  Southern,  the  21-cent  rate  was  higher  than  the 
general  level- of  conunodity  rates  on  cottonseed  oil  in  the  southeast 
Based  on  the  distance  via  the  short  line,  115  miles,  the  6-cent  rate 
6iLao. 
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yielded  10^  mills  per  toh-mile,  and,  on  a  oar  of  60,000  pounds,  31^ 
cents  per  car-mile;  via  the  Southern,  188  miles,  6.4  mills  per  ton- 
mile  and  19»1  cents  per  car-mile.  The  21-cent  i^te  yielded  Uie  Sooth- 
erti  22.8  mills  per  ton-mile,  and,  on  60,000  pounds,  67  cents  per  car- 
mile.  A  rate  of  16  cents  would  yield  17  mills  per  t<m-mile  over  the 
Southern  route,  and,  if  increased  26  per  cent  under  general  order 
No.  28  and  the  aggregate  by  25  per  cent  under  the  general  increases, 
would  equal  the  presentr  rate. 

Each  of  complainant's  shipments  of  ooconut  oil  exeeeded  95,000 
pounds.  Defetidant's  witness  testified  that  there  is  a  50  per  cent 
empty  mov^nent  of  the  tank  cars  used  in  transporting  vegetable 
oils,  and  complainant's  evidence  as  to  it»  shipments  orer  the  South- 
ern shows  only  a  slightly. lower  pere^itage. 

Complainant  shipped  the  oil  to  itself  at  Savannah  for  further 
refining.  The  record  does  not  disclose  what  competition  complain- 
ant had  to  meet  i|i  the  s$le  of  the  refined  oil  or  what  disposition  was 
finally  made  of  it  There  is  a  sul^taQtial  moviunent  of  cottonseed 
oil  between  Charleston  and  Savannah^  eomplainatit's  shipments 
alone  approximating  16,000  barrels  per  annton.  Th^re  is  anotiiw 
refinery  at  Savannah,  but  the  volume  of  its  shipments,  or  of  the 
total  cottonseed-oil  traffic,  between  Charleston  and  Savannah  is 
not  shown*  Complainant  is  the  only  shipper  of  coconut  oil  be- 
tween these  points^  and  at  neither  hearing  was  there  any  attempt 
to  show  how  or  to  what  extent  damage  resulted  frcmi  the  exaction 
of  a  higher  rate  on  thesQ  shipments  than  was  contemporaneously  in 
effect  on  cottonseed  oil. 

We  find  that  the  rate  attacked  was  unduly  prejudicial  to  the  ex* 
tent  that  it  exceeded  the  rate  from  Chariest<m  to  Savannah  ocga- 
temporaneoudy  applicable  on  cottonseed  oil  in  tank-car  loads  and 
that  it  was  unreajsonable  to  the  extent  that  it  exceeded  16  oents  per 
100  pounds.  We  further  find  that .  complainant  made  the  ship- 
ments as  described  and  paid  and  bore  the  churges  thereon;  that  it 
has  been  damaged  in  the  amount  of  the  difference  between  the 
charges  paid  and  those  which  would  have  accrued  at  the  rate  herein 
found  reasonable ;  and  that  it  is  entitled  to  reparation,  with  interest 
Complainant  should  comply  with  rule  V  of  the  Rules  of  Practice. 
It  is  not  shown  that  complainant  was  damaged  by  the  undue  preju- 
dice herein  found. 

No  order  for  the  future  is  required. 
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No,  11489. 
SWIFT  &  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT. 


SulmUied  January  10,  19tl.    Decided  April  tZ,  1921. 


Bates  on  solidified  soya-bean  and  peannt  oils,  in  bags,  in  carloads,  from  Atlanta, 
Ga.,  to  various  interstate  destinations  foond  unreasonable.  Reparation 
awarded. 

B.  D.  Rynder  for  complainant. 
Alex.  M.  BuU  for  defendant 

Rbfort  of  the  Comkission. 

Division  8,  Cokicissionebs  HaiiL,  Aitchison,  and  Eastkan. 

By  Division  8 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation,  alleges  that  unreasonable  charges 
were  collected  by  defendant  on  94  carloads  of  solidified  soya-bean  and 
peanut  oils,  in  bags,  shipped  between  January  1, 1918,  and  September 
8,  1919,  from  Atlanta,  Ga.,  to  various  interstate  destinations. 
Reparation  only  is  asked.  Rates  will  be  stated  in  cents  per  100 
pounds  and  do  not  include  the  general  inci'ease  of  1920. 

Solidified  soya-bean  and  peanut  oils  are  used  in  the  manufacture  of 
lard  compounds  and  are  worth  about  16  cents  per  pound.  The  de- 
tails of  the  shipments,  the  sixth-class  rates  charged,  and  the  com- 
modity rates  contemporaneously  applicable  on  like  shipments  in 
barrels,  which  complainant  alleges  would  have  been  reasonable  for 
application  on  these  shipments,  are  as  follows : 


From  AtlanU  to— 


Maurtils,  Tam. 

Hamy.La. 

BoiUmMMt.... 
'•^ey city,  N.J 


eiLca 


Roattof. 


Soatbern. 

N.C.&8t.L 

N.  C.  A  St.  L^ni.  Cent 

A.  A  W.  P.-W.  By.  d  Ala.- 

L.  4c  N.-T«z.  &  Ptc 
8o.-Potoaiio  Y«d-P«on^ 

N>  X  •,  N.  n*  dc  n« 

So^Potomte  Y«d-P«Diu- 
Srle. 


10 
S8 

7 
17 

• 

16 


Atw- 

W^lt. 


Prior 
to  June 
26,191& 


51,708 
47.818 
44,671 
45,790 

44,087 

46^960 
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The  weight  of  shipments  in  barrels  averages  about  30,000  pounds 
per  car  and  in  bags  ranges  from  40,000  to  more  than  50,000  pounds. 
The  oil'is  no  more  susceptible  to  damage  when  in  bags  than  in  barrels, 
and  since  1917  the  carload  rating  has  been  the  same  for  both  in 
southern  classiiScation.  Complainant  in  April,  1918,  requested  de- 
fendant to  establish  on  shipments  in  ba^  the  rates  then  appli^  on 
shipments  in  barrels,  but  its  request  was  not  granted  until  shortly 
after  these  shipments  had  moved. 

Complainant  compares  the  rates  charged  and  those  subsequently 
established  with  commodity  rates  from  Atlanta  to  the  same  destina- 
tions on  other  commodities  taking  the  same  or  higher  rating  in 
southern  classification  and  with  rates  on  solidified  oils  for  similar  dis- 
tances between  points  in  the  southwest.  These  tend  to  show  that  the 
rates  charged  were  unreasonable.    Defendant  offered  no  evidence. 

The  rates  subsequently  established  yield  earnings  per  ton-mile  of 
12.6  mills  to  Memphis,  13.8  mills  to  Harvey,  7.6  mills  to  Boston, 
11.2  mills  to  Chicago,  and  8.9  mills  to  Jersey  City. 

We  find  that  the  rates  assailed  were  imreasonable  to  the  extent 
that  they  exceeded  the  commodity  rates  contemporaneously  in  effect 
on  solidified  soya-bean  and  peanut  oil,  in  barrels,  in  carloads,  from 
Atlanta  to  the  same  destinations;  that  complainant  made  the  ship- 
ments as  described  and  paid  and  bore  the  charges  thereon;  that  it 
has  been  damaged  in  the  amount  of  the  difference  between  the  charges 
paid  and  those  which  would  have  accrued  at  the  rates  herein  found 
reasonable ;  and  that  it  is  entitled  to  reparation,  with  interest.    Com- 
plainant should  comply  with  rule  V  of  the  Rules  of  Practice. 
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No.  11680. 
KING  POWDER  COMPANY  ET  AL. 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  BALTIMORE  &  OHIO 

RAILROAD  COMPANY,  ET  AL. 


Bulmmed  Jamuary  8,  19^1.    Decided  AftrU  22,  192L 


Rate  on  nitrate  of  soda,  in  carloads,  from  Norfolk,  Ya.,  and  Baltimore,  Md.,  to 
oertain  points  in  central  territory  found  unreasonable.  Reasonable  rates 
prescribed  for  the  future  and  reparation  awarded. 

F.  M.  Renskaw  for  oomplainaiits. 

Herbert  S.  Harry  John  F.  Finerty^  and  Royal  McKenna  for  de- 
fendants. 

RbPOBT  or  THB  OOMMISBION. 

Division  8,  Comkissionebs  Hall,  Aitohtson,  and  Eastman. 

By  Division  3 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner. 

Complainants  are  the  King  Powder  Company  and  the  Senior  Pow- 
der Company,  corporations  manufacturing  powder  at  Middletown 
Junction  and  King's  Mills,  Ohio,  and  at  Morrow,  Ohio,  respectively. 
By  complaint  filed  August  6, 1920,  they  allege  that  the  rates  charged 
by  defendants  since  June  25,  1918,  for  the  transportation  of  nitrate 
of  soda,  hereinafter  called  nitrate,  in  carloads,  from  Norfolk,  Va., 
and  Baltimore,  Md.,  to  Middletown  Junction,  King's  l^iUs,  and 
Morrow  were  and  are  unreasonable.  We  are  asked  to  establish  reason- 
able rates  for  the  future  and  to  award  reparation.  Rates  will  be 
stated  in  cents  per  100  pounds. 

The  shipments  were  imported  from  Chile.  Charges  were  col- 
lected on  the  shipments  from  Baltimore  that  moved  over  the  Penn- 
sylvania prior  to  December  24,  1918,  and  over  the  Baltimore  & 
Ohio  prior  to  January  6,  1919,  at  ^fth-class  rates  of  86  cents  and 
85.5  cents,  respectively,  and  thereafter  at  a  commodity  rate  of  28.5 
cents.  On  the  shipments  from  Norfolk  prior  to  February  17,  1919, 
charges  were  collected  at  the  fifth-class  rate  of  34.5  cents,  and  on 
later  shipments  at  a  commodity  rate  of  28.5  cents. 

The  class  rates  from  points  in  trunk  line  territory  to  these  desti- 
nations are  based  upon  87  per  cent  of  those  from  New  York,  N.  Y., 
WLCO. 
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to  Chicago,  111.  Baltimore  takes  a  port  differential  of  3  cents  under 
New  York.  Prior  to  June  25,  1918,  a  joint  commodity  rate  of  18 
cents  applied  on  imported  nitrate  from  Baltimore  and  Norfolk  to 
these  destinations.  On  that  date,  pursuant  to  general  order  No.  28 
of  the  Director  General  of  Bailroads,  the  import  rate  from  Balti- 
more and  Norfolk  was  canceled  and  the  fifth-class  rates  became 
applicable.  The  latter  were  superseded  by  the  commodity  rates 
applied  to  the  shipments  in  controverEfy.  The  rate  from  Baltimore 
was  reduced  to  25.6  cents  on  July  1, 1920,  following  General  CJiem- 
teal  Go.  V.  Director  Generaly  67  I.  C.  C,  222,  and  that  rate,  as  in- 
creased in  the  general  increase  of  1920,  is  still  in  effect.  The  28.6- 
cent  rate  from  Norfolk,  after  participating  in  that  general  increase, 
was  reduced  to  the  Baltimore  basis  on  October  10,  1920.  During 
the  period  of  movement  defendants  maintained  joint  rates  of  25 
and  26.5  cents  on  many  kinds  of  domestic  sodiums  from  Baltimore 
and  Norfolk  to  these  destinations.  Complainants  contend  that  the 
rates  charged  were  and  are  unreasonable  to  the  extent  that  they  ex- 
ceeded and  exceed  those  rates. 

In  General  CJiemical  Co.  v.  Director  General^  supra^  we  found 
unreasonable  the  commodity  rate  of  86  c^its  on  imported  nitrate  in 
carloads  from  New  York  to  Hegewisch,  HI.,  a  100  per  cent  point,  to 
the  extent  that  it  exceeded  33  cents  and  awarded  reparation  to  that 
basis.   We  said : 

WhUe  we  haye  not  before  us  the  base  rate  between  New  York  and  CSiicago, 
the  rate  wblch  we  here  find  reasonable  between  New  York  and  Hegewisch,  t 
Chicago  rate  point,  may  be  a  proper  base  rate  with  relation  to  which  rates  to 
other  points  in  central  territory  should  be  made. 

A  base  rate  of  33  cents  from  New  York  to  Chicago  would  amount  to 
28.5  cents  at  87  per  cent  points,  and  after  deducting  the  usual  3-cent 
port  differential  of  Baltimore  under  New  York  would  result  in  a 
rate  of  25.5  cents. 

Defendants  appeared  at  the  hearing  but  offered  no  evidence. 

Upon  the  record  in  this  c^se,  and  following  General  Chemical  Co. 
V.  Director  General^  supra^  we  find  that  the  rates  assailed  were,  are, 
and  for  the  future  will  be,  unreasonable  to  the  extent  that  they  ex- 
ceeded and  exceed  87  per  cent  of  the  contemporaneous  rate  from  New 
York,  N.  Y.,  to  Chicago,  111.,  less  3  cents  per  100  pounds ;  that  ship- 
ments were  made  as  described  and  that  complainants  paid  and  bore 
the  charges  thereon ;  that  they  have  been  damaged  in  the  amoimt  of 
the  difference  between  the  charges  paid  and  those  that  would  have  ac- 
crued at  the  rates  herein  found  reasonable ;  and  that  they  are  entitled 
to  reparation,  with  interest  Complainants  should  comply  with  rule 
V  of  the  Bules  of  Practice.   An  appropriate  order  will  be  entered. 
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Im^BSnOATION  AND  SuSPBKSIOK  DoCKET  No.   1278. 

FRESH    AND    SALTED    MEATS    BETWEEN    POINTS    IN 

FLORIDA. 


SuhmUted  March  11, 1921.    Decided  AfMrU  22, 1921. 


1.  Proposed  cancellation  of  proportional  commodity  rate  of  27  cents  per  100 

pounds  on  fresh  meats,  in  carloads,  from  Jacksonrllle  and  Florida  Trans- 
fer, Fla.,  to  Tampa  and  other  points  In  Bloilda,  applicable  on  ship- 
moits  originating  in  western  t^ritoiy,  and  application  of  proportional 
fourtli-class  rate  of  50  cents^  found  not  Justified.  The  other  items  under 
suspension  found  justified. 

2.  An  increase  in  such  proportional  commodity  rate  not  to  exceed  89.5  cents 

ftound  Justified. 
8l  Suiq[>«ided  schedules  ordered  canceled  without  prejudice  to  the  puUication  of 
sdiedules  in  conlonnity  with  the  findings  herein. 

Frank  W.  Owathmey  for  Atlantic  Coast  Line  Railroad  Company 
and  Seaboard  Air  Line  Railway  Company. 

Pond  E.  Blanchard  for  Armour  &  Company;  R.  2?.  Rynder  for 
Swift  &  Company ;  and  NiAel  D.  BeVnap  for  Morris  &  Company  and 
Wilson  &  Company,  protestants. 

Repobt  of  the  Cokkissiok. 

DivisioK  3,  Commissioners  Hau^  Attchisok,  and  Eastman. 

By  Division  3 : 

By  schedules  filed  to  become  effective  January  10,  1921,  respond- 
ents proposed  to  cancel  their  proportional  commodity  rates  on  fresh 
meats,  including  dressed  poultry,  and  on  salted  meats,  in  straight 
and  miiCed  carloads,  fn^n  Jacksonville  and  Florida  Transfer,  Fla., 
to  Tampa,  Port  Tampa,  Port  Tampa  City,  Ybor  City,  and  Boule- 
vard, Fla^  known  as  the  Tampa  group,  applicable  on  shipments 
originating  at  points  in  Alabama,  Mississippi,  Tennessee,  K^itucky, 
the  greater  part  of  Ohio,  and  states  north  and  west  thereof,  which 
we  will  term  western  territory,  and  to  apply  in  lieu  thereof  propor- 
tional class  rates.  Upon  protest  of  Armour  &  Company,  Swift  & 
Oompany,  Morris  ft  Ounpany,  and  Wilson  &  Company  the  operation 
of  the  sdiedules  was  suspended  to  June  9, 1921. 

The  short-line  distance  from  Jacksonville  to  Tampa  is  212  miles, 
and  to  other  points  in  tilie  Tampa  group  it  ranges  from  211  to  248 
loiles.  The  present  rates  are  11.5  cents  on  salted  meats  and  27  cents 
on  fredi  meats,  minfmum  24,000  pounds.    Throughout  this  report 
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rates  are  stated  in  amounts  per  100  pounds.  The  proposed  rates  are 
class  B,  11.5  cents,  minimum  30,000  pounds,  on  salted  meats,  and 
fourth  class,  50  cents,  minimum  21,000  pounds,  on  fresh  meats.  Pro- 
testants do  not  object  to  the  application  of  the  class-rate  basis  on 
salted  meats,  but  contend  that  the  proposed  increased  rates  on  fresh 
meats  are  not  justified. 

Packing-house  products  have  long  been  rated  class  B  in  the  south- 
ern classification.  The  proportional  dass-B  rate  from  Jacksonville 
to  Tampa  was  formerly  15  cents.  Several  years  ago  it  was  reduced 
to  7  cents  on  traflSc  which  might  reasonably  be  expected  to  move  by 
water  from  certain  western'  and  southern  states  via  New  Orleans  or 
Mobile.  The  15-cent  rate  was  continued  on  other  traffia  These 
7-cent  and  15-cent  class^B  rates,  increased  under  general  order  No.  28 
of  the  Director  General  of  Bailroads  and  our  decisicm  of  July  29, 
1920,  are  now  11.6  and  24  cents,  respectively.  Prior  to  April  1, 1904, 
the  classification  provided  that  rates  on  fresh  meats  to  southern 
common  and  basing  points  would  be  10  cents  over  and  to  other  points 
20  cents  over  class-B  rates.  Effective  April  1,  1904,  the  rating  on 
fresh  meats  became  fourth  class,  and  about  the  same  time  commodity 
rates  were  established  from  Ohio  and  Mississippi  river  orosfflngs  to 
points  in  southern  territory,  including  Jacksonville,  10  cents  over 
the  clsuss-B  rates.  The  percentage  increases  under  general  order 
No.  28  increased  this  differential  to  12.5  cents,  and  under  our  decision 
of  July  29, 1920,  it  became  15.5  cents. 

Bates  to  and  from  points  in  Florida  are  generally  made  on  the 
basis  of  the  combination  of  the  local  or  proportional  rates  to  and 
from  Jacksonville.  The  proportional  commodity  rate  in  issue  was 
established  in  1900  on  the  basis  of  10  cents  over  the  proportional 
claas-B  rate  of  7  cents.  This  17-oent  rate  was  increased  to  2L5  cents 
under  general  order  No.  28  and  to  27  cents  under  our  decision  of 
July  29,  1920.  On  fresh  meats  not  originating  in  western  territory 
the  proportional  rate  applicable  from  Jacksonville  to  Tampli  is  the 
fourth-class  rate  of  60  cents. 

Bespondents  contend  that  the  27-cent  rate  on  fresh  meats  and  the 
11.5-cent  dass-B  rate  to  which  it  is  related  are  unduly  low  and  that 
the  rates  generally  have  been  depressed  by  potential  water  oompe^ 
tition.  They  contend  that  Uie  same  proportional  rates  from  JwA- 
sonville  to  Tampa  should  apply  on  eastern  and  western  traffic.  Hie 
present  rates  are  much  lower  than  those  to  intermediate  points,  or 
than  the  local  distance  rates  prescribed  by  the  Florida  commission. 
While  ihe^Q  is  a  substantial  movement  of  fresh  meats  irom  western 
territory  to  Tampa,  only  an  occaskmal  shipment  moves  to  other 
points  south  of  JacksonvUle.  The  maintenance  of  higher  propor- 
tional rates  (m  traffic  originating  in  eastern  terrilK»y  is  said  to  have 
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given  rise  to  c<Hnpla]xit8  frcm  packing  plants  ntnated  therein.  The 
faQlk  of  the  movement  of  fresh  meats  to  Tampa  is  from  western  ter- 
ritovy. 

Respondents  o(»npare  the  proportional  commodity  and  class  rates 
awk  frerii  meats  from  Jadtsonnlle  to  Tampa  with  local  rates  between 
points  in  the  southeast  and  other  territories ;  with  proportional  rates 
from  Virginia  cities  to  pohits  in  Carolina  territory,  applicable  on 
flbipments  originating  in  the  west;  with  rates  from  Ohio  Birer 
crossings,  NasAiTille  and  Memphis,  Tenn.,  to  points  in  southeastern 
and  Mississippi  Valley  territories,  applicable  on  shipments  originat- 
ing beyond  the  Ohio  Biter;  and  with  rates  from  Memphis  and  Vicks- 
bnrg,  Miss.,  and  New  Orleans,  La.,  to  points  in  Mississippi  Valley 
territory,  applicable  on  shipments  originating  in  Texas  and  Okla- 
homa. From  these  comparisons  it  appears  that  for  corresponding 
distances  the  present  rate  is  much  lower  and  the  proposed  rate 
neonld  be,  generally  speaking,  as  low  as  or  lower  than  the  rates  with 
^wliich  comparison  is  made.  Respondents  assert  that  rates  in  Florida 
might  reasonably  be  higher  than  in  other  parts  of  the  southeast,  be- 
cause the  traffic  density  is  less  in  that  state. 

Kespondents  also  contend  that  the  rates  from  the  Ohio  and  Missis- 
sippi river  crossings  to  Jacksonville,  which  constitute  factors  of  the 
through  rates  from  most  points  in  western  territory  to  Tampa,  are 
depressed  by  water  competition.  It  appears  from  exhibits  introduced 
by  them  that  the  rates  on  fresh  meats  and  other  packing-house  prod- 
ucts from  Louisville,  Ky.,  to  Jacksonville  are  substantially  lower  than 
to  intermediate  points  such  as  Albany  and  Valdosta,  Ga.,  and  are 
generally  the  same  as  to  Atlanta,  Ga.,  over  300  miles  less  distant. 
They  are  but  slightly  higher  than  to  Birmingham,  Ala.,  almost  400 
miles  less  distant.  The  present  through  rates  to  Tampa  are  in  fact 
lower  than  to  Albany  and  Valdosta.  In  Fourth  Section  Violationa 
in  the  Southeast^  30 1.  C.  C,  153,  the  carriers  were  authorized  to  main- 
tain k*ates  from  certain  Ohio  and  Mississippi  river  crossings  to  Jack- 
sonville and  other  south  Atlantic  ports  lower  than  to  intermediate 
points. 

The  present  through  combination  rates  and  the  distances  from  the 
principal  points  in  western  territory  from  which  fresh  meats  are 
shipped  by  protestants  to  Tampa  are  shown  as  follows :  Chicago,  111., 
1,800  miles,  $1,365;  East  St.  Louis,  HI.,  1,131  miles,  $1.27;  Indian- 
apolis, Ind.,  1,151  miles, $1.2Y ;  Kansas  City,  Kans.,  1,382  miles,  $1.395 ; 
and  North  Fort  Worth,  Tex.,  1,237  miles,  $1.34.  Increasing  the  rates 
beyond  Jacksonville  as  proposed  would  result  in  an  increase  of  23 
cents  in  each  of  these  through  rates. 

Respondents  compare  the  present  rates  from  Louisville  and  Nash- 
ville to  Tampa,  and  those  which  would  become  effective  unSer  the 
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suspended  schedules,  with  the  distance  rates  prescribed  in  IwHstiga- 
tion  of  Alleged  Unreasonable  Rates  on  Meate^  22  I.  C.  C,  160,  for 
application  from  Fort  Worth,  Tex.,  Oklahoma  City,  Okla.,  and 
Wichita,  Kans.,  plus  the  subsequent  general  increases.  They  also 
make  comparison  with  rates  from  packing-house  points  in  the 
southeast  to  Key  We^,  Fla.,  from  Baltimore,  Md.,  to  points  in  the 
southeast,  from  Chicago  and  East  St.  Louis  to  points  in  Carolina 
and  southeastern  territories,  from  Kansas  City  and  Fort  Worth  to 
points  in  the  southeast,  and  from  Ottumwa,  Iowa,  and  Sioux  Falls, 
S.  Dak.,  to  points  in  Oklahoma.  These  comparisons  indicate  that  the 
present  through  rates  to  Tampa  generally  are  substantially  lower, 
distance  considered,  and  that  the  rates  here  proposed  would  result 
in  through  rates  generally  as  low  as  or  lower  than  the  rates  cited  for 
comparison.  The  resulting  through  rates,  in  many  instances,  woidd 
be  higher  than  the  rates  from  Chicago,  East  St.  Liouis,  Kansas  City, 
and  Fort  Worth  to  points  in  the  southeast,  particularly  the  larger 
cities. 

From  exhibits  introduced  by  respondents  both  the  present  and 
proposed  through  rates  on  fresh  meats  from  various  packing-house 
points  in  western  territory  and  from  Ohio  Kiver  crossings  to  Tampa, 
appear  in  general  to  be  as  low  as  or  lower  than  the  rates  on  citrus 
fruit,  vegetables,  and  other  commodities  from  Florida  points  in  the 
reverse  direction.  Fresh  meats  are  shipped  to  Tampa  in  privately 
owned  refrigerator  cars  upon  which  the  carriers  pay  mileage,  and 
fruit  and  vegetables  from  Florida  also  move  in  refrigerator  equip- 
ment. Bespondents  claim  that  the  latter  commodities  can  be  trans- 
ported with  less  expense  because  they  move  in  larger  volume  than  do 
fresh  meats. 

The  validity  of  the  comparisons  submitted  by  respondents  is  im- 
paired, since  many  of  them  compare  the  proportional  rates  from 
Jacksonville  to  Tampa  with  local  rates  not  used  as  factors  of  through 
rates;  and  because  of  the  doubt  whether  carload  shipments  move 
under  many  of  the  rates  cited.  Protestants  claim  that  many  of  such 
rates,  particularly  those  to  Carolina  territory,  are  class  rates  and  aie 
too  high;  and  they  assert  that  the  transportation  conditions  sur- 
rounding the  movement  of  many  commodities  used  in  such  com- 
parisons are  not  similar  to  those  affecting  fresh  meats. 

The  proportional  conmiodity  rate  which  had  been  in  effect  many 
years  was  increased  25  per  cent  under  general  order  No.  28  and  the 
resulting  rate  was  again  increased  25  per  cent  under  our  order  of 
July  29,  1920.  The  increase  now  proposed  would  amount  to  85  per 
cent  and  would  result  in  a  total  increase  of  approximately  200  per 
cent  over  the  rate  in  effect  prior  to  June  25, 1918. 

Protestants  urge  that  the  present  spread  of  15.5  cents  between  the 
proportional  dass-B  rate  and  the  proportional  commodity  rate  on 
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fresh  meats  is  in  acoorcUnGe  with  the  general  sontheastem  adjuat- 
ment.  It  is  their  contention  that  in  Inve$Ugatiof^  of  Alleged  Unreor 
aonable  Rates  an  Meats^  swpra^  and  in  the  Eastern  lave-Stock  Caee^ 
A6  L  C.  C,  676,  we  approved  rates  on  fresh  meats  whidi  were  120 
per  cent  and  147  per  cent,  respectively,  of  the  rates  on  packing- 
house products ;  that  the  spread  between  the  clas8*B  rate  and  the 
proposed  rate  on  fresh  meats  is  38.6  cents,  and  the  proposed  rate 
on  fredi  meats  484  per  cent  of  that  on  paddng-bonse  products. 
They  estimate  that  under  the  present  rates,  based  on  minimum 
weights,  the  revenue  per  car  on  fresh  meats  is  188  per  cent  of  the 
corresponding  revenue  on  packing-house  products,  and  under  the 
I»t>po8ed  rates  it  woidd  be  804  per  cent.  Fresh  meats  and  packing- 
house products  ordinarily  move  to  this  territory  in  mixed  carloads. 
Protestants  therefore  conclude  that  no  transportation  reasons  justify 
rmtes  that  produce  itiore  revenue  per  car  of  fresh  meats  than  of  pAck- 
ing-house  products.  It  appears,  however,  that  protestants  ship  both 
fresh  meate  and  packing-house  products,  and  it  is  not  claimed  that 
the  increase  in  the  spread  between  ^e  rates  on  those  commodities 
vnll  be  unjustly  discriminatory  or  unduly  prejudicial  to  them. 

Protestants  compare  the  present  rate  on  fresh  meats  from  Jack- 
sonville to  Tampa  with  lower  pr(^x>rtional  commodity  rates  from 
and  to  the  same  points  on  beverages,  green  fruits  and  vegetables,  and 
bananas,  and  with  the  slightly  higher  proportional  commodity  rate 
from  Tampa  to  JackscmviUe  on  fredi  fish.  Respondents  state  that 
they  intend  to  cancel  the  proportional  commodity  rates  <hi  fresh  fish 
and  apply  higher  class  rates. 

Protestants  produced  evidence-  to  show  that  the  car-mile  earnings 
under  the  present  rates  on  fredi  meats  from  East  St.  Louis  are  1.4 
cents  higher  to  Tampa  than  to  Jacksonville,  and  that  under  the  pro- 
posed rates  they  would  be  6  cents  higher  to  Tampa  than  to  Jackson- 
ville; and  also  that  where  the  distances  &om  Cincinnati,  Ohio,  to 
Jacksonville  and  certain  other  points  in  the  southeast  exceed  the 
distances  to  Nashville  and  Chattanooga  by  277  to  605  miles,  the  rates 
to  the  &rther  distant  points  exceed  the  rates  to  the  less  distant  points 
by  10.5  to  21.5  cents.  They  argue  that  since  the  distance  from  Jack- 
scmviUe to  Tampa  is  from  16  to  20  per  cent  of  the  distances  from  the 
principal  points  of  origin  in  western  territory  to  Tampa,  the  propor- 
ti<mal  rate  from  Jacksonville  to  Tampa  should  not  be  more  than  16 
to  20  per  cent  of  the  through  rates,  which  now  range  from  %isn 
to  $1,895. 

Their  comparisons  between  the  rates  and  ton-mile  earnings  on 
fresh  meats,  from  Chicago,  East  St.  Louis,  and  Indianapolis  to 
Tampa,  and  the  rates  and  earnings  on  certain  fruits  and  vegetables 
b^ween  the  same  points  in  the  reverse  direction,  show  the  ton^mile 
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earnings  on  fresh  mMts  nnder  the  proposed  rates  to  be  higher  than 
on  citrus  fruits,  jmieapples,  cabbage,  and  {xitatoes,  but  lower  tban 
on  celery  and  lettuce.  They  also  show  the  car-mile  earnings  on 
freiA  meats  from  Chicago  and  East  St.  Loois  to  Tampa  to  be  higher 
under  the  present  rates  than  on  berreragiBs,  apples,  and  certain  vege- 
tables from  and  to  the  same  points*  The  earnings  under  the  pres- 
ent rates  on  fresh  meats  from  the  principal  points  of  origin  in 
western  territory  to  Tampa  range  from  20.19  to  S2.46  mills  per 
ton-mile,  and  from  21.78  to  28.86  cents  per  car*mile  based  on  a  car- 
load weight  of  21,000  pounds  to  JadoBonville  and  the  minimum 
weight  of  24,000  pounds  beyond.  Under  the  proposed  rates  the 
earnings  would  be  from  23.52  to  2$.58  mills  per  ton-mile,  and  frcHn 
24.69  to  27.85  cents  p^  car-mile  based  on  a  carload  weight  of  21,000 
pounds. 

Respondents,  while  admitting  that  the  spread  between  the  predent 
class-B  proportional  rate  on  packing-house  products  and  the  pro- 
portional fourth-class  rate  which  it  is  proposed  to  apply  on  fresh 
meats  would  be  too  great,  state  that  they  will  eventually  increase  the 
proportional  class-B  rate  so  as  to  restore  the  present  spread  of  15.5 
cents.  The  present  rate  on  fresh  meats  from  East  St.  Louis,  a  typical 
point  in  western  territory,  to  Tampa  is  184  per  cent,  and  under  the 
suspended  scheduiee  would  be  158  per  cent  of  the  class-B  rate.  The 
proportional  rate  of  89.5  cents  on  frei^  meats  from  Jacksonville  to 
Tampa,  or  15.5  cents  higher  than  the  24-oent  proportional  class-B 
rate  for  that  haul,  applicable  on  shipments  of  packing-house  prodnets 
from  eastern  territory,  which  latter  rate  respondents  apparently  be- 
lieve to  be  reasonable,  would  result  in  a  through  rate  from  East  St 
Louis  to  Tampa  of  $1,895,  or  147  per  cent  of  ttie  class-B  rate  of  95 
cents  applicable  on  packing-house  products  from  and  to  the  same 
points. 

Upon  consideration  of  the  whole  record  ws  find  that  respondents 
have  not  justified  the  proposed  increased  rate  on  fredi  meats^  but 
that  they  have  justified  an  increase  in  the  {^resent  rate  to  an  amount 
not  exceeding  89.5  cents,  and  have  also  justified  the  other  items  under 
suspension. 

Respondents  will  be  required  to  cancel  the  schedules  und^r  sus- 
pension, without  prejudice,  however,  to  the  filing  of  sdiedules 
establishing,  on  not  less  tiian  five  days'  notice,  rates  in  conformity 
witii  our  findings  herein. 

An  appropriate  order  will  be  entered. 

«1I.€.C. 
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No.  10948. 
SOUTHWEST  COTTON  COMPANY 

V. 

DIRECTOE  GENERAL,  AS  AGENT,  ARIZONA  EASTERN 

RAILROAD  COMPANY,  ET  AL. 


BuJmitied  October  16,  1920,    Decided  April  22,  1921. 


Rates  applicable  on  cotton,  in  gin-compressed  bales  not  subject  to  compression 
in  transit,  in  carloads,  from  points  in  Arizona  to  Chester,  Pa.,  New  Bed- 
ford, Mass.,  and  other  eastern  milling  x>oints  found  unreasonable.  Repara- 
tion awarded. 

Guy  P.  Nevitt  for  complainant. 

4.-4.  Betts^  D.  F.  Johnson^  and  F.  A.  J  ones  for  Arizona  Corpora- 
tion Commission;  and  RoUmd  Johnston  for  Traffic  Bureau  of  the 
Phoenix  Chamber  of  Commerce,  interveners. 

H.  C.  Hallmarky  Edward  Harty  jr^  G.  H.  Baker^  F,  B.  Austin^ 
and  E.  IF.  Camp  for  defendants;  and  John  F,  Finerty,  Royal  T. 
McKefma^  Alex,  if-  BiiU,  and  John  C.  Brooke  for  Director  General^ 
as  Agent. 

RSPOBT  OF  TSS  COMIOSSION. 

DiTiftioN  3,  Commissioners  Hall,  ArrcHisoN,  and  Eastman. 

EIaseman,  Cofmrmsionfir: 

Complainant  is  a  corporation  engaged  in  growing  cotton  in  the 
vicinity  of  Phoenix,  Ariz.  By  complaint  filed  October  10,  1919, 
it  alleges  that  defendants'  carlcNad  rates  on  cotton  in  gin-compressed 
bales  not  subject  tp  compression  in  transit,  shipped  ivom,  points  in 
the  Salt  River  Valley  of  Arizona  to  points  ^i  Massachusetts,  Con- 
necticut, Rhode  Island,  and  Pennsylvania  have  been  since  June  25, 
1918)  and  are  unjust,  unreasonable,  and  imduly  prejudicial.  Repa- 
ration and  just  and  reasonable  rates  for  the  future  are  sought.  The 
Arizona  Corporation  Commission  and  the  Traffic  Bureau  of  the 
Phoenix  Chamber  of  Commerce  intervened  in  support  of  the  com- 
plaint. 

Phoenix  is  served  by  a  branch  line  of  the  Atchison,  Topeka  & 
Santa  Fe,  hereinafter  called  the  Santa  Fe,  and  by  the  Arizona  East- 
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em,  which  connects  with  the  main  line  of  the  Southern  Pacific  at 
Maricopa,  Ariz.  The  other  points  of  origin,  Glendale,  Mesa,  Tempe, 
Chandler,  and  ToUeson,  are  all  in  Arizona  within  a  short  distance 
of  Phoenix  and  on  the  Arizona  Eastern,  with  the  exception  of  Glen- 
dale, which  is  on  the  Phoenix  branch  of  the  Santa  Fe.  The  diip- 
ments  from  Glendale  and  some  from  Phoenix  moved  over  the  Santa 
Fe  and  its  connections,  and  the  remainder  from  Phoenix  and  all 
from  the  other  points  of  origin  moved  over  the  Arizona  Eastern  and 
the  Southern  Pacific  and  its  connections  to  Chester,  Pa.;  Dayville 
and  Putnam,  Conn.;  Darlington  and  Warren,  R.  I.;  North  Adams 
and  New  Bedford,  Mass.  For  convenience  the  points  of  origin  will 
be  referred  to  as  the  Phoenix  group.  Chester  is  a  Philadelphia,  Pa., 
rate  point  and  the  other  destinations  take  the  same  rates  as  Boston, 
Mass.  Bates  are  stated  herein  in  amounts  per  100  pounds,  and  those 
termed  "  present  rates  "  do  not  include  the  general  increase  authorized 
by  us  on  July  29, 1920. 

The  shipments  consisted  of  long-staple  cotton  baled  at  the  gin 
presses  to  a  density  of  from  10  to  12  pounds  per  cubic  foot.  It  is 
said  that  further  compression  by  machinery  to  22.5  pounds,  as  re- 
quired in  cotton  tariffs  generally,  is  injurious  to  long-staple,  although 
not  to  short-staple,  cotton,  and  complainant  for  this  reason  prefers 
to  have  its  cotton  move  through  to  destination  without  such  com- 
pression. It  indicated  upon  the  bills  of  lading  covering  most  of  the 
shipments  that  the  contents  were  "  not  to  be  compressed  in  transit," 
but  the  bill  of  lading  for  one  lot  destined  to  a  certain  mill  which  did 
not  have  ample  warehouse  facilities  was  not  so  indorsed  and  the 
cotton  was  compressed  by  the  carrier ;  and  in  the  case  of  one  or  two 
cars  shipped  in  1917  the  indorsement  ^'  not  to  be  compressed  in  tran- 
sit "  was  overlooked  by  the  carrier  and  the  cotton  was  com^^esaed. 
These  shipments  were,  therefore,  entitled  to  tiie  lower  rates  on  cotton 
compressed  in  transit  and  the  charges  should  be  adjusted  on  this 
basis.   They  will  not  be  further  considered. 

The  rates  from  Phoenix  group  applicable  on  the  traffic  in  question, 
hereinafter  termed  uncompressed  cotton,  and  on  cotton  compressed  at 
point  of  origin  or  in  transit  to  a  density  of  22.5  pounds,  hereinafter 
called  compressed  and  transit  cotton,  respectively,  are  shown  in  the 
following  table : 
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ElToctive  date. 


To  Boston: 

Jim*  24p  If  IS.. 

Jtme25,  1918.. 

Veb.  1ft,  1919.. 

Apr.  19,  1919.. 

DttcSl.  1919.. 
To  Philadelphia: 

Jubo  34,1918.. 

Jane  26^1918.. 

Teb.  15^  1919.. 

r.  19, 1919.. 

"     1919.. 


UDoam- 


•11185 
»158 

*Z065 
«2La06 

»a48 

*2.286 
•1.756 


Com- 
prossed.* 


$1,255 
L415 
1.416 
l.il5 
1.415 

1.196 
1.345 
1.946 
1.345 
1.845 


TmnMt.* 


fL415 
1.555 
L5d6 
1.565 
1.555 

1.845 
1.495 
1.495 
1.495 
1.495 


*  Prior  to  June  25, 1918,  the  rates  from  ToUesan  were  8  cents  per  100  pounds  orer  the  rates  from  the  Phoenix 
pvnp.    On  that  date  the  dUerenUal  was  Increased  to  4  coots  and,  effecUye  March  80, 1919,  It  was  eliminated. 

•  Joint  rmtes,  miBimnm  20,000  pounds  on  uncompressed  cotton,  also  on  comprened  and  trunsit  cotton 
pnor  to  June  26.  1918,  on  which  date  the  minimum  applicable  on  compressed  and  transit  cotton  was 
tncreiefled  to  80,000  pounds. 

■  Oommodtty  rate  of  11.15,  mhiinnmi  20,000  poonds,  to  East  St.  Louis,  IB.,  plus  second-class  any-quantlty 
rates  beyond  of  98.6  cents  to  Boston  and  90.5  cents  to  Philadelphia. 

^Inereesa  of  15  cents  in  the  through  rate  in  effect  June  24, 1918,  antborlsed  in  snm>lement  32,  to  Coontiaf' 
I.  C.  C.  No.  1088,  issued  under  general  order  No.  28,  which  provided  in  note  B  under  ^'  Application  of  Ratev' 
thftt  "Vnien  the  total  charges  on  a  throng  shipment  d  snr  at  the  commo^tles  spedned  below  (including 
eotton)  ere  constructed  on  combination  of  separately  eetabUshed  rates  applying  to  and  fhun  Junction 
points,  fint  determine  the  through  combfaiatSon  of  rates  im  effect  on  June  21, 1918,  and  then  increase  sun 
throng  oomMnation  of  rates  by  the  amounts  set  opposite  each  such  commodity."  In  the  case  of  cotton 
tlria  emoont  was  15  cents. 

»  Combhiatian  of  commodity  rate  of  n.30  to  East  St.  Looi8|intnimum  20,000  pounds,  plus  second-class 
•ny-qnentity  rates  beyond  or81.28  to  Boston  and  81.13  to  Philadelphia,  made  applicable  under  Morris' 
h  O.  C.  U.  8.,  I,  which  provided  that  where  a  separately  estabUshed  class-rate  factor,  plus  a  separate 
eafeWlirtiim  eommodlty-rate  flMlor  Is  need  In  oenstroctinc  the  tomMnatiwi  rate,  tiM  through  rate  fo  vpfiy 
m  the  som  of  the  tecton. 

Some  of  the  shipments  appear  to  have  been  undercharged  and  others 
overcharged. 

Complainant  and  the  Arizona  Corporation  Commission,  intervener, 
hereinafter  called  complainants,  contend  that  the  rates  assailed 
should  not  exceed  the  rates  on  transit  and  compressed  cotton  by  more 
than  10  and  20  cents  per  100  pounds,  respectively.  They  state  that 
these  relationriiips  have  obtained  for  years  in  the  cotton  rates  of 
the  southwestern  lines  from  points  in  Texas.  They  were  in  effect 
approved  in  LoniHana  Cotton^  46  I.  C.  C,  451,  for  application  from 
points  in  Louisiana  to  various  Mississippi  Biver  crossings  and  points 
in  d^ned  territories  east  of  the  Mississippi  Biver.  In  that  case  we 
said  that  the  10-cent  spread  between  the  rates  on  compressed  and 
transit  cotton  represented  the  then  cost  to  the  carrier  of  compression, 
so  that  the  net  yield  to  the  carrier  from  the  rates  on  these  two 
grades  was  the  same;  and  the  20-cent  spread  between  uncompressed 
and  compressed  cotton  was  found  justified  on  the  ground  that  the 
former  requires  approximately  twice  the  car  space  necessary  for  the 
latter. 

The  cotton  grown  in  the  south,  including  Texas,  usually  moves 
in  small  lots  an  average  distance  of  about  100  m^lfis  from  the  planta- 
tion to  a  compress  point,  where  it  i^^^^^bi^^^  ***  *'^®  carrier's  ex- 
pense and  forwarded  in  full  cars  to  ea^SrB'  tioUmg  points  at  the  rate 
applicable  on  transit  cotton  from  the  point  of  origin  to  final  destina- 
tion.   As  a  rule  this  rate  is  10  cents  higher  than  on  compressed  coi^ 
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ton,  the  difference  representing  originally,  as  above  stated,  the  cost 
of  compression.  It  appears  that  the  cost  has  since  increased  to 
about  15  cents.  Cotton  delivered  to  the  carrier  with  instractions  not 
to  compress  in  transit  is  generally  subject  in  that  territory  to  the 
higher  first-class  any-quantity  rates,  except  the  so-called  sea-isl&nd 
varieties  which  move  through  uncompressed  from  points  along  the 
south  Atlantic  coast  at  commodity  rates  which  are  higher  than,  but 
appear  to  bear  no  relation  to,  the  rates  on  ^ort-staple  cotton. 

The  long-staple  cotton  grown  in  Arizona  resembles  sea-island 
cotton.  It  has  more  varied  uses  than  the  short-staple  cotton  pro- 
duced in  the  south  and  its  value  is  higher.  Moreover,  the  condi- 
tions surrounding  its  transportation  are  dissimilar,  in  that,  as  above 
stated,  it  generally  moves  through  uncompressed  in  carloads  from 
points  of  origin  to  destinations  in  the  east.  While  the  density  of  the 
average  bale  when  it  leaves  the  gin  is  from  10  to  12  poimds  in  Ari- 
zona as  compared  with  about  7.5  or  8  pounds  in  the  south,  the  aver- 
age carload  of  Arizona  cotton  weighs  considerably  less,  for  the 
reason  that  the  cotton  in  the  south  is  usually  compressed  before  ship- 
ment or  at  a  compress  point  en  route  to  a  d^osity  of  at  least  22Ji 
pounds.  The  conservation  of  equipment  resulting  from  such  com- 
pression is  said  to  more  than  offset  the  cost  thereof  to  the  carrier. 

In  Eaatbound  Transcontmental  Cotton  Rates^  34  I.  C.  C,  248,  the 
history  of  the  origin  and  development  of  cotton  growing  in  southern 
California  and  Arizona  is  detailed.  As  we  there  observed,  the  rates 
established  eastbound  to  St.  Louis,  New  Orleans,  and  Galveston  were 
originally  made  the  same  as  those  then  in  effect  from  Texas  and 
Louisiana  cotton-producing  points  to  Pacific  coast  terminals,  the  as- 
sumption being  that  the  circumstances  and  conditions  surnHinding 
the  transportation  were  the  same  in  both  directions.  We  found,  how- 
ever, that  the  conditions  eastbound  were  not  so  favorable  as  thoee 
obtaining  westbound  and  that  the  difference  justified  a  higher  rate 
eastbound.  In  that  case  the  carriers  were  proposing  to  cancel  a  rate 
of  95  cents  on  transit  cotton  from  southern  California  and  Arizona 
producing  points  to  the  destinations  above  mentioned,  and  to  sub- 
stitute in  lieu  thereof  rates  of  $1.15  and  85  cents  on  uncompreesed 
and  compressed  cotton,  respectively.  We  found  that  this  proposal 
had  not  been  justified,  but  that  it  would  be  reasonable  to  increase  the 
rate  on  transit  cotton  to  $1.05.  It  will  be  noted  that  this  rate  was  10 
cents  less  and  20  cents  more  than  the  rates  proposed  on  uncompressed 
and  compressed  co^t;on,  respectively,  but  it  does  not  appear  that  the 
question  of  relationship  "«  then  considered.  The  present  ootton 
rates  eastbound  are  lower  «iisn  those  in  the  opposite  direction. 

In  the  oJGcial  classification  the  a^y-quantity  rating  on  cotton, 
n.  o.  L  b.  n.|  in  bags  or  bales  not  compressed,  is  second  class,  and  the 
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similar  rating  on  cotton  in  bales  compressed  is  fourth  class,  De- 
fondants  claim  that  this  is  the  proper  relation.  However,  the  south- 
ern classification  applies  first  class  to  cotton  of  both  descriptions,  and 
the  western  applies  first  class  when  in  bags  or  bales  uncompressed 
and  second  class  when  in  compressed  bales.  None  of  these  classifi- 
cations provides  any  carload  ratings,  and  where  cotton  moves  in  any 
considerable  volume  commodity  rates  are  usually  in  effect. 

Complainants  stress  the  contention  that  the  present  blanket  rates 
on  nncompressed  cotton,  extending  from  Fresno,  Calif.,  to  points  in 
Arizona  and  New  Mexico,  should  be  brok^i  and  graded  back  so  as 
to  give  points  like  Phoenix,  which  is  about  615  miles  nearer  the 
eastern  milling  points  than  Fresno,  the  benefit  of  their  geographical 
location.  They  ask  the  establishment  of  a  joint  carload  rate  of 
$1,606  from  Phoenix  to  Philadelphia,  and  suggest  a  rate  of  $1,715 
from  Fresno,  instead  of  the  present  rates  of  $1,765  from  both  points. 
They  refer  to  decisions  in  which  we  have  disapproved  the  blanketing 
of  rates  for  distances  less  than  that  from  Fresno  to  Phoenix;  and 
show  the  manner  in  which  the  westbound  transcontinental  rates  on 
compressed  cotton  from  points  of  origin  between  New  York  and 
CSiicago  are  split  into  groups  averaging  about  250  miles  each. 

In  sapport  of  the  rate  sought  complainants  introduced  various 
comparisons  which  indicate  that  the  rates  assailed  exceeded  the  rates 
eastboond  on  various  commodities,  including  articles  made  of  cotton, 
and  averaged  about  the  same  as  other  commodity  rates,  including 
that  on  cotton  clothing  in  the  opposite  direction.  Comparisons  of 
this  sort  are  not  very  helpful,  especially  as  many  of  the  comparative 
rates  cited  are  transcontinental  rates  which  may  have  been  affected 
by  water  competition.  Nor  does  it  follow  because  the  same  rate 
applies  from  Phoenix  as  from  Fresno,  615  miles  farther  distant 
from  the  destination  territory,  that  the  Phoenix  rate  is  unlawful. 
No  competition  between  the  Fresno  cotton  and  the  Arizona  cotton 
was  shown.  Attention  is  called  by  both  complainants  and  defendants 
to  the  rates  on  wool.  There  appears  to  be  no  close  analogy  between 
wool  and  cotton,  and  defendants  expressly  disclaim  any  contention 
that  there  is  or  should  be  any  definite  relation  between  the  rates 
on  these  two  commodities. 

The  present  record  does  not  afford  a  basis,  and  no  necessity  ap- 
pears for  determining  in  this  case  what  the  precise  relationship 
should  be  between  uncompressed,  transit,  and  compressed  cotton. 
Complainant  is  interested  only  in  the  rates  on  the  uncompressed. 
However,  the  difference  prior  to  December  81,  1919,  between  the 
through  rates  on  uncompressed  and  compressed  cotton  from  and  to 
the  points  concerned  appears  to  have  been  warranted  by  no  facts  of 
record.    It  was  due  principally  to  the  absence  beyond  St.  Louis 
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of  a  carload  rate  on  uncomprefeed  cotton,  and  the  consequent  applica- 
tion from  that  point  of  the  second-class  any-quantity  rates,  prior 
to  April  19,  1919.  Thereafter  joint  conunodity  rat€»  were  estab- 
lished, but  until  December  31, 1919,  these  were  based  on  the  carload 
commodity  rate  to  St.  Louis  and  the  second-class  any-quantity  rates 
beyond,  in  effect  prior  to  June  25,  1918,  plus  16  oraits,  the  increase 
on  cotton  authorized  under  general  order  No.  28  of  the  Director 
General  of  Railroads.  The  fact  that  the  shipments  of  the  Southwest 
Cotton  Company  during  the  1918-1919  season,  which  aggregated 
10,928,903  pounds,  loaded  on  the  average  approximately  31,000 
pounds  per  car,  and  during  the  preceding  season  over  27,000  pounds, 
entitled  complainant  to  reasonable  through  carload  rates.  The 
present  joint  commodity  rates  exceed  by  27  cents  the  corresponding 
rates  on  transit  cotton,  and  by  42  c^its  the  corresponding  rates  on 
compressed  cotton.  They  appear  to  be  reasonably  related  to  the 
commodity  rates  on  uncompressed  cotton  voluntarily  established  and 
long  maintained  to  St.  Louis.  Based  on  the  average  loading  of 
31,000  pounds  during  the  1918-1919  season,  they  yield  per  car  earn- 
ings of  $568.85  to  Boston  and  $547.15  to  Philadelphia. 

We  find  that  the  applicable  rates  were  not  unduly  prejudicial,  but 
that  they  were  unreasonable  to  the  extent  that  they  exceeded  $1,765 
per  100  pounds  to  Chester,  Pa.,  and  $1,835  per  100  pounds,  minimum 
24,000  pounds,  to  the  destinations  in  Connecticut,  Bhode  Island,  and 
Massachusetts;  that  complainant  Southwest  Cotton  Company  made 
the  shipments  as  described  and  bore  the  diarges  thereon ;  that  it  has 
been  damaged  thereby  in  the  amount  that  the  charges  paid  exceeded 
those  that  would  have  accrued  at  the  rates  herein  found  reasoiutble; 
and  that  it  is  entitled  to  reparation,  with  interest.  It  should  comply 
with  rule  V  of  the  Bules  of  Praddce.  Collection  of  the  outstanding 
undercharges  should  be  waived. 
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No.  11262. 
VTRGINIA-CAROLIN A  CHEMICAL  COMPANY 

V. 

DIEECTOE  GENERAL,  AS  AGENT. 


BuhmUted  D^OM^ber  2t,  WtO.    Decided  AprU  tS,  X9Z1. 


Bates  on  solphiirlc  add.  In  tankHsar  loads,  from  Qiarlotte,  Iff.  CU  to  GreenyiUe, 
8.  C,  and  Selma,  N.  C,  daring  federal  control,  found  nnreasoaable.  B^pa- 
ration  awarded. 

Charles  E.  CotterOl  and  T.  A.  Boeley  for  complainant. 

Alex.  M.  BvMj  John  C.  Brooke^  and  John  F.  Finerty  for  defendant. 

Rsp(»Er  OF  THB  ComnsBioN. 

DivisioK  8,  CoMMissioKERs  Hall,  Attohisok,  and  Eastman. 

Bt  Division  8 : 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by 
the  examiner  and  oral  argument  was  had.  We  have  reached  con- 
clusions differing  from  those  recomm^ided  bjr  him. 

Complainant,  a  corporation,  manufactures  fertilizer  at  Selma, 
N.  C,  and  Greenville,  S.  C.  By  complaint  filed  February  24, 1920,  it 
alleges  that  the  sixth-class  rates  charged  on  15  tank-car  loads  of 
sulphuric  acid  shipped  between  December  5, 1918,  and  February  24, 
1919,  inclusive,  from  Charlotte,  N.  &,  to  Greenville,  and  intrastate 
to  Selma,  were  unjust  and  unreasonable.  Eeparation  only  is  asked. 
Sates  will  be  stated  in  cents  per  100  pounds  unless  otherwise  speci- 
fied. 

The  shipments  moved  over  the  Southern,  10  to  Greenville,  108 
miles,  and  5  to  Selma,  202  miles.  Charges  were  collected  at  the  ap- 
plicable sixth-class  rates  of  26.5  and  27.5  cents,  respectively.  Ef- 
fective February  28,  1919,  commodity  rates  of  $2.20  and  $2.30  per 
net  ton  were  established  to  Greenville  and  Selma,  respectively. 

The  rates  assailed  yielded  49.07  and  27.22  mills  per  ton-mile  and, 
based  on  98,356  pounds,  the  average  loading  of  complainant's  ship- 
ments, $2.41  and  $1,339  per  ear-mile  to  Greenville  and  Selma,  re- 
spectively. The  earnings  under  the  subsequently  established  rates 
would  have  been  20.87  and  11.38  mills  per  ton-mile;  and  $1  and  56 
cents  per  car-mile. 

Complainant  contends  that  between  points  in  the  southern  ter- 
ritory sulphuric  acid  in  tank  cars  generally  moves  on  commodity 
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rates  based  upon  the  so-called  unpublished  southern  scale,  and  states 
that  the  subsequently  established  rates  are  based  upon  that  scale 
plus  the  25  per  cent  increase  under  general  order  No.  28  of  tiie 
Director  Greneral.  This  scale  was  based  upon  the  rates  prescribed 
on  sulphuric  acid  from  Copperhill,  Tenn.,  to  certain  points  in  the 
Carolinas,  Georgia,  and  Florida  in  International  Agricultural  Oar- 
poration  v.  L.  cfe  N'.  R.  R,  Co.^  22  I.  C.  C,  488,  in  which,  for  example, 
we  required  the  reduction  of  the  rate  of  $4  per  net  ton  from  Copper- 
hill  to  Greenville,  336  miles,  to  $2.70,  which  yielded  8  mills  per 
ton-mile. 

Complainant  relies  principally  upon  the  following  cases,  in  which 
we  prescribed  or  authorized  rat^  fairly  in  line  with  the  rate  fixed  in 
the  case  above  cited:  Sulphuric  Acid  from  New  Orleans,  La.,  42  I. 
C.  C,  200,  Du  Pont  de  Nemours  Powder  Co.  v.  P.,  B.  dk  W.  R.  R.  Co.^ 
51 1.  C.  C,  477,  Aetna  Explosives  Co,  v.  A.  O,  S.  R.  R.  Co.,  62 1.  C.  C. 
423,  Aetna  Explosives  Co.  v.  N.  O.  dk  N.  E.  R.  R.  Co.,  53  I.  C.  C, 
511,  Steel  Cities  Chemical  Co.  v.  Director  General,  56  I.  C.  C,  723. 
The  rates  assailed  are  high  compared  with  rates  prescribed  or  au- 
thorized in  those  cases. 

Defendant  observes  that  we  approved  rates  from  Savannah,  Ghu, 
to  two  points  in  Pennsylvania  which  "  were  actually  higher  than  the 
sixth-class  rates.**  Aetna  Explosives  Co.  v.  S.  A.  L.  Ry.  Co.,  51 
I.  C.  C,  674.  The  rate  of  $6.90  per  net  ton  for  947  miles,  yielding 
7.28  mills  per  ton-mile,  therein  approved  from  Savannah  to  Em- 
porium, is  in  striking  contrast  with  the  rate  assailed  to  Greenville, 
which  is  equivalent  to  $5.30  per  net  ton  for  108  miles,  and  yields,  as 
stated,  49.07  mills  per  ton-mile. 

Defendant  quotes  at  length  from  Du  Pont  de  Nemovrs  Powder 
Co.  V.  Director  General,  57  I.  C.  C,  54,  with  respect  to  the  basis  of 
rates  on  sulphuric  acid  in  the  southeast  In  our  supplemental  report 
in  that  case,  58  I.  O.  C,  146,  we  found,  for  example,  that  tiie  rate  on 
sulphuric  acid  from  Jacksonville,  Fla.,  to  Hopewell,  Ya.,  was  un- 
reasonable to  the  extent  that  it  exceeded  $4.80  per  net  ton  for  626 
miles,  yielding  7.66  mills  per  ton-mile. 

Defendant  further  contends  that  the  movement  of  the  15  cars 
from  Charlotte  to  Greenville  and  Selma  was  a  sporadic  or  isolated 
movement  and  that  the  application  of  the  sixth-class  rates  under  the 
circumstances  was  not  unreasonable.  While  it  does  not  appear  of 
record  that  sulphuric  acid  moved  from  and  to  these  particular  points 
prior  to  December  5, 1918,  defendant  does  not  contend  that  acid  was 
not  moving  from  the  plant  at  Charlotte  to  other  points  in  the  same 
general  territory.  Complainant  cites  a  commodity  rate  of  $2.90  per 
net  ton  from  Charlotte  to  Wilmington,  N.  C,  much  farther  distiuit 
than  Selma,  which  was  in  effect  prior  to  this  movement 
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We  find  that  the  rates  aseaikd  were  unreafionable  to  the  extent 
that  they  exceeded  $2.20  and  $3J(0  per  net  ton  to  Greenville  and 
Selma,  respectively ;  that  shipments  were  made  as  described ;  that 
complainant  paid  and  boce  the  charges  thereon  and  has  been  dam- 
aged in  the  ammmt  of  the  difEnence  brtween  the  diarges  paid  and 
thoee  which  woidd  have  aoorued  at  the  rates  herein  found  reasonable; 
and  that  it  is  entitled  to  reparation,  with  interest  Complainant 
should  comply  with  rule  V  of  the  Boles  of 
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No.  1121L 

S.  J.  HAWKINS,  DOING  BUSINESS  UNDER  THE  NAME  OF 
RUPERT  MILLING  COMPANY,  AND  S.  J.  HAWKINS 

V. 

OREGON  SHORT  LINE  RAILROAD  COMPANY,  DIRECTOR 

GENERAL,  AS  AGENT,  ET  AL. 


BtthmUte^  OeioJ>erl,  19B0.    DeMed  AprU  It,  ini. 


1*  Rates  OQ  potatoes  from  Rnpert,  Idabo,  to  AlbucmerQiie,  N,  Hex.,  and  cm 
allalfft  meal  from  Bupert  to  points  in  Utah,  Oregon,  Nebraska,  Missouri, 
Illinois,  Tennessee,  New  York,  and  Virginia  not  found  unreasonable. 

2.  Hate  on  secondhand  burlap  bags  from  San  Francisco,  Calif.,  to  Rupert 
found  unreasonable.    Reparation  awarded. 

S.  J.  Hawkins  for  complainant, 
/.  M.  Soriby  for  defendants. 

Repovt  of  thb  ComaaeiDK.   . 

Division  1,  Commissioners  MoChord,  Mbter,  and  ArroHisoN. 

Meteh,  Commissioner: 

•  This  proceeding  was  made  the  subject  of  a  proposed  report.  Com- 
plainant is  an  individual  doing  business  under  the  name  of  Eupert 
Milling  Company.  By  complaint,  it  is  alleged  that  the  rates  charged 
on  two  carloads  of  potatoes,  shipped  in  February,  1919,  from  Rupert, 
Idaho,  to  Albuquerque,  N.  Mex.,  and  on  6,100  pounds  of  secondhand 
bags,  in  bales,  shipped  in  February,  1919,  from  San  Francisco,  Calif., 
to  Rupert ;  and  that  the  rates  on  alfalfa  meal  from  Rupert  to  points 
in  Utah,  Oregon,  Nebraska,  Missouri,  Illinois,  Tennessee,  New  York, 
and  Virginia,  are,  in  each  instance,  unjust  and  unreasonable  in  vio- 
lation of  section  1  of  the  interstate  commerce  act  and  section  10  of 
the  federal  control  act.  Reasonable  rates  for  the  future  and  repara- 
tion are  sought.   Rates  are  stated  in  cents  per  100  pounds. 
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The  rate  charged  on  the  diipments  of  potatoes  from  Rupert  to 
Albuquerque  was  the  legally  applicable  rate  of  $L066  and  the  dis- 
tance 1^6  miles.  Practically  no  evidence  as  to  the  reasonableness 
of  the  rate  was  introduced  by  complainant;  but  he  expressed  tine 
opinion,  without  comparison  of  rates,  that  the  rate  should  not 
have  exceeded  60  cents  because  of  lower  rates  to  points  in  Kansas  and 
Oklahoma. 

For  defendants  it  is  stated  that  the  movement  from  Idaho  points 
to  New  Mexico  points  is  very  light;  and  that  the  limited  require- 
ments of  this  section  are  supplied  from  Colorado.  It  is  further 
stated  that  the  relative  density  of  population  in  New  Mexico  is  much 
lower  than  in  Colorado,  Kansas,  and  Oklahoma,  and  transportation 
conditions  very  different. 

While  from  defendants'  exhibits  it  appears  that  rates  to  Kansas 
and  Oklahoma  points  are  lower  than  to  Albuquerque,  the  record  is 
not  such  as  to  warrant  a  finding  of  unreasonableness. 

The  shipment  of  secondhand  bags  from  San  Francisco  to  Rupert 
weighed  6,100  pounds  and  moved  March  5,  1919,  as  a  less-than-car- 
load  shipment,  routed  via  the  Southern  Pacific  to  Portland,  Oreg., 
and  Oregon- Washington  Railroad  &  Navigation  Company  and 
Oregon  Short  line  to  destination.  The  testimony  diows  that  freight 
charges  were  assessed  in  the  amount  of  $117.74,  based  upon  a  third- 
class  local  rate  to  Portland  of  61.6  cents  and  the  third-dass  rate  of 
$1,415  from  Portland  to  Rupert,  making  a  through  rate  of  $1.93.  A 
copy  of  the  expense  bill  submitted  since  the  hearing  shows  charges 
collected  in  the  amount  of  $128.10.  Practically  no  evidence  was  in- 
troduced by  complainant,  but  it  was  his  judgment  that  the  rate  was 
too  high  in  that  secondhand  bags,  being  of  low  value,  should  be  ac- 
corded low  rates.  The  secondhand  bags  were  intended  to  be  Used  in 
place  of  new  bags,  which  complainant  would  have  had  to  purchase 
in  either  Portland,  Oreg.,  or  St  LoaiS|  Mo.,  but  the  rates  at  which 
they  would  have  moved  are  not  shown. 

The  defendants  show  that  an  investigation  made  of  this  shipment 
developed  the  fact  that  instead  of  bales,  the  shipment  was  actually 
composed  of  bundles  of  burlap  bags,  and  that  under  western  classifi- 
cation, burlap  bags,  in  less  than  carloads,  in  bundles,  take  second 
class,  and  in  bales  third  class. 

The  complainant  stated  that  the  bags  were  compressed  in  a  press 
and  bound  with  wire«  The  defendants,  however,  offer  the  affidavit 
of  their  agent  who  loaded  and  checked  the  shipment  that  the  bags 
were  piled  in  uniform  piles,  and  that  each  pile  was  then  bound  by 
heavy  cord  10  inches  from  each  end,  that  the  piles  were  then 
presented  for  shipment,  and  that  the  bill  of  lading  was  made  out  de- 
scribing the  shipment  as  60  bundles  of  burlap  bags,  seccmdhaad. 
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The  bill  of  lading,  also  filed  as  a  part  of  the  affidavit,  sappOTts  it  as 
to  the  description  of  the  shipment. 

In  justification  of  the  applicable  rates  the  defendants  stated  that 
the  rmte  from  San  Francisco  to  Portland  was  affected  by  the  water 
oompetitioii  via  the  Pacific  Ocean,  while  the  factors  beyond  Port- 
land are  the  class  rates  ordered  by  the  Commission  in  Portland 
Chamber  of  Oanmieroe  v.  O.  R.  R.  db  N.  Co.^  21  I.  C.  C,  640,  as 
increased  by  Director  General's  order  No.  28. 

There  ^was  at  the  time  of  the  movement  a  ccffnbinatioa  of  51.5 
cents  to  Portland ;  $1,025  from  Portland  to  Huntington,  Oreg.,  and 
47iS  ceiita  from  Huntington  to  Bnpert,  applicable  on  burlap  bags  in 
bundles.    There  was  also  a  oommodity  rate  of  26.5  cents  between  San 
Franohtoo  and  Portland  applicable  on  shipments  destined  to  points 
on  tlie  Oregon- Washington  Kailway  &  Navigaticm  Company,  but 
not  applicabte  when  destined  to  points  on  tiie  Oregon  Short  Line. 
This  rate  in  connection  with  the  commodity  rate  of  %1J3S&  from 
Portland  to  Huntington  ntade  a  rate  to  Huntington  of  $1.29.    As 
above  shown,  the  rate  from  Hxmtington  to  Bupert  was  47 J(  cents, 
one-half  of  the  fourth*class  rate.    As  the  shipment  was  destined  to 
Bupert,  a  point  on  the  Oregon  Short  Line,  the  proportional  rate 
from  San  Francisco  to  Portland  was  not  a  factor  which  could  be 
used  in  determining  the  lowest  combination*    Neyertheless  the  rate 
to  Hnnftington  involving  the  use  of  the  proportional  factor  being 
$1.29  and  the  rate  from  Huntington  being  47.5  cents,  indicates  that 
any  rate  in  excess  of  $1,765,  the  smn  of  these  rates,  was  unreason- 
able.    Since  that  time  some  of  the  factors  of  this  combination  have 
been  canceled,  and  the  record  is  insufficient  to  warrant  the  prescrib- 
ing of  a  rate  for  the  future. 

In  support  of  his  allegation  concerning  the  alfalfa-meal  rates  from 

Rupert  to  points  in  the  several  states  mentioned  above,  which  are 

alleged  to  be  unreasonable  as  compared  with  rates  from  Colorado, 

Montana,  and  Wyoming,  the  complainant  offered  no  comparison  of 

rates  from  Bupert  or  from  points  in  Colorado,  Montana,  or  Wyoming. 

His  allegation  seems  to  be  based  upon  the  impression  received  from 

talks  he  has  had  with  millers  in  those  states  and  from  a  letter  which 

he  received  from  a  jobbing  house  located  at  Denver,  Colo.,  written  in 

reply  to  a  solicitation  by  complainant,  offering  to  sell  his  meaL 

This  letter  spoke  of  prohibitive  freight  rates  in  effect  from  Bupert 

to  Kansas  City,  Mo.,  and  indicated  to  complainant  that  at  the  price 

this  jobber  was  able  to  buy  alfalfa  meal  in  Colorado,  he  was  able 

to  offer  same  for  sale  in  Kansas  City  for  $30.30  per  ton,  under  a 

freight  rate  of  24  cents  and  that  if  the  complainant  was  to  meet  this 

price  under  a  freight  rate  of  53  cents  he  would  have  to  sell  his  meal 

f.  0.  b.  Bupert  at  $19.75  per  ton,  at  which  price  the  jobber  would  be 

«1L0.C. 


478  INTEBSTATB  OOMMJBRCR  GOMMISSIOIT  BEFOBTS. 

willing  to  take  his  meaL    The  letter  stated  that  the  price  being  paid 
for  meal  in  Colorado  was  $25.50  per  ton. 

The  defendants  offered  statements  of  rates  showing  the  rates  from 
Bupert  on  alfalfa  as  compared  with  rates  on  hay,  grain,  potatoes, 
apples,  and  green  fruits,  from  which  it  does  not  appear  that  the 
rates  on  alfalfa  are  out  of  line.  The  rate  on  alfal&  from  Bupert  to 
Kansas  City  is  shown  to  be  51  cents,  applicable  in  connection  with 
the  minimum  weight  of  40,000  pounds  for  a  distance  of  1,829  miles, 
yielding  per  car  revenue  of  $204,  per  car-mile  revenue  of  16.33  cents, 
and  per  ton-mile  revenue  of  8.166  mills. 

From  a  consideration  of  the  whole  record  we  are  of  the  opinion  and 
find  that  the  rates  assailed  on  potatoes  and  alf  al&  meal  are  not  shown 
to  be  unreasonable ;  but  that  the  rate  assessed  on  secondhand  buiiap 
bags  was  unreasonable  to  the  extent  that  it  exceeded  $1,765;  that 
complainant  made  the  shipment  as  described  and  paid  the  frei^t 
charges  thereon ;  that  he  was  damaged  to  the  extent  tiiat  the  charges 
paid  exceeded  those  that  would  have  accrued  at  the  rate  herein  found 
reasonable,  and  is  entitled  to  reparation,  with  interest  In  view  of 
the  discrepancy  between  the  evidence  submitted  at  the  hearing  and 
the  showing  on  the  freight  bill,  the  exact  unount  of  reparation  due 
can  not  be  determined  on  the  record.  Complainuit  should  ccNnply 
with  rule  V  of  the  Bules  of  Practice. 
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Ikvestigatiok  and  Suspension  Docket  No.  1289. 

SWITCHING  BETWEEN  INDUSTRIES  AND  CONNECTING 

LINES  AT  MASON  CITY,  IOWA. 


Submitted  March  21,  1921.    Decided  April  22,  1921. 


Proposed  increased  switching  charges  of  the  respondent  at  Mason  Oity,  Iowa,' 
found  not  Justified.    Suspended  schedules  ordered  canceled. 

M.  M.  Joyce  for  respondent. 

/.  H.  Henderson  and  G.  M.  Vpdegraff  for  protestant. 

Bbpobt  of  thb  Commission. 

Division  3,  Commissioners  Hall,  Aitohison,  and  Eastman. 

By  DivisaEON  3 : 

By  schedules  filed  to  become  effective  January  28, 1921,  and  March 
1,  1921,  the  Minneapolis  &  St.  Louis  Railroad,  hereinafter  referred 
to  as  respondent,  proposed  to  increase  from  $2.50  to  $5  per  car  its 
charge  for  switching  between  industries  on  its  line  at  Mason  City^ 
Iowa,  and  the  interchange  tracks  of  connecting  lines.  Upon  protest 
of  Jacob  E.  Decker  &  Sons,  operating  a  packing  plant  on  respondent's 
line  at  Mason  City,  operation  of  the  schedules  was  suspended  until 
June  27,  1921.  Switching  charges  will  be  stated  in  amounts  per 
loaded  car. 

The  proposed  charge  would  appjly  on  all '  interchange  traffic  ex* 
cept  that  of  two  industries  now  subject  to  switching  chaiges  of  $5.50 
and  $7.  Bespondent  serves  18  industries  at  Mason  City;  the  Chi- 
cago, Milwaukee  &  St  Paul,  86 ;  the  Chicago,  Bock  Island  &  Pacific, 
11 ;  the  Chicago  Great  Western,  9 ;  and  the  Mason  City  &  Clear  Lake, 
6.  The  number  served  by  the  Chicago  &  North  Western  is  VkxA  dis- 
closed. 

Following  Increased  Rates^  1920^  68  I.  O.  C,  220,  the  reciprocal 
switching  charge  of  $2  applied  generally  by  carriers  at  Mason  City 
was  increased  to  $2.50.  On  January  20,  1921,  the  Chicago  Great 
Western  further  increased  its  charge  to  $5  for  interchanging  ship- 
ments between  its  connections  and  three  industries  on  its  lines,  ex- 
cept that  the  switdiing  charge  of  $2.60  on  beets  inbound  to  one  of 
these  industries  and  on  traffic  to  or  from  the  Chicago  &  North 
Western  and  the  Chicago,  Bock  Island  &  Pacific  was  not  increased. 
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The  rules  of  the  carriers  generally  provide  for  the  absorption  of 
connecting-line  switching  charges  at  Mason  City,  where  the  total 
freight  charges  are  not  less  than  certain  prescribed  minima.  Of 
the  18  industries  served  by  respondent  it  appears  that  protestant 
alone  would  be  materially  affected  by  the  proposed  increase.  This 
is  due  to  the  fact  that  protestant  receives  a  oondderable  portion  of 
its  live  sibock  from  near-by  stations  at  a  total  diarge  for  the  line 
haul  which  yields  less  than  the  prescribed  minimmn  revenue  after 
absorption  of  switching  charges.  The  line-haul  charges  on  ship- 
ments from  and  to  the  other  industries  are  generally  sufficient  to 
allow  the  absorption  of  the  switching  charges. 

Eespondent  connects  directly  with  the  Chicago,  Milwaukee  &  St 
Paul  and  the  Mason  City  &  Clear  Lake  at  Mason  City.  The  distance 
to  protestant's  plant  from  respondent's  point  of  interchange  with 
the  main  line  of  the  Chicago,  Milwaukee  &  St.  Paul  is  10,238  feet; 
with  the  Austin  branch  of  that  carrier,  8,585  feet;  and  with  die 

Mason  City  &  Clear  Lake,  9,922  feet.  During  1920  respondent  de- 
livered 3,872  carloads  of  live  stock  to  protestant,  on  1,102  of  which 
it  received  a  line  haul,  and  received  from  protestants  2,017  carloads 
of  packing-house  products,  on  1,004  of  which  it  received  a  line  hauL 
It  also  delivered  646  carloads  of  other  commodities,  but  on  how 
many  it  had  a  line  haul  the  record  does  not  disclose.  During  the 
same  year  respondent  switched  23,499  cars  at  Mason  City  and  had 
a  line  haul  on  19,565  of  them. 

It  was  testified  for  respondent  that  its  switching  charges  at  Mason 
City  and  other  points  were  originally  established  without  regard  to 
cost  of  service  upon  the  theory  that  reciprocal  services  would  be  per- 
formed by  other  carriers  at  correspondingly  low  charges.  Hie  pro- 
posed increased  charge  was  published  after  an  investigation  had  con- 
vinced respondent  that  its  switching  charge  at  Mason  City  was  lower 
than  the  cost  of  service. 

Respondent  shows  the  following  as  the  principal  items  of  ex- 
pense in  connection  wkh  its  switching  service  at  Mason  City  during 
the  year  1920: 

MalBteoanoe  of  way  and  stmctores $20,715.44 

Maintenance  of  eqaipment  (switch-engine  repairs) 5,217.68 

Yard  conductors  and  switclmien ^ 1^448.84 

Engineers  and  firemen 14,415.97 

Engine-house  expense ^ 9,746.30 

Water,  cost  of 2,053.27 

Fuel,  coBt  of 44,072.00 

YardUMsters  and  yard  derka ^-* 4,588.99 

Orossing  protection * ^* ^-. .«•      2, 405»  1% 

Station  service , — ^ »,  25a  55 

Total , 128, 865. 20 
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These  fi^pires  are  largely  based  upon  estimates  rather  than  upon 

actual  tests,  and  most  of  the  items  necessarily  include  costs  that  were 

arbitrarily  allocated.    The  amount  shown  lor  mainteniuice  of  way 

and  stroctures  represents  two-thirds  of  the  total  expenditures  on 

that  account  at  Mason  City  during  1990.    Engine-house  expense  and 

the  cost   of  water  were  apportioned  pro  rata  as  between  switch 

engines  and  other  locomotives.    The  entire  expense  of  yardmasters, 

76.5  per  cent  of  the  wages  paid  yard  clerks,  and  two-thirds  of  the 

entire  expense  for  crossing  protection  were  assigned  to  switching 

service.     For  station  service  various  percentages  were  arbitrarily 

used  in  allocating  the  proportion  of  expense  chargeable  to  switching 

service^     According  to  respondent's  witness  the  figures  given  for  cost 

of  water  are  manifestly  erroneous. 

Based  on  the  total  number  of  23,499  cars  switched,  and  the  com- 
puted cost  of  its  switching  service,  $128,866.20,  respondent  asserts 
that  $5.48  represents  the  average  cost  per  car  of  interchange  switch- 
ing. Respondent  has  assigned  too  great  a  proportion  of  the  enumer- 
ated expenses  to  switching  service,  but  this  is  in  some  measure  offset 
by  the  fact  that  nothing  was  allowed  in  its  computation  for  such 
items  BB  general  supervision,  personal  injuries,  claims  for  loss  and 
damage,  interest  on  the  value  of  the  property  used,  depreciation,  and 


Respondent  directs  attrition  to  the  fact  that  a  rate  of  2  cents 
per  100  pounds  with  a  minimum  charge  of  $7  is  provided  in  its 
tariffs  for  movements  of  carload  freight,  except  certain  low-grade 
commodities,  at  stations  in  Iowa,  including  Mason  City,  between  in- 
dustries or  team  tracks  on  its  line  and  between  such  industries  or 
team  tracks  and  points  of  interchange  with  connecting  lines  where 
the  entire  movement  is  within  the  switching  limits  of  the  same  sta- 
tion. The  charges  for  such  a  movement  on  a  shipment  weighing 
40,000  pounds  would  be  $8.  On  cement,  gravel,  sand,  and  stone  the 
charges  for  such  movements  at  Mason  City,  except  from  connecting 
lines  to  industries  on  respondent's  line,  are  at  a  rate  of  1.5  cents  per 
100  pounds,  with  a  minimum  charge  of  $7. 

Bespondent's  switching  charge  at  Albert  Lea,  Chaska,  New  Ulm, 
and  St.  James,  Minn.,  and  Hampton  and  Grinnell,  Iowa,  is  $4.  No 
switch  engines  are  maintained  at  these  points  and  the  service  is 
usually  performed  by  road  engines.  At  Des  Moines,  Iowa,  re- 
spondent's switching  charge  is  $4.50  and  at  Fort  Dodge,  Iowa,  and 
Keithsburg  and  Monmouth,  HI.,  $4.  At  Ackley,  Estherville,  Hed- 
rick,  Luveme,  Marshalltown,  McCallsburg,  Monteziuna,  Sioux 
Bapids,  and  Storm  Lake,  in  Iowa,  respondent's  switching  charge  is 
$2.50.  The  record  does  not  disclose  the  operating  or  traffic  condi- 
tions under  which  the  service  is  performed  at  any  of  these  points. 
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The  evidence  for  respondent  tends  to  show  that  its  operations  dur- 
ing the  past  two  years  have  been  unprofitable.  But  the  figures  sub- 
mitted are  of  little  value  in  this  proceeding. 

Protestant  submitted  an  exhibit  which  indicates  that  the  switching 
charges  on  shipments  of  live  stock  from  points  within  40  miles  from 
Mason  City  are  not  absorbed  by  the  line-haul  carriers  and  must  be 
paid  by  it.  All  the  points  shown  are  in  Iowa,  and  the  transporta- 
tion is  intrastate.  On  live  stock  shipped  from  Lyle,  Minn.,  to  Mason 
City,  28.6  miles,  the  freight  charges  are  sufficient  to  cover  absorp- 
tion of  the  switching  charge. 

Respondent  concurrently  proposed  to  increase  its  switching  charges 
at  Mason  City  on  intrastate  traffic  to  the  same  basis  as  is  proposed 
on  interstate  traffic,  but  has  postponed  the  effective  date  intrastate 
pending  a  hearing  thereon  by  the  Board  of  Railroad  Commissioners 
of  Iowa. 

Protestant's  competitors  at  Cedar  Rapids  and  Ottumwa,  Iowa, 
and  Austin,  Minn.,  are  required  to  pay  a  switching  charge  of  $2.50. 
Respondent  does  not  serve  any  of  these  points. 

We  find  that  respondent  has  not  justified  the  increased  switch- 
ing charges  on  interstate  traffic  at  Mason  City  and  will  be  required 
to  cancel  the  schedules  under  suspension.  Its  charges  for  switch- 
ing at  that  point  may  be  too  low  but  the  record  affords  no  sufficient 
basis  for  determining  what  charges  would  be  reasonable. 

An  appropriate  order  will  be  entered. 
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No.  11686. 
UNITED  PAPERBOARD  COMPANY,  INCORPORATED, 

MOBRISTOWN  &  ERIE  RAILROAD  COMPANY,  DIRECTOR 

GENERAL,  AS  AGENT,  ET  AL. 


Smlnnitted  December  16, 1920.    Decided  AprU  2S,  1921. 


Rate  applicable  on  chipboard,  in  carloads,  from  Wbippany,  N.  J.,  to  Jersey 
Oity,  N.  J.,  during  federal  control,  found  unreasonable.  Ck)llection  of 
undercharges  waived  and  complaint  dismissed. 

R.  L.  Stover  for  complaint. 
W.  /.  Larrahee  for  defendants. 

Refobt  or  THE  Commission. 

Division  8,  Commissioners  Hall,  Aitchison,  and  Eastman. 

By  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  manufacturing  chipboard  and  similar 
products  at  New  York,  N.  Y.,  alleges  that  the  rate  charged  on  76 
carloads  of  chipboard  which  moved  intrastate  from  Whippany, 
N.  J.,  to  Communipaw  Station,  Jersey  City,  N.  J.,  between  June  25 
and  December  2,  1918,  was  unreasonable  and  unduly  prejudicial. 
Reparation  only  is  sought.  Rates  will  be  stated  in  cents  per  100 
pounds. 

The  shipments  moved  as  routed  by  the  shipper  over  the  Morris- 
town  &  Erie,  Delaware,  Lackawanna  &  Western,  hereinafter  called 
the  Lackawanna,  and  Central  of  New  Jersey,  hereinafter  called  the 
Central,  94  miles.  Charges  were  collected  on  the  basis  of  a  joint 
commodity  rate  of  16  cents  filed  with  the  state  commission  for  appli- 
cation on  box  board.  Box  board  is  a  general  term  which  includes 
chipboard.  The  joint  commodity  rate  on  file  with  us  applicable 
on  both  intrastate  and  interstate  traffic  was  17.6  cents,  and  the  ship- 
ments were  undercharged  2.6  cents  per  100  pounds. 

Complainant  contends  that  the  shipments  should  have  moved  over 
the  Morristown  &  Erie  and  the  Lackawanna  to  Hoboken,  N.  J., 
thence  by  lighters  of  the  Central  to  Jersey  City,  and  by  a  switch 
movement  of  1.6  miles  over  the  Central  to  consignee's  plant,  86  miles, 
and  that  over  this  route  a  combination  rate  of  10.6  or  11  cents  would 
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have  applied.    No  tariff  authority  for  these  rates  appears.    The  com- 
bination rate  applicable  over  this  route  was  16.6  cents. 

Complainant  compares  the  rate  assailed  with  rates  of  9.5  cents 
which,  it  states,  were  contemporaneously  applicable  to  Jersey  City 
over  the  Erie  and  the  Lackawanna  for  Pennsylvania  delivery,  and 
urges  that  the  rate  for  Central  delivery  should  have  be^i  no  higher. 
These  rates  are  misquoted  by  complainant  They  were  12  cents  over 
the  Erie  and  14.6  cents  over  the  Lackawanna. 

Defendants'  witness  testified  that  the  most  practical  and  economical 
route  was  used;  that  the  route  via  Hobok^i  was  impracticable  be- 
cause of  the  difficulty  and  expense  and  the  liability  of  damage  to 
the  shipments  incident  to  the  transfer  from  cars  to  lighters  and  from 
lighters  to  cars;  and  that  at  the  time  when  these  shipments  moved 
defendants'  lighters  were  being  used  for  export  war  traffic,  and  not 
for  domestic  traffic. 

The  shipper's  direction  in  the  bills  of  lading  to  route  ihe  ship- 
ments "  CRR  "  authorized  movement  over  a  route  which  would  afford 
the  Central  a  line  haul.  Fechheimer  Steel  <6  Iron  Co.  v.  P.  R.  R. 
Co.^  61  I.  C.  C,  183.  The  lighterage  and  switching  service  of  the 
Central  from  Hoboken  is  a  terminal  service,  and  the  shipments  were 
not  misrouted. 

No  substantial  evidence  was  introduced  in  support  of  (he  allega- 
tion of  imdue  prejudice. 

Defendants'  witness  testified  that,  responsive  to  complainant's  re- 
quest, the  Lackawanna  established  a  commodity  rate  of  12  cents,  effec- 
tive January  9,  1918,  which  was  filed  with  the  state  commission,  but 
not  with  us;  and  that  except  from  April  8  to  30,  inclusive,  when 
through  error  it  was  increased  to  14  cents,  this  rate  remained  in 
force  until  increased  to  16  cents  on  June  26,  1918,  under  authority 
of  general  order  No.  28  of  the  Director  General  of  Railroads.  The 
supplement  effecting  the  latter  increase  was  not  filed  with  us.  The 
joint  conmiodity  rate  of  15  cents  was  later  filed  with  us  and  became 
effective  February  16,  1919.  Defendants'  witness  further  testified 
that  while  the  14-cent  rate  was  in  effect  complainant  made  shipments 
and  later  filed  complaint  with  the  Board  of  Public  Utility  Conmiis- 
sioners  of  New  Jersey  seeking  reparation  to  the  basis  of  the  12-cent 
rate;  that  this  was  finally  agreed  upon  as  a  reasonable  maximum 
rate;  and  that  defendants  voluntarily  made  reparation  to  that  basis. 

We  find  that  the  rate  applicable  was  unreasonable  to  the  extent  that 
it  exceeded  16  cents  per  100  pounds.  Defendants  are  authorized 
to  waive  the  undercharges.    The  complaint  will  be  dismissed. 
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No.  10827, 
SWIFT  LUMBER  COMPANY 

V. 

FERNWOOD  &  GULF  RAILROAD  COMPANY,  DIRECTOR 

GENERAL,  AS  AGENT,  ET  AL. 


SubmUted  May  15,  1920,    Decided  April  5,  1921. 


Rates  on  yellow-pine  lumber,  timber,  and  lumber  products  from  Knoxo,  Miss., 
a  local  point  on  the  Femwood,  Columbia  &  Gulf  Railroad,  found  unduly 
prejudicial  to  tbe  extent  they  exceeded  and  exceed  the  blanket  basis  of  rates 
applicable  from  the  Junction  of  the  Femwood,  Columbia  &  Gulf  with  the 
Illinois  Central  Railroad.  Rates  not  found  unreasonable  except  to  certain 
points  In  Tennessee.    Reparation  denied. 

L.  Palmer  for  complainant. 

Oreen  A  Chreen  for  Femwood  &  Gulf-  Railroad  Company. 
Oearge  B.  Aubwtin  for  New  Orleans  Great  Northern  Railroad 
Company. 

A.  P,  Hurnhwg  and  /.  L,  Sheppa/rd  for  defendants. 

Report  of  the  Commission. 

ELkSTMAN,  Commissioner: 

Complainant,  a  corporation  engaged  in  the  manufacture  of  lumber 
and  lumber  products  at  Knoxo,  Miss.,  ships  its  product  over  the 
Femwood,  Columbia  &  Gulf  Railroad,  formerly  the  Femwood  & 
Gulf,  to  various  interstate  destinations  reached  by  trunk  line  con- 
nections of  that  carrier.  By  complaint,  filed  July  2, 1919,  it  alleges 
that  the  carload  rates  on  yellow-pine  lumber,  timber,  and  lumber 
products  to  points  in  Louisiana,  Tennessee,  Kentucky,  Wisconsin, 
Minnesota,  Iowa,  and  Missouri,  and  to  points  in  central  and  eastern 
trunk  line  territories  have  been  and  are  unreasonable  and  unjust ;  and 
that  these  rates,  as  compared  with  rates  on  the  same  commodities 
from  competing  points  in  the  territory  surrounding  Enozo,  have  been 
and  are  in  violation  of  sections  1,  2,  and  8  of  the  act  to  regulate 
commerce.  Reparation  is  asked  on  shipments  made  since  January  1, 
1919.  Rates  are  stated  herein  in  cents  per  100  pounds,  and  do  not 
include  the  general  increase  authorized  by  us  on  July  29,  1920. 

At  the  hearing  the  allegations  concerning  rates  to  points  in  Louis- 
iana were  abandoned.  Jlates  to'Ohio  River  crossings  are  of  primary 
importance,  as  the  rates  to  points  beyond  are  based  upon  the  Ohio 
River  combination. 
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The  complaint  rests  upon  the  theory  that  a  rate  blanket  on  yellow- 
pine  lumber  covers  the  territory  extending  south  from  the  Alabama 
&  Vicksburg  to  the  Gulf  and  east  from  the  Mississippi  River  for  a 
distance  of  about  200  miles,  and  that  Knoxo  and  a  few  other  points 
located  within  this  territory  are  subjected  to  imdue  prejudice  because 
their  rates  exceed  the  blanket  rates. 

At  the  time  of  the  hearing  the  Femwood  &  Gulf,  a.  sin^e-tradc 
line  of  standard  gauge,  extended  from  a  connection  with  the  Illinois 
Central  at  Femwood,  Miss.,  eastwardly  for  32  miles.  Knoxa  is  27 
miles  from  Femwood.  At  Tylertown,  a  point  6  miles  west  of  Knoxo^ 
there  is  a  connection  with  a  branch  of  the  New  Orleans  Great  NTorth- 
em.  Femwood  and  Tylertown  were  the  only  junction  points  ^rith 
other  carriers  at  the  time  of  the  hearing,  but  the  line  has  since  been 
extended  12  miles  eastwardly  through  Foxwortii,  Miss.,  where  it 
connects  with  the  main  line  of  the  New  Orleans  Great  Northern,  to 
a  connection  with  the  Gulf  &  Ship  Island  at  Columbia,  Miss.  It  is 
now  known  as  the  Femwood,  Columbia  &  Gulf,  but  will  be  re- 
ferred to  hereinafter  as  the  Femwood  &  Gulf. 

The  Femwood  &  Gulf  was  formerly  owned  by  the  Femwood 
Lumber  Company,  but  upon  the  complete  separation  of  the  lumber 
company  and  the  railroad  company  we  entered  an  order  on  Decem- 
ber 21, 1914,  vacating  our  orders  in  The  Tap  Line  Ca$e^  28  I.  C.  C, 
277,  649,  31 1.  C.  C,  490,  in  so  far  as  they  related  to  the  Femwood  & 
Gulf,  and  dismissed  it  from  that  proceeding. 

Prior  to  1908  the  only  trunk  line  connection  of  the  Femwood  A 
Gxdf  was  the  Illinois  Central,  and  prior  to  May  21, 1906,  lumber  rates 
trom  all  points  on  its  line  to  all  destinations  were  made  by  combin- 
ing its  full  local  rates  to  Femwood  with  the  rates  beyond.  Effec- 
tive on  that  date,  rates  were  published  from  local  points  which  were 
2  cents  higher  than  the  rates  from  Femwood,  and  Hda  is  the  present 
basis  for  joint  rates  to  Ohio  River  crossings  and  points  beyond. 
To  Memphis,  Tenn.,  New  Orleans,  La.,  and  some  other  pointa  south 
of  the  Ohio  River,  this  arbitrary  has  been  increased  to  2.5  cents  in 
accordance  with  general  order  No.  28  of  the  Director  General  of 
Railroads.  To  certain  points  in  Tennessee  there  are  no  joint  rates 
from  Knoxo  and  the  applicable  combination  rates,  based  on  Fem- 
wood, exceed  the  junction-point  rates  by  more  than  2.6  cents.  Rates 
from  Femwood  and  Tylertown  via  the  Femwood  &  Gulf  do  not  ex- 
ceed the  respective  rates  from  those  points  by  way  of  the  Illinois 
Central  or  the  New  Orleans  Great  Northern.  The  arbitraries  over 
the  junction-point  rates  accrue  to  the  Femwood  &  Ghilf  and  in  addi- 
tion it  receives  a  division  of  2  cents  per  100  pounds  out  of  the  joint 

rates. 
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Itt  is  not  and  has  not  been  the  praotioe  of  defendants  Illinois  Cen* 
tral  and  Kew  Orleans  Great  Northern  to  extend  the  junction-point, 
or  blanket,  basis  of  rates  on  lumber  to  pcnnts  on  short-line  railroads 
in  this  territory.    The  Illinois  Central  and  its  affiliated  line,  the 
Tazoo  &  Hissiaaippi  Valley,  connect  with  eight  such  short-line  car- 
riers and  none  of  them  has  the  blanket  rates.    Lumber  rates  from 
local  points  on  these  short  lines  exceed  the  rates  frcmi  the  junction 
I>oints  by  arbitraries  ranging  from  1  to  4.5  cents.    The  New  Orleans 
Ghreat  Northern  has  no  short-line  connections  other  than  the  Fern- 
wood  &  Gulf  and  the  Natchez,  Columbia  &  Mobile,  and  to  neither 
does  it  extend  the  blanket  rates.    Indeed,  the  general,  although  not 
the  universal,  practice  throughout  the  southeast  appears  to  be  to 
make  rates  from  local  points  on  independent  short  lines  by  adding 
an  arbitrary  to  the  rate  from  the  junction  point.    There  are  95  such 
carriers  in  the  territory  east  of  the  Mississippi  and  south  of  the  Ohio, 
referred  to  in  this  record,  and  rates  on  lumber  frcnn  local  points 
<m  these  roads  are  made  on  the  arbitrary  basis  in  55  cases,  on  combi-* 
nations  of  locals  in  27,  and  on  ihe  junction-point  or  blanket  basis  in 
but  18w 

Conaplainant  states  that  from  local  stations  on  certain  short  lines 
in  this  territory  the  rates  on  lumber  are  the  same  as  from  the  junc* 
tion  points,  and  mentions  rates  from  sodi  points  on  the  Mississippi 
Central,  the  Alabama  &  Mississippi,  the  MisirisRippi  &  Western,  the 
Cybur,  Ghdf  &  Northwestern,  and  the  Peari  Siver  Valley. 

Defendants  New  Orleans  €hreat  Northern  and  Illinois  Central 
show  tSiat  the  Mississippi  Central  is  now  160  miles  in  length.;  that  it 
handles  considerable  traffic  other  than  lumber;  that  it  had  joint  rates 
on  the  junction-point  basis  with  the  New  Orleans  &  Northeastern 
prior  to  the  establishment  of  connections  with  the  New  Orleans 
Great  Northern  at  Wanilla,  Miss.,  and  with  the  Illinois  Central  at 
Ifoookhaven,  Miss.;  and  that  they  were  forced  to  extend  the  blanket 
rates  to  it  because  of  this  comprtition. 

The  Alabama  &  Mississippi  extends  from  Pascagoula,  Mi88.,8enred 
also  by  the  Louisville  &  NashTiUe,  through  Evanston^  Miss.,  where 
it  crosses  the  Gulf,  Mobile  A  Nortiieni,  to  Vinegar  Bend,  Ala., 
where  it  connects  with  the  Mobile  A  Ohio.  The  MiasisBippi  A  West-* 
em  is  a  short  line  which  connects  with  the  Gkdf ,  Mobile  A  Northern 
at  Stevens,  Miss.  The  Cybur,  Gulf  A  Northern  no  longer  exista  A 
part  of  its  line  is  now  owned  by  the  Pterl  Biver  Valley,  connecting 
with  tiie  New  Orieans  A  Northesstem  at  Pica3rune,  Afisa  It  is  to 
be  observed  that  none  of  these  roads  connects  with  either  the  Illinois 
Central  or  the  New  Orleans  Great  Northern,  yet  both  these  defend- 
ants concur  in  joint  rates  on  the  blanks  bMos  from  local  points  on 
iiLao. 
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these  short  lines.  It  appears,  however,  that  if  the  Illinois  Central 
and  the  New  Orleans  Great  Northern  should  refuse  to  concur  in  these 
joint  rates,  similar  rates  would  still  apply  to  most  destinations  via 
other  routes. 

Practically  all  of  the  yellow-pine  production  on  the  Illinois  Cen- 
tral and  the  affiliated  Yazoo  &  Mississippi  Valley  is  in  the  territory 
south  of  the  line  of  the  Alabama  &  Yid^burg,  and  from  all  points 
in  this  territory,  both  on  their  main  lines  and  on  their  branch  Hnes, 
the  Illinois  Central  and  Yazoo  &  Mississippi  Valley  blanket  their 
rates  on  yellow-pine  lumber  and  its  products  to  Ohio  Biver  crossings 
and  points  taking  the  same  rates ;  to  the  territory  beyond  the  Ohio 
Biver  crossings,  including  eastern  and  Virginia  cities ;  and  to  points 
in  Kentucky  and  Tennessee  on  their  own  lines  and  on  the  lines  of 
certain  other  carriers.  Points  on  the  main  line  and  branch  linea  of 
the  New  Orleans  Great  Northern  are  similarly  blimketed. 

The  Femwood  &  Gulf  is  well  within  this  blanket  territory  and 
nearer  to  the  northern  boundary  than  to  the  southern.    The  distances 
from  E^noxo  to  the  destinations  involved  herein  are  substantially 
less  than  the  distances  to  the  same  destinations  from  many  shipping 
points  having  the  blanket  rates.    For  example,  from  Ponchatoula, 
Lia.,  a  lumber-shipping  point  49  miles  north  of  New  Orleans  on  the 
main  line  of  the  Illinois  Cenla'al,  the  distances  are  26  miles  greater 
than  from  Knoxo.    The  Illinois  Central  apparently  has  no  branch 
lines  in  the  blanketed  territory  except  the  short  Monticello  branch, 
but  from  Covington,  La.,  the  terminus  of  a  branch  of  the  Yazoo  & 
Mississippi  Valley  connecting  with  the  main  line  of  the  former 
road  at  Hammond,  La.,  and  with  the  main  line  of  the  latter  ai 
Baton  Bouge,  La.,  the  distances  to  Memphis,  Tenn.,  throng  which 
point  most  of  the  traffic  with  which  we  are  her6  concerned  moves, 
are  115  miles  greater  via  Baton  Bouge  and  44  miles  greater  via 
Hammond  than  the  corresponding  distance  from  Knoxo.    From 
Woodville,  Miss.,  also  on  a  branch  of  the  Yasoo  &  Mississippi  Valley, 
the  distances  are  71  miles  greater  than  from  Knoxo.    Fnxn  Folsom, 
La.,  a  point  on  a  branch  line  of  the  New  Orleans  Great  Northeni,  tiie 
distances  ai:e  24  miles  greater  than  from  Knoxo  by  way  of  Tylertown, 
and  96  miles  greater  by  way  of  FoxworA.    The  points  above  named, 
from  all  of  which  yellow-pine  lumber  is  diipped,  are  in  the  extreme 
southern  part  of  the  group  and  tiie  distance  comparis(Mis  are  given 
merely  to  show  that  Knoxo  is  well  within  the  blanketed  territory. 

Defendants  submitted  evidence  tending  to  show  that  the  rates  from 
Knoxo  are  not  unreasonaUe  as  compared  with  rates  for  similar  dis- 
tances from  points  in  the  south  on  other  diort  lines,  or  as  compared 
with  the  rates  on  lumber  between  certain  points  in  central  territoiy 
for  similar  distances.    In  support  of  its  allegation  of  unreasonable- 
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ness  complainant  relies  upon  the  comparison  of  the  Knoxo  rates 
with  those  from  the  blanketed  points. 

The  Illinois  Central  statefs  that  it  can  not  afford  to  shrink  its  earn- 
ings by  allowing  larger  divisions  to  the  Femwood  &  Gulf,  but  in 
this  connection  it  may  be  observed  that  tiie  division  accorded  by  it 
to  the  Mississippi  Central  was  6  cents  per  100  pounds  at  the  time  of 
the  hearing,  and  that  under  our  sixth  supplemental  order  in  Th^e 
Tap  Line  Case^  ai^pra^  a  maximum  division  of  6  cents  per  100  pounds 
may  be  allowed  to  a  tap-line  common  carrier  on  shipments  from 
points  over  20  miles  and  not  more  than  40  miles  from  the  junction, 
this  being  in  addition  to  any  arbitrary  over  the  junction-point  rate. 
The  Femwood  &  Gulf  shows  that  it  has  operated  at  a  loss,  and  that 
the  loss  would  be  greater  if  its  revenue  on  lumber  were  reduced  by 
the  amount  of  the  arbitrary,  since  lumber  supplies  98  per  cent  of  its 
total  traffic. 

The  material  facts  in  this  case  are  the  same  as  those  in  McOowan- 
Foshee  Lumber  Co.  v.  F.,  A.  <6  G.  B.  B.  Co.,  43  I.  C.  C,  581 ;  51 
L  0.  C,  317.    In  that  case  it  was  shown  that  rates  on  yellow>-pine 
lumber  from  all  points  located  on  the  Louisvilte  &  Nashville  and 
other  so-called  trunk  lines  and  on  certain  short  lines  in  Louisiana, 
Mississippi,  Alabama,  and  Florida,  between  the  Mississippi  and 
Chattahoodiee  rivers,  and  between  the  Gulf  of  Mexico  and  a  line 
drawn  from  Vicksburg,  Miss.,  through  Jackson  and  Meridian,  Miss., 
Selma,  Montgomery,  and  Opelika,  Ala.,  to  the  Chattahoochee  River, 
were  blanketed  to  Ohio  Biver  crossings  and  to  destinations  in  Ken- 
tucky and  Tennessee  and  in  central  and  trunk  line  territories ;  that 
from  Falco,  Ala.,  the  northern  terminus  of  the  Florida,  Alabama  & 
Gulf,  which  connects  with  the  Louisville  &  Nashville  at  Galliver, 
Fla.,  26  miles  from  Falco,  joint  rates  to  said  destinations  were  made 
2  cents  or  8.25  cents  over  the  junction-point,  or  blanket,  rates ;  that 
while  the  distance  from  Falco  to  Cincinnati,  Ohio,  a  typical  destina- 
tion point,  is  slightly  greater  than  the  average  weighted  distance 
from  the  Louisville  &  Nashville  blanket  points,  Falco  is  well  within 
the  limits  of  the  blanket;  that  there  were  numerous  so-called  short 
lines  traversing  the  blanket  territory  and  connecting  with  the  Louis- 
ville &  Nashville,  to  none  of  which  the  blanket  rates  were  extended ; 
and  that  it  was  the  general  policy  of  the  Louisville  &  NashviUe  to 
make  the  rates  from  points  on  short  lines  like  the  Florida,  Alabama 
&  Gulf  higher  than  the  rates  from  the  junction  points.    We  found 
that  the  rates  from  Falco  were,  and  since  January  1, 1916,  had  been, 
unreasonable  and  unduly  prejudicial  to  complainant  to  the  extent 
that  they  exceeded  or  ha3  exceeded  the  rates  from  Galliver  by  more 
than  2  cents  per  100  pounds,  and  that  for  the  future  they  would  be 
unduly  prejudicial  to  complainant  to  the  extent  to  which  they  ex- 
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ceeded  the  blanket  basis  of  rates  from  Galliyer  to  the  same 
tinations. 

The  fundamental  issue  is  whethw  carriers  which  have  equalized 
rates  on  lumber  to  certain  destinations  from  all  their  main-line 
and  branch-line  points,  and  from  points  on  certain  indep^idoit 
short  lines  as  well,  which  are  located  within  a  producing  territc»7 
of  wide  extent  may,  without  being  guilty  of  undue  prejudice,  refuse 
to  extend  similar  blanket  rates  to  producing  points  within  sudi  terri- 
tory which  are  located  on  other  independent  short  lines.  No  question 
is  raised  as  to  the  propriety  or  desirability  of  the  blanket  already 
established,  but  on  the  contrary  it  seems  to  be  conceded  that  it  is  of 
general  advantage  to  producers,  consumers,  and  carriers  alike.  The 
sole  question  is  whether  defendants  were  and  are  justified  in  refusing 
to  eid^end  its  benefit  to  these  other  short-line  points  and  specifically, 
in  this  case,  to  Knoxo  on  the  line  of  the  Femwood  &  Gulf. 

Clearly  cost  of  service  furnishes  no  justification  for  such  refusal, 
for  the  haul  from  Knoxo  is  shorter  than  the  hauls  from  numerous 
other  points  to  which  the  blanket  rates  apply,  and  there  is  no  evi- 
dence that  it  is  attended  by  unusual  transportation  difficulties.  As 
compared  with  a  sin^e-line  haul,  some  slight  additional  cost  is 
doubtless  involved  in  the  separate  corporate  organization  of  the 
Femwood  &  Gulf  and  in  its  separate  billing  and  accounting  expense, 
but  the  blanket  rates  are  not  now  confined  to  single-line  hauls,  but 
apply  in  many  instances  to  multiple-line  routes.  Nor  will  competi- 
tion serve  as  a  justification,  for  the  blanket  rates  apply  not  only  at 
junction  points  where  competition  exists,  but  as  well  at  all  local 
points  on  both  the  main  lines  and  branch  lines  of  defendants. 

If  neither  cost  of  service  nor  competition  justifies  the  discrimina- 
tion, what  circiunstances  are  there  surrounding  points  located,  like 
Knoxo,  on  independent  short  lines  which  make  it  reasonable  that 
they  should  be  excluded  from  the  benefits  of  the  blanket  system! 
It  has  been  suggested  that  the  lumber  shipper  on  the  short  line  may 
have  acquired  his  stumpage  more  cheaply  by  reason  of  its  relative 
inaccessibility  prior  to  the  construction  of  the  short  line,  or  by 
reason  of  the  difference  in  rates ;  but  there  is  no  satisfactory  evidence 
as  to  this  and  such  evidence  would  obviously  be  irrelevant  and 
immaterial  in  the  consideration  of  a  rate  structure.  It  is  suggested 
that  the  independent  short  lines  are  likely  to  be  abandoned  with  the 
depletion  of  the  timber  areas ;  but  this  is  mere  speculation.  Brandi 
lines  of  the  larger  carriers  are  at  times  abandoned  for  the  same  reason, 
and  on  the  other  hand  independent  short  lines  not  infrequently  sur- 
vive as  the  original  lumber  industry  is  superseded  by  agriculture  or 
other  industrial  development.    Many  of  the  so-called  trunk  lines  in 
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the  re^on  in  question  are  made  up  in  part  of  what  were  originally 
lumber  roads.    It  is  suggested  that  the  short  lines  do  not  furnish 
their  commensurate  quota  of  equipment;  but  this  is  a  matter  to 
be  considered  in  the  fixing  of  their  divisions.    Perhaps  the  most 
important  suggestion  is  that  if  the  blanket  rates  are  extended  to 
Knoxo  it  wiU  follow  as  a  necessary  consequence  that  they  must  be 
extended  to  all  similar  points  on  other  independent  short  lines,  and 
that  the  revenues  of  the  trunk  lines  will  thereby  be  reduced  mate- 
rially.    But  the  protection  of  revenue  goes  primarily  to  the  issue 
of  reasonableness  and  is  not  sufficient  justification  for  a  prejudicial 
rate  adjustment.    In  the  yellow-pine  territory  west  of  the  Mississippi 
similar  blanket  rates  have  been  uniformly  extended  to  all  points. 
We  find  nothing  of  record  in  this  case  which  warrants  a  deviation 
from  the  conclusions  reached  in  McOowan-Foshee  Lumber  Co.  v. 
^.,  A.  dk  O.R.JS.  Co,,,  supra.   We  do  not  find  that  the  rates  on  yellow- 
pine  lumber,  timber,  and  lumber  products  in  effect  subsequent  to 
January  1,  1919,  from  Knoxo  to  the  destinations  in  question  were 
intrinsically  unreasonable,  except  that  we  find  that  the  rates  to  points 
in  Tennessee,  which  were  made  by  combination  of  the  local  rates 
to  and  beyond  Femwood,  were  unreasonable  to  the  extent  that  they 
exceeded  the  corresponding  contemporaneous  rates  from  Femwood 
to  the  same  destinations  by  more  than  2.5  cents  per  100  pounds.    We 
do  find,  however,  that  subsequent  to  January  1,  1919,  the  rates  on 
yellow-pine  lumber,  timber,  and  lumber  products  from  Knoxo  to 
Ohio  River  crossings,  to  points  in  Wisconsin,  Minnesota,  Iowa,  and 
Missouri,  to  points  in  central  and  eastern  trunk  line  territories, 
snd  to  points  in  Tennessee  and  Kentucky  the  rates  to  which  are 
blanketed  from  points  producing  yellow  pine  on  the  Illinois  Central 
and  New  Orleans  Great  Northern  railroads  south  of  Jackson,  Miss., 
were,  and  that  for  the  future  they  will  be,  unduly  prejudicial  to 
complainant  to  the  extent  that  they  exceed  the  blanket  baids  of  rates 
from  Fwmwood,  Tylertown,  and  Foxworth. 

Complainant  has  not  shown  that  it  was  damaged  by  the  undue 
prejudice.  It  does  not  appear  that  the  price  which  complainant 
obtained  for  its  lumber  was  fixed  by  its  competitors  located  on  the 
Illinois  Central,  Yazoo  &  Mississippi  Valley,  and  New  Orleans  Great 
Northern.  Complainant  concedes  that  it  must  also  meet  the  compe- 
tition of  lumber  producers  located  west  of  the  Mississippi  River. 
Complainant  has  shown  that  it  made  shipments  to  points  in  Ten- 
nessee upon  which  rates  made  by  c<»nbination  upon  Femwood  were 
applied,  but  has  failed  to  show  that  it  paid  and  bore  the  freight 
charges  thereim.  Beparation  is  accordingly  denied. 
An  appropriate  order  will  be  entered. 
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Hall  Gonrmrnaioner^  dissenting  in  part : 

A  rate  group  or  blanket  is  not  geographic.  It  embraces  no  area.  It 
consists  of  certain  railroad  stations  from  or  to  which  the  rates  apply. 
A  point  not  on  the  railroad  does  not  take  those  rates  even  though 
surrounded  by  stations  that  do.  If,  later,  such  a  point  is  connected 
by  rail  with  one  of  those  stations  it  does  not  because  of  that  fact  be- 
come entitled  to  the  group  rates.  Something  more  is  needed.  The 
connection  may  be  by  an  independent  line,  which  has  had  no  share 
in  evolving  the  group  rates.  It  may  be  by  a  branch  of  tiie  trunk 
line. 

We  have  said  in  some  cases  that  an  arbitrary  over  the  junction 
point  was  reasonable,  and  in  others  imreasonable.  In  others  still, 
as  here,  we  have  said  that  it  was  not  unreasonable,  but  was  and  would 
be  for  the  future  unduly  prejudicial  to  the  former  country  point. 
This  has  been  said  of  points  on  independent  lines  because  points  on 
other  independent  lines  were  differently  treated  by  the  trunk  line.  It 
has  also  been  said  of  branch-line  points  when  points  on  other  branches 
of  the  same  carrier  were  differently  treated.  And  it  has  been  said 
of  points  on  independent  lines,  because  branch-line  points  of  the 
trunk  line  were  differently  treated.  Perhaps  these  decisions  can  not 
be  reconciled.  But  such  error  as  may  have  found  lodgment  in  them 
seems  to  have  sprung  from  the  conception  of  a  group  or  blanket  as 
a  part  of  the  earth's  surface,  with  defined  boundaries. 

However  convenient  this  may  be  as  a  figure  of  speech,  or  in  color- 
ing a  map,  it  should  not  dim  our  perception  of  the  origin  and  essen- 
tial character  of  ^'  group  "  rates,  or  the  reasons  for  their  existence. 
They  penetrate  a  territory,  instead  of  embracing  or  permeating  it, 
and  the  right  of  shippers  within  that  territory  to  share  in  them  must 
rest  upon  the  same  considerations  as  determine  elsewhere  what  is 
unreasonable  and  what  is  unduly  prejudicial.  It  is  easy  to  carry 
the  doctrine  of  uniformity  beyond  the  warrant  for  it. 

Group  rates  find  their  justification  largely  in  the  law  of  averages. 
If  reasonable  for  the  average  haul  they  may  be  justified  in  proper 
case,  even  though  high  for  the  shortest  haul  and  low  for  the  longest 
But  the  carriers  that  established  the  group  did  so  voluntarily  or 
under  stress  of  competition.  We  had  no  power  to  compel  the  group- 
ing, and  in  fixing  the  average  or  group  rate  they  took  into  account 
the  stations  and  traffic  to  which  that  rate  was  to  apply,  not  other 
stations  then  nonexistent  or  off  their  rails,  not  traffic  the  volume  and 
condition  of  which  were  unknown.  If  other  stations  must  be  in- 
cluded the  group  rate  may  need  revision,  and  the  revision  may  be 
upward.  It  seems  unjust  that  shippers  at  points  already  grouped 
should  be  exposed  to  payment  of  a  higher  rate,  or  to  exclusion  from 
the  group,  merely  because  some  off-line  point  in  the  vicinity  seeks 
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to  share  in  the  rate  whether  or  not  it  shares  in  the  transportation 
conditions  that  led  to  the  grouping. 

Before  we  make  a  finding  which  may  bring  about  results  like  these 
we  should  have  before  us  a  record  which  clearly  establishes  such 
similarity  of  transportation  conditions  and  surrounding  circum- 
stances as  will  fully  warrant  it.  In  my  opinion  we  have  not  such  a 
record  here,  and  I  therefore  dissent  from  the  finding  of  undue  preju- 
dice.   The  complaint  should  be  dismissed. 

I  am  authorized  to  say  that  Commissionsr  Potter  joins  in  this 
dissent. 

Dantelb,  Commissioner,  dissenting: 

Virtually  this  same  issue  was  involved  in  McGowan-Foshee  Lum- 
her  Co.  V.  F.J  A.  A  O.  R.  R.  Co.,  43  L  C.  C,  581 ;  611.  C  C,  317 ;  and 
in  Whitewater  Lumber  Co.  v.  A.  C.  Ry.,  63  I  0.  C,  278.  When  a 
trunk  line  carrier  over  a  considerable  stretch  of  its  main  line  carries 
the  same  rate  on  lumber  in  carloads  to  a  given  territory  of  destina- 
tion; when,  in  addition  thereto  the  same  rate  is  carried  from  the 
trunk  line  carrier's  own  branches. connecting  with  the  main  line  at 
points  along  the  blanketed  stretch  of  the  main  line,  why  is  not  a 
shipper  on  an  independent  branch  line  connecting  with  the  blanketed 
stretch  of  the  trunk  line,  when  said  shipper's  freight  is  carried  for 
distances  not  in  excess  of  the  average  haul  over  the  carrier's  own 
branches  imder  the  conunon  rate,  entitled  to  the  same  common  or 
blanket  rate? 

Under  certain  circumstances  he  may  be  so  entitled.  If,  for  ex- 
ample, an  extensive  blanket  like  the  yellow-pine  blanket  territory 
west  of  the  Mississippi  Eiver  assimilates,  under  a  single  rate,  hauk 
that  may  vary  by  himdreds  of  miles,  and  the  integrity  of  the  blanket 
is  defended  by  the  carriers  and  justified  by  us  on  grounds  of  general 
utility  to  producers,  consumers,  and  carriers  alike,  there  could  gen- 
erally be  no  apparent  justification  for  singling  out  shippers  on  one 
particular  branch  line,  either  proprietary  or  independent,  and  exact- 
ing an  arbitrary  surcharge  over  the  blanket  rate  from  shippers 
thereon.  Ladd  <&  Co.  v.  Gould  Southwestern  Ry.  Co.,  36  I.  C.  C,  179. 
But  in  the  absence  of  the  conditions  recited  above,  the  issue  may 
be  determined  on  other  grounds. 

It  is  urged  with  force  that  the  higher  rate  to  the  shipper  on  the 
independent  branch  line  can  not  be  justified  on  the  ground  of  a 
difference  in  specific  cost  of  service.  Where  the  haul  is  no  longer 
than  from  points  generally  on  proprietary  branches,  the  argument 
from  specific  cost  would  seem  to  support  the  claim  for  identity  of 
rates.  There  will,  however,  be  some  additional  costs  involved  in  the 
overhead  expense  of  the  separate  corporate  organization  of  the  in- 
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dependent  branch  line,  and  the  additional  billing  and  accoontiif 
expenses  may  also  properly  be  considered.  McGawan^FosJiee  lAMkr 
her  Co.  v.  F.,A.&  O.  R.  R.  Co.,  51 1.  C.  C,  317, 322. 

There  is  often  urged  the  commercial  argument  that  the  shipper  on 
the  independent  branch  line  has  bought  his  stumpage  more-  cheaply 
by  reason  of  its  originally  greater  inaccessibility  to  markets.  In 
many  cases  this  is  probably  true,  though  when  he  secures  rail  con- 
nection with  the  trunk  line  it  does  not  appear  that  the  price  origi- 
nally paid  for  stumpage  should  be  any  bar  to  his  receiving  thereafter 
a  reasonable  and  nonprejudicial  rate. 

Where,  however,  a  trunk  line  has  built  a  branch  line,  it  is  a  fair 
presumption  that  it  is  the  carrier's  expectation  that  the  region  trav- 
ersed will  permanently  require  service  and  permanently  offer  pat- 
ronage to  justify  the  service  to  be  rendered.  This  expectation  of 
permanent  patronage  may  justify  a  rate  adjustment  to  shippers  on 
the  proprietary  branch  line  which  can  not,  with  equal  reason,  be 
demanded,  by  shippers  whose  traffic  is  likely  to  cease  upon  the  de- 
pletion of  limited  quantities  of  natural  resources  such  as  stands  of 
timber.  The  removal  of  timber  in  some  instances  results  in  a  dis- 
continuance of  paying  traffic.  We  have  only  recently  permitted  the 
entire  abandonment  of  a  short  line  and  the  abandonment  of  the 
greater  part  of  another  short  line  where  the  removal  of  timber  prac- 
tically rendered  profitable  operation  hnpossible.  What  is  originally 
a  logging  or  mining  road  may  prove  to  be  a  pioneer,  permanently 
opening  up  new  country  with  a  steady  traffic,  or  it  may  prove  a  com- 
mercial venture  of  exploitation  whose  operation  may  cease  when  the 
country  has  been  logged  over  or  the  mine's  profitable  deposits  have 
once  been  removed. 

In  this  aspect  of  the  matter  there  may  be  justification  for  not 
according  the  shipper  on  an  independent  branch  road  a  blanket 
rate  accorded  for  hauls  of  equal  length  on  the  carrier's  proprietary 
branches.  To  insist  upon  an  identity  6f  rates  as  of  right  is  to  insist 
that  some  one  other  than  the  main-line  carrier  may  determine  the 
chances  for  permanent  railroad  operating  success  in  a  new  field,  and 
compel  the  main-line  carrier  to  contribute  to  the  success  of  the 
venture  by  according  a  parity  in  rates.  When  the  independent  road 
is  virtually  one  in  interest  with  a  lumber  company,  this  claimed 
identity  of  rates  might  approximate  a  forced  underwriting  by  the 
trunk  line  carrier  of  a  new  industrial  project.  Particularly  is  this 
consideration  enforced  by  the  well-known  fact  that  such  independent 
short-line  roads  rarely  contribute  a  commensurate  supply  of  equip- 
ment toward  carrying  the  freight  that  originates  jointly  upon  their 
lines  and  the  lines  of  the  trunk  lines  including  the  latter's  branches. 
Provisions  of  adequate  equipment  and  appliances  by  the  trunk  line 
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is  requisite  to  handle  the  freight  offered  by  the  short  line  without 
there  being  in  all  cases  any  certain  or  probable  warrant  that  such 
provision  will  have  permanent  and  remimeratiye  use. 

Nor  does  it  necessarily  follow  that  in  every  case  in  which  a  carrier 
blankets  its  main-line  points  it  must  also  extend  the  blanket  to  in- 
clude its  own  branch-line  pointa  The  carrier's  rights  and  duties  in 
this  respect  are  limited  and  controlled  by  the  rights  of  competing 
shippers  located  on  branch  lines  extending  from  the  grouped  main- 
line points  to  enjoy  rates  which  are  properly  related  to  the  rates 
applying  from  the  grouped  points  taken  as  a  whole,  and  no  hard  and 
fast  rule  can  be  laid  down  which  would  permit  or  deny  a  carrier, 
regardless  of  the  extent  to  which  the  main-line  points  are  grouped, 
arbitrarily  to  exclude  its  branch-line  points  from  the  group  rate. 

We  have  recognized  that  a  carrier  may,  within  proper  limits, 
protect  its  own  business,  and  that  there  may  be  cases  in  which  a  car- 
rier should  not  be  required  to  give  to  points  on  an  independent  con- 
nection the  same  rat^  to  markets  that  it  gives  to  points  on  its  own 
branch  lines  in  the  same  region.  That  rule  is  subject  to  the  qualifica- 
tion that  the  carrier  may  not  so  adjust  rates  on  its  own  lines  as  imduly 
to  prejudice  shippers  on  other  lines  or  to  deprive  such  shippers  of 
just  and  reasonable  rates  merely  through  a  desire  to  serve  shippers  on 
its  own  lines.  Willamette  VaUey  Lumbermen^a  Asso.  v.  8.  P.  Co.^ 
51 1.  C.  C,  250, 261. 

On  the  basis  of  the  foregoing  analysis  I  do  not  think  that  the  com- 
plainant is  entitled  to  the  junction-point  rate  on  lumber. 

CoMHissioKER  EscH  did  not  participate  in  the  disposition  of  this 
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Investigation  and  Suspension  Docket  No.  1268. 

LOGS  FROM  BALTIMORE,  MICH.,  TO  OCONTO  AND 

STILES,  WIS. 


Submitted  March  7,  1921.    Decided  April  28,  1921. 


Proposed  increased  rates  on  logs  from  Baltimore,  Mich.,  to  Stiles  and  Oconto, 
Wis.,  when  for  manufacture  and  reshipment  over  the  lines  of  the  delivering 
carrier,  found  not  justified.  Respondents  required  to  cancel  suspended 
schedules  without  prejudice  to  filing  new  schedules  in  accordance  witb  tbe 
findings  herein. 

/.  N.  Davis  for  respondents. 

F.  M.  Elkinton  and  F.  H.  Cogswell  for  protestant. 

Refort  of  the  Commission. 
Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

By  Division  8 : 

By  schedules  filed  to  become  effective  December  30,  1920,  re- 
spondents propose  to  increase  the  joint  commodity  rate  for  the  trans- 
portation from  Baltimore,  Mich.,  to  Oconto  and  Stiles,  Wis.,  of  logs 
the  manufactured  product  of  which  is  to  be  reshipped  over  the  lines 
of  respondent  Chicago,  Milwaukee  &  St.  Paul,  hereinafter  called  the 
Milwaukee.  Upon  protest  of  the  Holt  Lumber  Company  of  Oconto 
operation  of  the  schedules  was  suspended  until  May  29,  1921.  Rates 
will  be  stated  in  cents  per  100  pounds  unless  otherwise  specified. 

Baltimore  is  a  local  point  on  the  Duluth,  South  Shore  &  Atlantic, 
hereinafter  called  the  South  Shore,  28  miles  west  of  that  road's  junc- 
tion with  the  Milwaukee  at  Sidnaw,  Wis.  The  traffic  originates 
about  6  miles  north  of  Baltimore  on  a  branch  line  of  the  South  Shore 
and  is  billed  at  the  Baltimore  rate;  Oconto  is  on  Lake  Michigan  at 
the  terminus  of  the  Milwaukee's  branch  line  from  Oconto  Junction, 
Wis.  Stiles  is  on  the  main  line  of  the  Milwaukee  2.1  miles  north  of 
Oconto  Junction.  The  entire  haul  to  Stiles  is  174  miles ;  to  Oconto, 
187  miles.    There  has  been  no  recent  movement  to  Stiles. 

Protestant  owns  a  tract  of  standing  timber  and  operates  a  lumber 
camp  approximately  6  miles  north  of  Baltimore.  In  1903  respond- 
ents first  published  a  joint  rate  from  Baltimore  to  Oconto  and  Stiles 
of  $4  per  1,000  feet,  out  of  which  protestant  received  an  allowance 
of  $1.60  for  the  haul  over  the  logging  line  operated  by  it  from  the 
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loading  point  in  the  woods  to  the  point  of  interchange  with  the 
South  Shore's  branch  Kne.  This  rate  was  canceled  effective  August 
16,  1906,  and  a  rate  of  $2.60  was  established  for  the  movement  over 
respondents'  lines.  This  was  increased  by  60  cents  on  November  16, 
1910,  after  an  interval  of  three  months  during  which  the  rate  was 
8.5  cents  per  100  pounds,  and  has  since  remained  unchanged  except 
by  the  general  increases.  The  present  rate  to  both  destinations  is 
$5.40  per  1,000  feet,  divided  equally  between  the  Milwaukee  and  the 
South  Shore.  They  propose  to  change  this  to  10  cents  per  100  pounds, 
minimum  60,000  pounds. 

The  estimated  weight  per  1,000  feet  of  logs  is :  Hardwood,  14,000 
pounds;  soft  wood,  10,000  pounds;  and  mixed,  12,000  pounds.  The 
average  log  shipment  is  said  to  weigh  somewhere  between  12,000  and 
14,000  pounds  per  1,000  feet.  At  the  average  of  13,600  pounds  used 
in  Saw  Logs  between  Michigan  and  Wisconsin  Points,  60  I.  C.  C, 
860,  the  present  rate  of  $6.40  per  1,000  feet  is  equivalent  to  4  cents 
per  100  pounds. 

The  resulting  earnings  under  the  present  and  proposed  rates  are : 


From  Baltlinore,  Mich.,  to— 


8tlleB,Wli.... 
OeontOtWls.. 


DIstanoe. 


174 
187 


Prwtnt 

rat«B 
(per  1.000 

feet). 


s|5. 10 
*5.40 


Pl0p006d 

rates 
(per  100 
pounds). 


Oenti. 


10 
10 


Kamhig8p( 
car-imle.1 


V^ 


Present 
rates. 


Otnti. 
ILft 
ia7 


Proposed 
rates. 


Cents, 
28.7 
28.7 


Earnings  per 
ton-mile. 


Present 
rsftes. 


was. 

4.6 
4.3 


Proposed 
noes. 


MOU. 
11.5 
ia7 


>  Car>Hiile  earnings  are  based  upon  minimmn  of  50,000  pounds.' 
•  Bquiralent  to  4  cents  per  100  pounds. 

In  Saw  Logs  between  Michigan  and  Wisconsin  Points,  supra^  the 
origin  and  history  of  log  rates  in  this  territory  are  summarized. 
They  were  originally  established  by  contracts  with  log  producers 
for  train-load  movements  and  were  expressed  in  amounts  per  1,000 
feet.  Later  they  were  published  and  the  provisions  requiring  train- 
load  movements  were  omitted  without  change  in  the  rates.  Bespond- 
ents  insist  that  the  competitive  influences  under  which  the  contracts 
were  originally  made,  and  the  rarity  of  increases  since  then,  have 
resulted  in  a  rate  level  that  is  now  too  low. 

The  proposed  rates  are  published  as  joint  rates.  Respondents 
intended  to  base  them  on  the  combination  of  local  rates,  6.6  cents  to 
Sidnaw,  plus  rates  beyond  of  4.6  cents  to  Stiles  and  6.6  cents  to 
Oconto.  Through  error  the  joint  rates  were  made  the  same  to  Oconto 
and  Stiles.  Two  different  scales  of  distance  rates  on  local  shipments 
of  logs  are  published  by  respondents.  Where  the  carrier  also  hauls 
the  products  outbound  its  log  scale  is  substantially  lower  than  where 
it  has  no  outbound  hauL    The  South  Shore's  f  actoF  of  6.6  cents  to 
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Sidnaw  is  based  on  the  higher  scale.  The  factors  irom  Sidnaw  of 
4.5  cents  to  Stiles,  140  miles,  and  5.6  cents  to  Occmto,  163  miles,  rep- 
resent the  Milwaukee's  single-line  rates  for  those  distances  when  it 
has  the  outbound  haul  of  the  products. 

Bespondents  contend  that  operating  conditions  peculiar  to  the  log 
traffic  justify  much  higher  rates  than  those  now  published.  They 
say  that  cars  are  returned  empty ;  that  the  heaviest  movement  oocura 
during  the  winter  months  when  operating  conditions  are  most  un- 
favorable; that  practically  no  other  traffic  moves  over  the  branch 
line  running  north  from  Baltimore;  and  that,  from  the  nature  of 
the  service,  the  equipment  is  subjected  to  hard  usage.  Three,  and  at 
times  four,  crews  are  used  in  handling  this  traffic  from  Sidnaw  to 
Oconto. 

They  also  contend  that  the  contract  rates  were  abnormally  low; 
that  they  seek  now  merely  a  reasonable  baisis;  and  that  their  pro- 
posed rates  compare  favorably,  as  shown  by  exhibits,  with  those 
applicable  on  similar  traffic  for  like  hauls  in  this  territory.  Their 
witness  admitted  that  he  knew  of  no  movem^it  under  those  rates. 

Protestant's  position  is  that  the  proposed  rates  would  exceed  the 
present  rates  by  .from  85  to  159  per  cent,  depending  upon  the  kind 
of  logs  and  the  resulting  weight  of  the  shipments,  an  increase  so 
prohibitive  that  protestant  could  not  continue  to  ship  logs  from  its 
tract  near  Baltimore. 

In  Saw  Logs  between  Michigan  and  Wiscamin  Points^  supra^  we 
approved  rates  based  on  a  distance  zone  scale,  already  applied  to 
intrastate  traffic  in  Michigan  and  Wisconsin  and  also  applicable  on 
interstate  movements  over  the  Chicago  &  North  Western.  Under 
that  scale  the  rate  for  distances  ranging  from  151  to  196  miles  is 
5.5  cents  when  for  reshipment  over  the  rails  of  the  inbound  carrier. 
This  rate  would  yield  ton-mile  earnings  of  5.9  mills  and  car-mile 
earnings  of  14.7  cents  for  a  movement  of  187  miles,  and  for  174  miles 
6.3  mills  and  16.8  cents,  respectively.  The  joint-line  rates  there  pro- 
posed were  not  approved,  for  reasons  stated,  but  it  is  significant  that 
the  joint-line  rates  in  effect  were  upon  a  level  appreciably  higher 
than  the  single-line  distance  zone  scale  and  yielded  car-mile  earn- 
ings ranging  from  19  cents  to  25.1  cents  for  distances  from  239  to 
283  miles.  Present  distance  rates  on  logs  in  carloads,  minimum 
60,000  pounds,  between  stations  on  the  South  Shore  for  34  miles, 
tiie  distance  from  point  of  origin  to  Sidnaw,  are  8.6  cents,  provided 
the  manufactured  product  is  reshipped  over  the  line  of  that  carrier, 
and  6.5  cents  when  the  product  is  not  so  reshipped.  Bates  from  Bal- 
timore of  7.5  cents  to  Stiles  and  8  cents  to  Oconto  would  yield  ton- 
mile  earnings  of  8.6  mills,  and  car-mile  earnings  of  91.6  and  31.4 
oentii  respectively. 
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We  are  of  opinion  that  the  proposed  rates  are  unreasonably  high, 
but  that  respondents  have  justified  a  substantial  increase  over  their 
present  rates.  We  accordingly  find  that  the  proposed  increased  rates 
from  Baltimore,  Mich.,  to  Stiles  and  Oconto,  Wis.,  have  not  been 
justified,  and  respondents  will  be  required  to  cancel  the  schedules 
under  suspension  without  prejudice  to  the  filing  of  schedules  estab- 
lishing on  not  less  than  five  days'  notice  rates  not  to  exceed  7.5  cents 
and  8  cents  per  100  poimds,  respectively,  to  these  destinations. 

An  appropriate  order  will  be  entered  and  the  proceeding  discon- 
tinued. 


ArrcHisoK,  Commissioner^  dissents. 
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No.  11860. 

MONTANA  RATES  AND  FARES. 

IN  THE  MATTER  OF  INTRASTATE  RATES  AND  FARES 
OF  THE  CHICAGO,  BURLINGTON  &  QUINCY  RAILKOAD 
COMPANY  AND  OTHER  CARRIERS  IN  THE  STATE  OF 
MONTANA. 


Submitted  April  11,  1921,    Decided  May  S,  1921. 


Findings  the  same  as  those  made  in  the  former  report  herein,  60  L  C.  C,  61, 
with  reference  to  standard  intrastate  passenger  fares  and  excess-bagsage 
charges,  in  the  state  of  Montana,  of  the  respondent  steam  carriers,  made 
with  respect  to  standard  intrastate  passenger  f&reB  and  excesalmggage 
charges,  in  the  state  of  Montana,  of  the  Butte,  Anaconda  &  Pacific  Rail- 
way Company. 

Warren  Nichols  for  Butte,  Anaconda  &  Pacific  Railway  Company. 
No  other  appearances. 

Rbpobt  op  the  Commission  on  Further  Hearing. 

By  the  Commission  : 

By  the  former  report  in  this  case,  60  I.  C.  C,  61,  and  the  order 
issued  in  connection  therewith,  the  steam  carriers  respondent  were 
authorized  and  directed  to  make  increases  in  their  intrastate  standard 
passenger  fares  and  excess-baggage  charges,  and  to  make  a  surcharge 
upon  intrastate  passengers  in  sleeping  and  parlor  cars,  in  the  state 
of  Montana,  corresponding  to  the  increases  made  in  their  interstate 
standard  passenger  fares  and  excess-baggage  charges,  and  to  the  sur- 
charges made  upon  interstate  passengers  in  sleeping  and  parlor  cars, 
respectively,  in  the  mountain-Pacific  group,  under  authority  granted 
in  Ex  Parte  74,  Increased  Rates^  1920^  68  I.  C.  C,  220,  in  order  to 
remove  unjust  discrimination  against  interstate  commerce  which  was 
found  to  exist.  The  effective  date  of  our  order  was  March  2,  1921, 
and  in  conformity  therewith  the  steam  carriers  respondent  increased 
their  intrastate  standard  passenger  fares  which  had  formerly  been 
based  upon  3  cents  per  mile,  the  maximum  permitted  by  state  author- 
ity, to  a  basis  of  3.6  cents  per  mile ;  increased  their  intrastate  excess- 
baggage  charges;  and  established  surcharges  upon  intrastate  passen- 
gers in  sleeping  and  parlor  cars. 

The  Butte,  Anaconda  &  Pacific  Railway  Company  has  at  all  times 
been  a  respondent  to  this  proceedixuE^  but  as  it  files  its  annual  reports 
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with  US  as  An  eleetek  line,  an4  «&  no  eykkence  dealing  specufically  with 
its  character  or  the  nature  of  its  operations  was  introduced  at  ilb» 
former  hearing,  the  order,  which  applies  only  to  carriers  by  steam 
railroad^  was  not  directed  against  it.    The  result  is  that  it  still  main- 
tains its  intrastate  passeng^  fares  upon  a  basis  of  3  cents  per  mile, 
and  also  has  been  imable  to  increase  its  intrastate  excess-baggage 
charges.     It  does  not  transport  passengers  in  sleeping  or  parlor  cars. 
Its  interstate  freight  and  passenger  rates  and  excess-baggage  charges 
were  increased  following  Ex  Parte  74,  and  the  Montana  commission 
X>ermitted  its  intrastate  freight  rates  to  be  correspondingly  increased. 
Upon  petition  of  the  Butte,  Anaconda  &  Pacific,  which  will  here- 
inafter be  referred  to  as  the  petitioner,  in  which  it  asks  for  a  further 
hearing  with  a  view  to  securing  the  same  relief  with  respect  to  its 
Montana  intrastate  passenger  fares,  and  excess-baggage  charges  as 
was  accorded  to  the  steam  carriers  respondent,  the  case  was  re- 
opened.   A  further  hearing  has  been  had  and  the  case  is  submitted 
upon  the  record  without  briefs  or  oral  argument. 

The  petitioner  was  incorporated  in  1892  and  its  main  line  from 
Butte  to  Anaconda,  Mont.,  26  miles,  was  completed  in  1894.    Its  line 
has  since  been  extended  23  miles  west  of  Anaconda  to  Southern  Crois, 
Mont.,  and  it  operates  several  short  branch  lines.    Prior  to  1912  the 
petitioner  operated  entirely  by  steam  power.    In  1912  and  1918  its 
line  from  Butte  to  Anaconda  was  equipped  for  electrical  operation 
and  has  since  been  so  operated.    The  petitioner  also  operates  by  elec- 
tric power  a  short  branch  from  Anaconda  to  Stuart,  Mont.,  which  it 
leases  from  the  Northern  Pacific.    The  remainder  of  its  line  is  still 
operated  by  steam  power*   It  handles  a  large  volume  of  freight  traffic 
and  maintains  regular  passenger  schedules  between  points  on  its  line. 
Its  witness  testified  that  it  operates  just  as  any  steam  railroad,  with 
standard  steam  equipment,  except  that  on  the  electrified  portions  of 
its  line  it  uses  electric  instead  of  steam  locomotives. 

The  petitioner  customarily  participates  in  through  routes  and 
joint  rates  and  fares  on  interstate  and  intrastate  traffic  with  its  steam- 
Une  connections.  A  letter  of  record  received  subsequent  to  the  hear- 
ing, however,  indicates  that  since  the  steam  carriers  have  increased 
their  intrastate  fares  in  conformity  with  our  former  findings  herein, 
in  which  increases  the  petitioner  was  not  authorized  to  participate, 
they  have  canceled  their  joint  intrastate  passenger  fares  with  the 
petitioner  so  that  the  fares  at  present  in  effect  between  points  on 
petitioner's  line  and  points  on  other  lines  in  the  state  are  combinations 
made  by  adding  to  the  steam  lines'  fares  the  petitioner's  local  fares 
based  on  3  cents  per  mile  to  or  from  the  junction  points.  Portions  of 
the  petitioner's  line  are  paralleled  by  steam  lines,  with  the  result  that 
passengers  may  now  travel  between  certain  points  over  petitioner's 
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line  at  lower  charges  than  apply  between  the  same  points  over  a 
line. 

An  exhibit  of  petitioner  shows  that  if  its  intrastate  passenger 
and  excess-baggage  charges  were  increased  correspondingly  to  those 
of  the  steam  lines,  as  authorized  by  our  former  order  herein,  and  the 
increased  fares  and  charges  applied  to  its  intrastate  passenger 
traffic  for  the  year  ended.  June  80,  1920,  the  result  would  be  an 
increase  of  $22,365.12  in  passenger  revenue,  and  $164.05  in  excees- 
baggage  revenue,  over  the  revenues  actually  received. 

The  petitioner  adopts  as  its  own,  in  so  far  as  it  is  applicable,  the 
evidence  introduced  in  behalf  of  respondents  at  the  former  hearing, 
and  discussed  in  the  former  report,  as  to  the  discrimination  against 
interstate  commerce  growing  out  of  the  application  of  lower  pas- 
senger fares  and  baggage  charges  to  intrastate  traffic  than  to  inter- 
state traffic.    In  South  Carolina  Fares  and  Charges^  60  I.  C.  C,  290, 
we  held  that  the  Piedmont  &  Northern  Railway,  an  electric  line, 
should  be  dealt  with  the  same  as  the  steam  carriers  respondent  in 
that  case.    Petitioner  contends  that  it  is  entitled  to  no  less  favorable 
treatment. 

No  reason  appears  why  the  fares  and  charges  of  petitioner  should 
be  upon  a  lower  basis  than  those  applicable  on  the  steam  lines  re- 
spondent. Its  costs  of  operation  in  the  past  few  years  have  increased 
in  substantially  the  same  ratio  as  those  of  the  steam  lines.  It  is  a 
member  of  the  American  Association  of  Short  Line  Railroads  and  is 
a  party  to  wage-scale  agreements  subject  to  the  jurisdiction  of  the 
Railroad  Labor  Board. 

In  their  answers  to  the  petition  for  rehearing  the  Montana  com- 
mission and  the  Montana  Lumber  Manufacturers'  Association,  inter- 
vener, offered  no  objection  to  the  granting  thereof,  but  stated  that 
they  wished  their  opposition  to  the  position  of  the  carriers,  and  tiieir 
objections  and  arguments  in  support  thereof  made  at  the  former 
hearing,  to  be  understood  as  applying  with  equal  force  to  the  con- 
tentions of  petitioner. 

Following  the  former  report  in  this  case,  and  upon  the  whole  rec- 
ord, we  are  of  opinion  and  find  that  the  increases  in  standard  pas- 
senger fares  and  excess-baggage  charges  made  by  the  respondent 
steam  railroads  under  the  authority  granted  in  Ex  Parte  74,  and 
now  in  effect,  and  the  corresponding  increases  made  by  the  petitioner, 
and  now  in  effect,  within  the  mountain-Pacific  group,  result  in  rea- 
sonable passenger  fares  and  excess-baggage  charges  for  interstate 
traffic  witlmr  that  group,  and  that  the  failure  of  the  petitioner  to 
increase  its  standard  intrastate  passenger  fares  and  excess-baggage 
charges  correspondingly  within  the  state  of  Montana  has  resnlted 
and  win  result  in  intrastate  fiures  and  charges  lower  than  the  oorre- 
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sponding  interstate  fares  and  charges/  in  undue  prejudice  to  pas- 
sengers traveling  in  interstate  commerce  within  the  state  of  Mon- 
tana, and  between  points  in  the  state  of  Montana  and  points  in  other 
states ;  in  imdue  preference  of,  and  advantage  to,  passengers  travel- 
ing intrastate  within  the  state  of  Montana ;  and  in  unjust  discrimi- 
nation against  interstate  commerce. 

We  further  find  that  said  undue  prejudice  and  preference  and 
iinjust  discrimination  can  and  should  be  removed  by  making  in- 
creases in  said  standard  intrastate  passenger  fares  and  excess-baggage 
charges  which  will  correspond  with  the  inoreases  heretofore  made 
by  said  respondents  as  aforesaid,  and  now  in  effect,  in  standard  inter- 
stote  passenger  fares  and  excess-baggage  charges. 

We  further  find  that,  whether  the  aforesaid  passenger  fares  and 
excess-baggage  charges  of  the  petitioner  pertain  to  transportation 
in  interstate  commerce  or  to  tranqK)rtation  in  intrastate  commerce, 
the  transportation  services  in  each  instance  are  performed  by  peti- 
tioner under  substantially  similar  circumstances  and  conditions. 
Tariffs  may  be  made  effective  on  not  less  than  five  days^  notice. 

These  findings  are  without  prejudice  to  the  rights  of  the  authori- 
ties of  the  state  of  Montana,  or  any  other  interested  party,  to  apply 
in  the  proper  manner  for  a  modification  of  our  findings  and  order 
as  to  any  specific  intrastate  fare  or  charge  on  the  ground  that  the 
latter  is  not  related  to  the  interstate  fares  and  charges  in  such  a 
way  as  to -contravene  the  provisions  of  the  interstate  commerce  act 
An  appropriate  order  will  be  entered. 
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No.  1908& 
NORTH  DAKOTA  RATES,  FARES,  AND  CHARGES. 

IN  THE  MATTER  OF  INTRASTATE  RATES,  FARES,  AND 
CHARGES  OF  THE  CHICAGO,  MILWAUKEE  &  ST. 
PAUL  RAILWAY  COMPANY  AND  OTHER  CARRIERS  IN 
THE  STATE  OF  NORTH  DAKOTA. 


Submitted  ApHf  Z2,  1921.    Decided  May  S,  19Z1, 


Certain  rates,  fares,  and  charges  reqolQsd  by  state  authority  to  be  maintained 
by  respondents  within  the  state  of  North  Dakota  found  to  be  lower  tlian 
the  corresponding  Interstate  rates,  fares,  and  charges  authorized  by  In- 
creased Rates,  1920,  58  I.  O.  C,  220,  and  to  be  unduly  prejudicial  to  inter- 
state passengers  and  shippers,  unduly  preferential  of  Intrastate  passengers 
and  shippers,  and  unjustly  discriminatory  against  Interstate  commerce. 

WUlia/m  Lemke  and  Karl  Knox  Gartner  for  state  of  North  Dakota 
and  Board  of  Railroad  Commissioners  of  North  Dakota. 

B.  TT.  Scandrett^  B.  J,  Hagman^  and  A.  B.  Lossow  for  respondents. 

Z>.  L.  Kelley  for  state  of  South  Dakota  and  Board  of  Railroad 
Commissioners  of  South  Dakota. 

John  E.  Benton  for  National  Association  of  Railway  and  Utilities 
Commissioners. 

Report  of  the  Commissiok. 

Hall,  Commissioner: 

In  Ex  Parte  74,  Increased  Rates^  19iO,  68  I.  C.  C,  220,  we  author- 
ized increases  in  rates,  fares,  and  charges  to  be  made  by  all  steam 
railroads  subject  to  our  jurisdiction  in  the  group  which  serves  the 
state  of  North  Dakota.  These  increases  within  that  group,  desig- 
nated by  us  as  the  western  group,  were  35  per  cent  in  freight  rates; 
20  per  cent  in  passenger  fares  and  charges,  excess-baggage  charges, 
and  rates  on  milk  and  creain;  and  a  surcharge  upon  passengers  in 
sleeping  and  parlor  cars,  amounting  to  50  per  cent  of  the  charge  for 
space  in  such  cars,  to  accrue  to  the  rail  carriers.  Increased  inter- 
state rates,  fares,  and  charges  pursuant  thereto  were  established,  most 
of  them  effective  on  August  26,  1920. 

Prior  to  our  decision  in  Increased  Rates^  19B0^  supra,  the  steam 
railroads  operating  in  the  state  of  North  Dakota  had  applied  to  the 
Board  of  Railroad  Commissionei8  of  that  slate,  hereinafter  referred 
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to  as  the  North  Dakota  or  the  state  commission,  for  permission  to 
make  increases  in  their  intrltstate  rates,  fares,  and  charges  similar  to 
those  which  should  be  authorized  by  us  on  interstate  traffic.  Subse- 
quent to  our  decision  hearing  was  held  by  the  North  Dakota  commis- 
sion, which  had  before  it  all  the  evidence  in  Ex  Parte  74.  A  report 
and  order  was  promulgated  under  date  of  August  24, 1920,  granting 
the  carriers'  application  except  as  to  rates  on  milk  and  cream,  but 
denying  them  authority  to  make  effective  the  Pullman  surcharge. 
Increased  intrastate  rates,  fares,  and  charges  pursuant  thereto  were 
established  effective  September  1^  1920. 

On  September  3,  1920,  suit  was  brought  in  the  supreme  court  of 
the  state  of  North  Dakota  to  enjoin  the  carriers  from  continuing  to 
coUeet  these  increased  rates,  fares,  and  charges  on  the  ground  that 
the  order  of  August  24  was  null  and  void  because  it  had  only  been 
approved  by  one  of  the  commissioners.  The  court  upheld  this  con- 
tention and  by  order  of  September  21  enjoined  the  carriers  from  col- 
lecting the  increased  intrastate  rates,  fares,  and  charges  and  directed 
them  to  refund  amoimts  collected  in  excess  of  the  intrastate  rates, 
fares,  and  charges  in  effect  prior  to  September  1. 

On  September  21,  1920,  the  state  commission  made  a  report  and 
order  substantially  similar  to  those  of  August  24  but  remedying  the 
irregularities  pointed  out  by  the  court.  The  carriers  again  filed 
tariffs  embodying  the  increases  authorized  to  become  effective  Sep- 
tember 26,  1920,  but  before  that  date  were  served  with  a  further 
order  by  the  same  court  in  the  same  case  which  restrained  them  from 
collecting  the  increased  rates,  fares,  and  charges  authorized  by  the 
state  commission  on  September  21.  Qn  October  1  the  court  directed 
the  state  commission  to  hold  a  further  hearing  on  the  carriers'  ap- 
plication and  continued  the  restraining  order  in  effect  pending  such 
further  hearing.  This  was  had  in  December,  and  on  December  14, 
1920,  the  state  commission  entered  an  order  and  finding  denying  the 
carriers'  application  in  its  entirety. 

Thereafter  certain  carriers  by  steam  railroads  operating  in  North 
Dakota  filed  with  us  a  petition  in  their  own  behalf,  and  on  behalf 
of  all  steam  railroads  engaged  in  intrastate  and  interstate  trans- 
portation in  that  state,  for  relief  under  section  13  of  the  interstate 
commerce  act.  This  proceeding,  to  which  all  steam  railroads  sub- 
ject to  our  jurisdiction  in  the  state  of  North  Dakota  have  been  made 
parties  respondent,  was  then  instituted  on  our  own  motion.  The 
record  in  Ex  Parte  74  has  been  made  part  of  the  record  in  this  case. 
At  the  hearing  counsel  for  the  state  noted  exceptions  to  several 
rulings  made  by  the  examiner.  We  have  reviewed  these  rulings  and 
they  are  severally  affirmed. 
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Bespondents  Chicago  &  North  Western  Railway;  Chicago,  Mil- 
waukee &  St.  Paul  Railway ;  Great  Northern  Railway ;  Minneapolis, 
St.  Paul  &  Sault  Ste.  Marie  Railway;  Northern  Pacific  Railway; 
Farmers'  Grain.  &' Shipping  Company;  and  Midland  Continental 
Railroad  are  engaged  in  interstate  and  intrastate  transportation  of 
passengers  and  freight  in  North  Dakota. 

I.    PASSENGEB    FABES. 

From  July  1,  1907,  until  June  10,  1918,  the  intrastate  and  inter- 
state passenger  fares  were  alike  based  on  2.5  cents  per  mile.  The 
intrastate  basis  was  prescribed  by  chapter  199,  Laws  of  North  Da- 
kota for  1907.  On  June  10,  1918,  under  general  order  No.  28  of 
the  Director  General  of  Railroads,  the  basis  for  intrastate  and  in- 
terstate passenger  fares  alike  was  increased  to  8  cents.  The  basis 
is  now  3  cents  intrastate  and  3.6  cents  interstate.  This  latter  ap- 
plies both  intrastate  and  interstate  in  South  Dakota,  Minnesota,  and 
Montana.  The' North  Dakota  commission  in  its  reports  of  August 
24  and  September  21  found : 

As  to  passenger  fares  and  baggage  rates,  the  Commission  is  of  ttie  opinion 
tliat  any  departures  from  the  percentage  rate  of  increase  estabiislied  by  the 
Interstate  Commerce  Commission  for  western  classification  *  territory  would 
obviously  be  discriminatory  and  that  the  increases  of  20  per  cent  for  such 
services  should  be  granted  by  this  Commission. 

The  record  before  us  amply  warrants  a  similar  finding.  There 
are  no  traffic  or  transportation  conditions  in  the  state  of  North 
Dakota  which  justify  a  lower  basis  of  fares  for  intrastate  transpor- 
tation than  for  interstate.  The  five  respondents  first  above  named 
introduced  exhibits  which  indicate  that  if  the  present  intrastate  fares 
are  continued  for  one  year,  and  if  the  intrastate  traffic  during  that 
year  is  the  same  as  in  the  year  ended  November  30,  1920,  the  direct 
loss  of  revenue  through  failure  to  secure  the  20  per  cent  increase  in 
intrastate  fares  will  approximate  $800,000.  During  the  period  men- 
tioned the  intrastate  passenger  revenue  exceeded  the  intrastate 
freight  revenue. 

The  evidence  as  to  passenger  fares  is  the  same  in  nature  and  of  like 
import  as  that  considered  by  us  in  other  state  cases,  particularly 
Mirmesota  Fares  and  Cfiarges^  59  I.  C.  C,  502,  and  need  not  be  de- 
tailed here. 

Counsel  for  the  state  lays  stress  upon  the  fact  that  the  Northern 
Pacific  and  Great  Northern  have  many  branch  lines  in  North  Dakota 
on  which  local  passenger  trains  are  operated  which  do  not  cross  any 
state  line.  Passengers  thereon  going  to  destinations  beyond  the  state 
line  must,  of  course,  change  to  a  through  train  at  the  junction  point 
CSounsel  contends  that  even  though  the  passenger  is  traveling  on  a 
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tlirough  ticket  from  a  point  of  origin  in  the  state  to  a  final  destination 
in  another  state  he  is  traveling  in  intrastate  commerce  while  on  the 
branch  line  and  that  no  unjust  discrimination  against  interstate  com- 
merce can  result  in  his  case  because  there  is  no  interstate  traffic  on 
^e  branch-line  train.  The  contrary  is  so  well  settled  that  the  con- 
tention is  mentioned  without  further  comment. 

What  has  been  said  with  reference  to  passenger  fares  applies  with 
equal  force  to  the  surcharge  for  space  in  Pullman  or  parlor  cars 
and  to  the  excess-baggage  charges.  The  five  respondents  referred 
to  estimate  that  their  loss  of  revenue  on  intrastate  traffic  due  to  fail- 
ure to  secure  the  surcharge  and  the  increases  on  excess-baggage 
charges  would  approximate  $17,000  and  $8,000,  respectively,  based 
on  the  traffic  for  the  year  ended  November  30, 1920. 

The  record  does  not  warrant  a  finding  as  to  the  relationship  of 
intrastate  and .  interstate  commutation  or  other  multiple  forms  of 
tickets;  excursion,  convention,  or  other  fares  for  special  occasions; 
dub-car  charges;  or  rates  on  milk  and  cream. 

n.  FREIGHT  RATES. 

For  many  years  prior  to  federal  control  the  intrastate  class  and 
commodity  rates  in  North  Dakota  were  on  the  same  level  as  the  inter- 
state class  and  commodity  rates  generally  applicable  on  traffic  be- 
tween North  Dakota  and  Minnesota,  and  between  North  Dakota  and 
South  Dakota  east  of  the  Missouri  Kiver.  Under  general  order  No. 
28  interstate  and  intrastate  rates  were  increased  alike. 

During  federal  control  the  North  Dakota  legislature  enacted  in 
chapter  194,  Laws  of  North  Dakota  for  1919,  a  maximum  freight- 
rate  law  which  covers  all  classes  and  commodities  and  prescribes  rates 
materially  lower  than  those  initiated  by  the  President  under  general 
order  No.  28.  This  action  of  the  President  in  so  far  as  it  related  to 
North  Dakota  intrastate  rates  was  upheld  by  the  United  States  Su- 
preme Court  in  Narthsm  Pac.  By.  Co.  v.  North  Dakota^  250  U.  S., 
135.  At  the  present  time  the  rates  initiated  by  the  President  are  in 
effect  intrastate  in  North  Dakota  while  the  interstate  rates  are  on  a 
'  basis  approximately  85  per  cent  higher.  On  April  5  the  North 
Dakota  commission  entered  an  order  declaring  the  present  intrastate 
rates  to  be  the  legal  rates. 

Prior  to  1913  the  intrastate  class  and  commodity  rates  in  Minne- 
sota were  generally  on  the  same  basis  as  those  in  North  Dakota, 
which,  in  turn,  as  we  have  seen,  were  on  the  same  basis  as  the  rates 
between  the  two  states.  The  principal  exceptions  to  this  general 
statement  are  that  lower  so-called  distributing  or  terminal  rates  were 
in  effect  in  Minnesota  between  jobbing  centers ;  also  between  North 
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I>akota  points,  on  the  one  hfuxd,  and  the  twin  cities  and  Duluth.  In 
1913,  following  the  Minnesota  Bate  Cases,  280  U.  S.,  352,  the  carrim 
established  intrastate  rates  in  Minnesota  which  had  been  preecribed 
by  the  Minnesota  legislature  and  commission  and  which,  as  the 
Supreme  Court  held,  had  not  been  shown  to  be  confiscatory.  Neces- 
sarily some  changes  were  made  at  the  same  time  in  rates  between 
North  Dakota  and  Minnesota  points,  but  apparently  this  revisi<Hi 
did  not  extend  to  points  in  North  Dakota  more  than  100  miles  wefit 
of  the  dividing  state  line. 

No  corresponding  or  other  changes  of  consequence  were  made  in 
the  North  Dakota  rates,  except  cm  lignite  coal,  until  those  of  June 
25,  1918,  under  general  order  No.  28.  In  1920  the  interstate  rates 
between  North  Dakota,  Minnesota,  and  South  Dakota  were  increased 
by  35  per  cent  following  Ex  Parte  74.  lake  increase  has  been  made 
generally  in  intrastate  rates  within  Minnesota  and  South  Dakota. 

The  five  respondents  first  named  estimate  that  their  failure  to 
secure  the  35  per  cent  increase  in  intrastate  freight  rates  will  result 
in  annual  loss  of  approximately  $1,025,000,  based  on  traffic  for  the 
year  ended  November  30, 1920. 

The  principal  products  of  North  Dakota  are  grain,  live  stock,  and 
lignite  coal.  Grain  and  live  stock  move  mainly  to  interstate  destina- 
tions. Lignite  coal  constitutes  from  50  to  60  per  cent  of  the  intra- 
state freight  traffic  of  respondents.  It  also  moves  in  substantial 
volume  to  interstate  destinations,  and  it  competes  with  coal  moving 
from  the  head  of  the  lakes. 

In  1907  the  North  Dakota  legislature  prescribed  certain  maximum 
intrastate  rates  on  lignite.  After  protracted  litigation  these  rates 
were  held  to  be  confiscatory  by  the  Supreme  Court  of  the  United 
States  on  March  8, 1915,  in  Nor.  Pac.  Ry.  v.  North  Dakota,  236  U.  S., 
585.  Following  that  decision  a  so-called  compromise  scale  was  made 
effective  for  intrastate  and  interstate  application  and  remained  in 
effect  until  increased  on  June  25,  1918,  under  general  order  No.  28. 
Upon  representations  thereafter  made  that  because  of  shortage  of 
coal  at  the  head  of  the  lakes  some  action  to  encourage  greater  dis- 
tribution of  North  Dakota  lignite  was  necessary,  the  President  on. 
November  20,  1918,  initiated  through  the  Director  General  a  new 
scale  of  rates  which  was  considerably  lower  than  the  scale  then  in 
effect.  These  rates  for  interstate  application  to  points  in  Minne- 
sota and  South  Dakota  have  been  increased  35  per  cent  under  Ex 
Parte  74.  No  increase  has  been  made  in  the  intrastate  rates.  The 
following  comparison  of  North  Dakota  lignite  coal  rates  is  illus- 
trative.   Rates  are  stated  in  cents  per  ton  of  2,000  pounds. 
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Sates  of  1907. 

Present  interstate 
rates. 

Present  intrastate 
mtes.i 

Distance. 

Rates  as 
seabed.* 

Rates  if 

in- 
creased.* 

Single 
line. 

Joint 
Une. 

Single 
line. 

JtAni 
line. 

MQt$, 
10 

Ctnt9. 

SO 

38 

46 

53 

61 

68 

76 

86 

95 

101 

106 

119 

131 

li4 

CepU. 

81 

94.5 
108 
121.6 
135 
185 
148.5 
175.5 
189 
302.5 

3(e.5 

316 
243 
3515 

Oenit, 
67.5 
67.5 
81 
94.5 

108 

121.5 

135 

148.5 

148.5 

175.5 

189 

202.5 

229.5 

343 

CenU, 

81 

81 
106 
131.5 
135 
135 
148.5 
175.6 
189 
203.5 
302.5 
229.5 
243 
256.5 

Centf. 
50 
50 
60 
70 
80 
90 
100 

no 
no 

130 
140 
150 
170 
180 

Cent*. 
60 

35 

60 

60 

80 

75 

90 

100 

100 

135 

100 

150 

UO 

175 

180 

200 

140 

S26 

150 

260 

UO 

100 

no 

850 

180 

400 

190 

1  Established  by  the  Director  Qeneral  on  Not.  20, 1918. 
1 8ln|b4lne  rates  held  conftocatorv  by  United  States  Sapieme  Court, 
wen  based  on  continuous  mileage  plus  82.50  per  car. 
•Amount  of  these  confiscatory  rates  if  increased  under  general  ordcf  No.  96  and 


Bates  over 


two  or  mere 
BtftaTC 


Afi  stated  before,  the  distributing  or  terminal  rates  between  North 
Dakota  points  and  Minnesota  terminals  such  as  St.  Paul,  Minne- 
apolis, and  Duluth  are  lower  than  the  distance  class  and  commodity 
rates  applying  generally  between  points  in  the  two  states. 

Bespondents  say  that  these  lower  rates  are  not  fairly  comparable 
with  the  local  intrastate  rates  in  North  Dakota  because  they  are  not 
made  on  a  distance  basis  but  are  the  result  of  many  influences,  in- 
cluding short-line  competition,  competition  between  the  three  cities 
named,  the  relatively  greater  volume  of  movement,  and  the  longer 
hauls.  The  average  haul  on  intrastate  traffic  in  North  Dakota  is  said 
to  be  less  than  half  of  the  distance  between  Minneapolis  and  the 
North  Dakota-Minnesota  state  line.  Other  considerations  have  af- 
fected particular  rates.  Thus  the  eastbound  rates  on  grain  to  the 
terminals  are  relatively  low  and  are  aflfected  by  Canadian  competi- 
tion.  Investigation  of  Advances  in  Bates  on  Grain^  21 1.  C.  C,  22, 34. 

The  bulk  of  the  traffic  between  the  two  states  moves  on  the  so- 
called  terminal  rates,  as  the  grain  and  live  stock  from  North  Dakota 
are  for  the  most  part  shipped  to  St.  Paul  and  Minneapolis,  The 
intrastate  movement  of  grain  is  negligible  in  comparison,  but  live 
stock  moves  intrastate  in  considerable  volume  to  recently  established 
packing  plants  at  Haggart  and  Grand  Forks.  The  record  shows  a 
substantial  movement  under  the  distance  rates  between  Minnesota 
and  North  Dakota  points.  For  instance,  during  three  months  in 
1920  the  Great  Northern  handled  over  800,000  pounds  of  merchan- 
dise to  North  Dakota  points  from  Fergus  Falls,  Crookston,  and 
Moorhead,  Minn.,  and  during  six  months  in  1920  the  Soo  line  han- 
dled over  400,000  pounds  from  Thief  River  Falls,  Minn.    All  these 
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Minnesota  towns  are  in  competition  for  North  Dakota  businees,  and 
their  rates  are  on  a  basis  35  per  cent  higher  than  those  available  to 
their  competitors  in  North  Dakota. 

As  an  instance  of  discrimination  against  interstate  commerce  it 
was  shown  that  merchants  at  Moorhead  and  East  Grand  Forics, 
Minn.,  are  draying  their  shipments  for  North  Dakota  destinations 
to  Fargo  and  Grand  Forks,  N.  Dak.,  respectively.  During  the  first 
two  weeks  in  February,  1921, 125  shipments  were  drayed  from  Moor- 
head to  Fargo  and  then  shipped  from  Fargo  over  the  Northern 
Pacific  to  points  in  North  Dakota,  and  during  the  same  period  33 
shipments,  consisting  of  210  packages,  were  drayed  from  East  Grand 
Forks  to  Grand  Forks  and  then  shipped  to  North  Dakota  destina- 
tions at  the  lower  intrastate  rates.  ,  As  the  Minnesota  intrastate  rates 
are  also  on  a  lower  level  than  the  interstate  rates,  merchants  at  Fargo 
are  likewise  draying  from  and  to  Moorhead  their  inbound  and  out- 
bound shipments  from  and  to  Minnesota  points. 

The  record  contains  illustrations  of  the  manner  in  which  the 
through  interstate  rates  can  be  defeated  by  forwarding  to  a  North 
Dakota  point,  taking  delivery,  and  reshipping.  This  is  not  alwa3r8 
practicable,  but  on  some  commodities  it  could  be  done  with  some 

saving. 

Eespondents  compared  the  present  interstate  class  rates  between 
North  Dakota  and  Minnesota  with  the  interstate  distance  scales  in 
eflfect  between  many  other  states.  The  Minnesota-North  Dakota 
scale  is  lower  in  some  instances  and  higher  in  others  than  that  apply- 
ing between  Minnesota  and  Iowa.  It  was  explained  that,  considering 
traffic  conditions,  the  rates  between  Minnesota  and  Iowa  should  be 
lower  than  between  Minnesota  and  North  Dakota,  as  southern  Min- 
nesota and  Iowa  are  much  more  densely  populated  than  northern  Min- 
nesota and  North  Dakota.  It  is  further  shown  that  the  traffic  den- 
sity of  the  Great  Northern,  Northern  Pacific,  and  Soo  lines  was  ap- 
proximately twice  as  great  in  Minnesota  as  in  North  Dakota.  The 
Minnesota-North  Dakota  scale  is  lower  for  shorter  distances  and  a 
little  higher  for  longer  distances  than  the  scale  prescribed  by  us  in 
TJie  Missouri  River-Nehraska  Cases^  40  I.  C.  C,  201.  Many  other 
comparisons  submitted  have  been  considered  but  need  not  be  detailed 
here. 

On  behalf  of  the  state  evidence  was  submitted  to  show  the  disad- 
vantage of  North  Dakota  towns  on  account  of  the  difference  in  level 
between  the  interstate  rates  and  the  Minnesota  intrastate  rates.  In 
considering  a  similar  contention  in  Indiana  RateSj  Fares^  and  Chargesj 
60  I.  C.  C,  337,  342,  we  said : 

It  should  be  borne  in  mind  that  this  case  involves  the  relation  betwe^  inter- 
state and  intrastate  rates  rather  than  the  relation  between  the  intrastate  rates 
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In  two  different  states.  If  the  rates  in  some  state  other  than  Indiana  are  too 
low  as  compared  with  those  in  Indiana,  the  situation  should  not  be  corrected 
by  interference  with  interstate  traffic.  The  difficulty  can  be  cured  by  proceed- 
ing against  the  unduly  low  rate  in  the  other  state  on  the  ground  that  it  is  a 
discrimination  against  interstate  and  foreign  commerce. 

The  state  contends  that  it  is  entitled  to  the  same  basis  of  rates  as 
that  now  in  effect  intrastate  in  Minnesota.  It  contends  that  the 
Supreme  Court  approved  these  rates  in  1913  and  that  this  should 
be  a  conclusive  test  of  the  reasonableness  of  the  general  level  of  the 
present  intrastate  North  Dakota  rates.  A  somewhat  similar  conten- 
tion was  advanced  in  Trier  v.  (7.,  St  P.,  M.  <k  0.  Ry.  Co,^  30  I.  C.  C. 
852,  where  we  said: 

That  decision  [Minnesota  Rate  Cases,  supra]  held,  in  the  cases  of  the  North- 
em  Pacific  and  Great  Northern  companies,  **  that  the  proof  is  insufficient  to 
Justify  the  finding  that  the  rates  were  confiscatory  ♦  ♦  ♦.'*  For  this  rea- 
son the  court  dismissed  the  bUl  of  the  Northern  Pacific  Railway  (Company 
without  prejudice. 

#  *  •       '  *  *  m  m 

In  the  instant  case  the  Commission  is  aslced  to  accept  as  a  sufficient  deter- 
minant of  the  injustice  and  unreasonableness  of  an  interstate  fare  the  single 
fact  that  a  lower  rate  per  mile  as  applicable  to  the  traffic  wholly  within  one 
state  partly  traversed  in  making  said  Journey  has  been  judicially  upheld  by 
tlie  Supreme  Ck>urt  The  finding  of  that  body  was  merely  that  the  2-cent 
fare  per  mile  for  intrastate  Minnesota  transportation  had  not  l>een  proved 
confiscatory  and  therefore  was  not  unconstitutional.  A  rate  or  fare  that  is 
merely  nonconfiscatory  may  fall  short  of  one  which  is  entirely  just  and  rea- 
sonable. Ck>mplainant  rests  his  whole  charge  that  the  interstate  fares  col- 
lected are  unjust  and  unreasonable  on  the  ground  that  2-cent  per  mile  rate  scale 
in  one  of  the  states  traversed  had  not  been  shown,  as  far  as  intrastate  busi- 
ness is  concerned,  to  have  been  confiscatory.  This  is  one  fact,  but  only  one 
fact,  bearing  upon  the  matter  of  justice  and  reasonableness. 

The  state  submitted  exhibits  comparing  the  investment  and  ex- 
penses per  mile  of  road  of  the  North  Dakota  lines  with  the  invest- 
ment and  expenses  per  mile  of  road  of  185  roads  in  western  classifica- 
tion territory.  The  statistics  for  North  Dakota  are  said  to  be  taken 
from  reports  of  the  carriers  to  the  North  Dakota  commission  and 
necessarily  are  allocated  on  a  somewhat  arbitrary  basis.  They  are 
of  very  doubtful  probative  value  in  the  absence  of  any  further  ex- 
planation. 

Valuation  figures,  taken  from  the  record  before.the  North  Dakota 
commission,  were  also  submitted  by  which  the  state  seeks  to  estab- 
lish that  respondents  are  earning  considerably  in  excess  of  6  per  cent 
on  the  value  of  their  North  Dakota  property.  In  view  of  what  we 
have  said  in  the  niinois^  Nebraska^  and  Nevada  Caaes^  69  I.  C.  C, 
860;  60  I.  C.  C,  306;  ib.  623,  of  similar  attempts  to  make  a  separate 
rate  group  of  each  state  we  need  not  detail  this  evidence  or  point  out 
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the  many  errors  and  false  bases  on  which  the  conclusion  rests.  It  is 
perhaps  worthy  of  note  that  in  1919  the  Northern  Pacific  paid  taxes 
on  an  assessed  valuation  of  approximately  $82,000,000  in  North 
Dakota,  and  that  in  these  exhibits  tiie  state  uses  a  valuation  for  the 
Northern  Pacific  of  $69,353,644.  In  referring  to  the  valuation  fig- 
ures before  it  the  state  commission  in  its  report  of  September  21, 
1920,  expressed  the  opinion  that  none  of  the  figures  reflected  a  cor- 
rect valuation  of  the  various  properties. 

Upon  brief  and  argument  it  is  contended  that  in  Ex  Parte  74  we 
did  not  follow  the  requirements  of  section  15a  of  the  interstate  com- 
merce act  in  two  particulars:  (1)  We  did  not  ascertain  the  valua- 
tion according  to  the  law  of  the  land,  and  section  19a  is  said  to  be 
the  law  of  the  land  for  arriving  at  the  value  of  carrier  property 
for  rate-making  purposes:  (2)  we  failed  to  fix  the  value  for  the 
mountain-Pacific  and  western  groups  separately. 

It  is  also  contended  that  the  increases  authorized  were  btsed  upon 
erroneous  calculations  of  the  carriers'  needs,  which  are  set  forth  on 
pages  237-239  of  our  report  in  Increased  Rates,  1920,  supra.  Coun- 
sel seems  to  be  under  the  impression  that  we  were  there  dealing  with 
the  carriers  in  the  western  group  as  fixed  by  us.  That  we  wece 
dealing  with  the  western  classification  territory  as  a  whole  plainly 
appears  on  page  226  where  we  said : 

The  grouping  herein  approved  differs  somewhat  from  that  proposed  by  the 
carriers,  and,  inasmuch  as  the  record  deals  principally  with  the  three  major 
groups,  it  will  be  advisable  to  deal  with  the  evidence  as  presented.  In  analyz- 
ing the  results  of  operation  for  the  various  groups  of  carriers  for  the  construe- 
tlve  year  devised  by  them,  and  for  the  first  four  months  of  19i20,  we  shaU  group 
the  carriers  as  they  were  grouped  in  the  applications  filed  in  this  proceeding. 

It  is  a  matter  of  common  knowledge  that  even  under  the  increases 
authorized  the  carriers  are  not  earning  the  contemplated  revenues. 
But  in  any  event  our  findings  in  Ex  Parte  74  are  not  open  to  attack 
in  a  collateral  proceeding  such  as  this. 

It  is  also  urged  that  as  the  intrastate  traffic  of  the  Chicago  &  North 

Western  and  the  Chicago,  Milwaukee  &  St.  Paul  is  relatively  small  as 

compared  with  the  traffic  of  their  entire  systems  a  finding  of  unjust 

discrimination  can  not  be  made  as  to  them.   In  other  words,  volume  of 

traffic  is  made  the  test  of  unjust  discrimination.    These  carriers  have 

joined  in  the  petition  filed  under  section  13  of  the  interstate  commerce 

act,  pursuant  to  which  we  have  instituted  this  investigation.    The 

issues  thus  raised  must  be  determined  by  us,  and  in  doing  so  we  must 

apply  the  same  principles  to  them  as  to  the  other  respondents,  who, 

on  account  of  having  greater  mileage  in  the  state,  handle  a  much 

greater  volume  of  traffic.   There  is  certainly  nothing  in  this  record  to 

justify  a  finding  that  intrastate  passengers  and  shippers  in  North 
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I>alH>i&^  who  may  be  served  by  the  two  respondents  named  should 
enjoy  lower  rates,  fares,  and  charges  than  interstate  passengers  and 
shippers  over  the  same  lines,  or  intrastate  and  interstate  passengers 
and  tappers  oyer  die  lines  of  the  other  req>ondents  in  the  state. 

FINDINGS. 

Following  the  Nev)  Yorh^  Illinois^  and  Wisconsin  Cases^  59 1.  C.  C, 
290;  ib.  350;  ib.  391,  and  upon  this  record,  subject  to  the  exception 
above  noted  in  respect  to  commutation  or  other  multiple  forms  of 
tickets,  excursion,  convention,  or  other  fares  for  special  occasions, 
and  club-car  charges,  we  are  of  opinion  and  find  that  the  increases 
made  by  the  respondent  steam  railroads  under  Ex  Parte  74,  relating 
to  passenger  fares  and  excess-baggage  charges,  and  now  in  effect, 
result  in  reasonable  passenger  fares  and  excess-baggage  charges  for 
interstate  transpoi-tation  and  that  the  failure  of  said  respondents  to 
increase  the  standard  intrastate  fares  and  excess-baggage  charges  ac- 
cordingly within  the  state  of  North  Dakota  has  resulted  and  will 
result  in  intrastate  fares  and  excess-baggage  charges  lower  than  the 
corresponding  interstate  fares  and  excess-baggage  charges,  in  undue 
prejudice  to  persons  traveling  in  interstate  commerce  within  the  state 
of  North  Dakota  and  between  points  in  the  state  of  North  Dakota 
and  points  in  other  states,  in  undue  preference  of  and  advantage  to 
persons  traveling  intrastate  in  North  Dakota,  and  in  unjust  dis- 
crimination against  interstate  commerce. 

We  further  find  that  said  undue  prejudice,  undue  preference  and 
advantage,  and  unjust  discrimination  can  and  should  be  removed  by 
making  increases  in  said  intrastate  passenger  fares  and  excess-bag- 
gage charges  which  shall  correspond  with  the  increases  heretofore 
made  by  said  respondents  as  aforesaid  under  Ex  Parte  74,  and  now 
in  effect,  in  their  interstate  passenger  fares  and  excess-baggage 
charges  within  that  group. 

We  further  find  that  the  surcharges  made  by  said  respondent 
steam  railroads  under  Ex  Parte  74  and  now  in  effect  upon  passengers 
in  sleeping  and  parlor  cars  result  in  reasonable  charges  upon  pas- 
sengers so  traveling  in  interstate  commerce,  and  that  the  failure  of 
said  respondents  to  make  corresponding  surcharges  upon  passengers 
80  traveling  in  intrastate  commerce  within  the  state  of  North  Dakota 
has  resulted  and  will  result  in  intrastate  charges  lower  than  the  cor- 
responding interstate  charges,  in  undue  prejudice  to  persons  so  trav- 
eling in  interstate  commerce  within  the  state  of  North  Dakota  and 
between  points  in  the  state  of  North  Dakota  and  points  in  other 
states,  in  undue  preference  of  and  advantage  to  persons  so  traveling 
intrastate  in  North  Dakota,  and  in  unjust  discrimination  against  in- 
terstate commerce. 
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We  further  find  that  said  undue  prejudice,  undue  preference  and 
advantage,  and  unjust  discrimination  can  and  should  be  removed  by 
making  surcharges  upon  passengers  so  traveling  in  intrastate  com- 
merce which  shall  correspond  with  the  surcharges  heretofore  made 
As  aforesaid  under  Ex  Parte  74,  and  now  in  eflfect,  upon  passengers  so 
traveling  in  interstate  commerce. 

We  further  find,  subject  to  the  exception  above  noted  with  respect 
to  rates  on  milk  and  cream,  that  the  increases  made  by  the  respondent 
steam  railroads  relating  to  freight  rates  and  charges  under  Ex  Parte 
74  and  now  in  effect  result  in  reasonable  rates  and  charges  for  inter- 
state transportation,  and  that  the  failure  of  said  respondents  to  cor- 
respondingly increase  their  rates  and  charges  for  intrastate  trans- 
portation within  the  state  of  North  Dakota  has  resulted  and  i^vill 
result  in  intrastate  rates  and  charges  lower  than  the  corresponding 
rates  and  charges  maintained  on  interstate  traffic  within  the  state  of 
North  Dakota,  and  between  points  in  the  state  of  North  Dakota  and 
points  in  other  states,  in  undue  preference  of  and  advantage  to  ship- 
pers of  intrastate  traffic  within  the  state  of  North  Dakota,  in  undue 
prejudice  to  shippers  of  interstate  traffic,  and  in  unjust  discrimination 
against  interstate  commerce. 

We  further  find  that  said  undue  preference,  undue  advantage  and 
prejudice,  and  unjust  discrimination  can  and  should  be  removed  by 
making  increases  in  said  intrastate  rates  and  charges  as  in  effect  July 
29,  1920,  which  shall  correspond  with  the  increases  heretofore  made 
by  said  respondents  as  aforesaid  under  Ex  Parte  74  and  now  in 
effect  in  their  interstate  rates  and  charges. 

We  further  find  that,  whether  the  aforesaid  passenger  fares,  ex- 
cess-baggage charges,  surcharges,  or  freight  rates  and  charges  per- 
tain to  transportation  in  interstate  commerce  or  to  transportation 
in  intrastate  commerce,  the  transportation  services  in  each  instance 
are  performed  by  the  carriers  under  substantially  similar  circum- 
stances and  conditions.  Tariffs  may  be  made  effective  on  not  less 
than  five  days^  notice. 

The  above  findings  are  abundantly  supported  by  the  record,  but 
are  without  prejudice  to  the  right  of  the  authorities  of  the  state  of 
North  Dakota  or  of  any  other  party  in  interest  to  apply  in  the 
proper  manner  for  a  modification  of  our  ^dings  and  order  as  to  any 
specified  intrastate  rates,  fares,  or  charges  on  the  groimd  that  the 
latter  are  not  related  to  the  interstate  rates,  fares,  or  charges  in 
such  a  way  as  to  contravene  the  provisions  of  the  interstate  commerce 
act. 

An  appropriate  order  will  be  entered. 

Easticak,  ConwvUsionery  dissents. 
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No.  11172. 

RUTHEEFOEDBEEDE  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  CHICAGO,  BURLING- 
TON &  QUINCY  RAILROAD  COMPANY,  ET  AL. 


Submitted  October  22,  1920.    Decided  March  3,  1921. 


Defendant's  failure  to  equip  refrigerator  cars  with  temporary  false  floors  for 
tranq;)ortation  of  potatoes,  in  carloads,  under  carriers*  protective  service 
against  freezing,  from  Quamba,  Minn.,  to  interstate  destinations,  found  not 
in  violation  of  the  statutes  cited.    (Complaint  dismissed. 

O.  W.  Tong  for  complainants. 

John  F.  Finerty  and  F.  G.  Dorety  for  defendants. 

Report  of  the  Commission. 
Division  3,  Commissioners  Hall,  Eastman,  and  Ford. 

Bt  Division  3 : 

At  the  argument  complainants  stated  their  exceptions  to  the  report 
proposed  by  the  examiner. 

Complainants  are  A.  C.  W.  Rutherford  and  Carl  J.  Brede,  co- 
partners trading  as  Rutherford-Brede  Company,  and  wholesale 
dealers  in  potatoes  at  Minneapolis,  Minn.  By  complaint  filed  Jan- 
uary 19, 1920,  they  allege  that  the  failure  and  refusal  of  defendants 
to  equip  cars  with  false  floors  to  protect  the  lading  from  freezing  in 
connection  with  the  transportation  of  nine  carloads  of  potatoes, 
shipped  under  "  carriers'  protective  service,"  from  Quamba,  Minn., 
to  various  interstate  destinations,  between  January  18  and  March 
8, 1918,  inclusive,  was  in  violation  of  section  1  of  the  act  to  regulate 
commerce  and  section  10  of  the  federal  control  act.  They  demand  a 
just  and  reasonable  allowance  under  section  15  of  the  act  to  regulate 
commerce  in  order  to  reimburse  them  for  the  cost  of  supplying  false 
floors. 

The  rules  and  regulations  of  the  Director  General  of  Railroads, 
hereinafter  termed  defendant,  for  protective  service  provide  that 
daring  the  period  from  October  15  to  April  15  a  shipper  of  specified 
perishable  commodities,  including  potatoes,  must  declare  at  the  time 
of  ordering  a  car  whether  he  desires  the  car  moved  imder  '^  option 
No.  1,"  termed  "  shippers'  protective  service,"  or  under  "  option  No. 
2,"  termed  ^  carriers'  protective  service."    Under  option  No.  1,  the 
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carrier  furnishes  the  equipment,  and  if  the  shipper  desires  to  install 
false  floors  or  stoves  and  send  a  caretaker  in  charge  he  is  at  liberty 
to  do  so.  At  the  time  the  shipments  moved  the  tariffs  provided  for 
outbound  and  r^um  transportation  of  the  fittings  and  caretaker 
under  certain  conditions  without  extra  charge.  Under  option  No.  2 
the  shipper  pays  an  extra  charge,  varying  from  5  to  7  cents  per  100 
pounds,  for  the  protective  service,  the  carrier  assumes  liability  for 
damage  to  the  commodity  by  freezing  or  overheating,  and  it  is 
customary  for  the  carriers  to  furnish  in  extremely  cold  weather  cars 
with  false  floors  and  such  other  facilities  and  services  as  are  neces- 
sary to  prevent  potatoes  from  freezing. 

The  tariff  does  not  specify  any  particular  type  of  equipment  which 
the  carrier  must  furnish  under  option  No.  2,  and  does  not  authorize 
payment  to  a  shipper  of  the  expense  of  installing  temporary  false 
floors. 

Complainants'  buyer,  at  the  beginning  of  the  year  1918,  ordered 
the  nine  cars  from  defendant's  agent  at  Mora,  Minn.,  to  be  placed  at 
Quamba,  a  point  on  the  line  of  the  Great  Northern,  for  the  shipment 
of  potatoes  to  move  under  option  No.  2.  Befrigerator  cars  were 
placed  for  loading,  of  which  four  were  Great  Northern  cars  equipped 
with  permanent  false  floors ;  the  others  were  not  so  equipped.  Com- 
plainants' witness  testified  that  he  was  advised  by  complainants'  em- 
ployee that  defendant's  local  agent  refused  to  accept  the  potatoes 
for  shipment  under  option  No.  2  unless  the  shippers  installed  tempo- 
rary false  floors  in  all  cars ;  that  as  a  consequence  complainants  sup- 
plied such  floors  at  their  own  expense  for  the  nine  cars;  and  that 
defendant's  agent  told  this  employee  that  defendant  would  reim- 
•  burse  complainants  for  this  expenditure.  Defendant  admits  that 
the  costs  claimed  by  complainants,  averaging  $7.40  per  car,  are  rea- 
sonable and  represent  the  actual  cost.  Complainants  paid  a  charge 
of  6  cents  per  100  pounds  for  the  si)ecial  protection  under  option  No. 
2  in  addition  to  the  transportation  charges. 

Defendant's  witness  testified  that  a  letter  from  this  local  agent 
stated :  "  shipper  did  not  receive  any  permission  from  us  to  furnish 
linings,"  although  he  admitted  that  at  certain  stations  in  ACnnesota 
in  the  vicinity  of  Quamba  there  had  been  "  some  specific  arrange- 
ments" made  between  shippers  and  defendant's  agent  relative  to 
furnishing  temporary  false  floors. 

Complainants'  witness  further  testified,  and  defendant  conceded, 
that  the  permanent  false  floors  in  the  Great  Northern's  refrigerator 
cars  did  not  afford  sufficient  protection  for  potatoes  during  severely 
cold  weathet,  which  was  true  also  of  the  refrigerator  cars  without 
permanent  false  floors,  and  that  it  was  the  custom  of  defendant  to 
install  temporary  false  floors  in  all  such  cars  under  option  No.  2 
during  the  time  of  year  at  which  the  nine  cars  moved.    The  initial 
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line  required  its  connecting  lines  to  return  these  and  similar  false 
floors  to  it,  or  to  pay  to  it  $12  per  car.  During  the  winter  of  1917- 
1918  other  shippers  of  potatoes  in  Minnesota  experienced  difficulty  in 
getting  adequately  equipped  cars  at  points  on  the  Great  Northern 
and  defendant  was  not  able  to  furnish  cars  with  proper  false  floors 
at  such  points. 

Defendant  contends  that  there  is  no  competent  evidence  in  the 
record  of  refusal  to  accept  the  shipments  without  the  special  floors ; 
and  that  defendant,  having  taken  the  risk,  had  the  right  to  furnish 
whatever  equipment  he  considered  necessary. 

In  view  of  the  defendant's  admissions  that  the  cars  were  not  and 
could  not  be  properly  equipped  by  him,  and  that  damage  was  likely 
to  result  at  that  time  unless  temporary  false  floors  were  installed, 
complainants  contend  that  they  should  not  have  been  compelled  to 
ship  without  such  floors,  knowing  that  the  potatoes  would  be  frozen 
in  transit;  and  that  such  action  on  their  part  might  have  subjected 
them   to  criminal  liability  for  deliberately  destroying  foodstuffs. 
They  further  contend  that,  having  paid  the  charge  of  6  cents  per 
100  pounds  for  the  protective  service,  in  addition  to  the  usual  trans- 
portation charges,  a  service  which  defendant  failed  fully  to  per- 
form, they  are  entitled  to  a  refund  based  upon  the  cost  to  them  of 
furnishing  the  temporary  false  floors. 

Section  15  of  the  act  to  regulate  commerce  contained  the  pro- 
vision now  found  in  paragraph  (13)  of  section  IS  of  the  interstate 
conmierce  act  as  follows : 

tbe  CkUDinisslon  may,  *  *  ^  determine  what  is  a  reasonable  charge  as 
the  maximum  to  be  paid  by  the  carrier  or  carriers  for  the  services  so  rendered 
or  for  the  use  of  the  instrumentality  so  furnished,  and  fix  the  same  by  ap- 
I>ropriate  order,    ♦    ♦    •, 

The  United  States  Supreme  Court,  in  Interstate  Com.  Comm.  v. 
Diffenhaugh^  222  U.  S.,  42,  46,  said  that  our  power  thereunder  is 
to  fix  the  maximum  to  be  paid  as  an  allowance.  In  exercise  of  this 
power  we  may  not  require  a  carrier  to  make  an  allowance  or  fix  the 
precise  amount,  and  it  is  doubtful  whether  we  can  award  damages 
for  failure  to  pay  except  in  cases  where  the  allowance  is  published 
in  the  carrier's  tariffs  and  is  not  more  than  reasonable  for  the  service. 
We  think  that  the  amount  here  claimed  is  reasonable,  but  any  re- 
dress to  which  complainants  may  be  entitled  would  seem  to  rest  with 
the  courts.  \ 

Upon  this  record  we  are  of  opinion  and  find  that  defendant's 
failure  to  equip  these  refrigerator  cars  with  temporary  false  floors, 
or  to  reimburse  complainants  for  supplying  them,  was  not  in  viola- 
tion of  the  act  to  regulate  commerce  or  of  the  federal  control  act. 
The  complaint  will  be  dismissed. 
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Investigation  and  Suspension  DocBarr  No.  1263. 

SUBSTITUTION  OF  86  PER  CENT  FOR  88*  PER  CENT 
INCREASE  IN  THE  CLASS  AND  COMMODITY  RATES 
BETWEEN  EASTERN  AND  SOUTHERN  GROUPS  AND 
THE  SOUTHWEST. 


Submitted   AprU  19,   1921.    Decided   May  S,   1921. 


1.  Increases  proposed  in  joint  class  and  commodity  rates  between  points  la 

the  southwest  and  points  in  defined  territories  east  of  the  Indiana- 
Illinois  state  line  and  of  the  Mississippi  River,  Cairo,  m,  and  sontli^ 
constructed  by  the  use  of  base  rates  to  or  from  St  Louis,  Mo.,  plus 
arbitraries  or  differentials  east  of  St.  Louis,  found  not  justified. 

2.  Increases  proposed  in  joint  class  and  commodity  rates  between  points  in 

the  southwest  and  points  in  defined  territories  east  of  the  Indiana- 
Illinois  state  line,  and  the  Mississippi  River,  Cairo,  and  south,  originally 
established,  and,  prior  to  August  26,  1920,  maintained  on  or  intended  to 
be  on  basis  of  lowest  combination  of  local  rates  to  and  from  the  Missis- 
sippi River  crossings,  or  other  rate-basing  points,  found  justified. 
8.  Increases  proposed  in  joint  rates  on  cane  and  logging  cars,  in  straight  or 
mixed  carloads,  and  on  wrought  and  cast  iron  pipe,  found  justified. 

4.  Increases  proposed  in  joint  rates  on  hides  from  Fort  Worth,  Tex.,  to  eastern 

tanning  points  found  justified. 

5.  Proposed  increased  joint  rates  on  hides  from  Oklahoma  City,  OUa.,  to 

eastern  tanning  points  found  not  justified. 

6.  Carriers  required  to  cancel  suspended  schedules  without  prejudice  to  filing 

schedules  publishing  rates  in  accordance  with  bases  found  proper. 

F.  E.  Andrews^  F.  A.  Leland^  B.  F.  E.  Marshy  R.  D.  Coleman,  and 
R.  D.  WtUiams  for  respondents. 

Paul  E.  Blanchard  for  Armour  &  CJompany ;  Nuel  D.  Belnap,  John 
S.  Burchmore,  and  Luther  M.  Walter  for  Morris  &  Company  and 
Wilson  &  Company;  R.  D.  Rynder  for  Swift  &  Company;  H.  J. 
Ferrumdez  for  Monroe  Chamber  of  Commerce,  Shreveport  Chamber 
of  Commerce,  and  Texas  Industrial  Traffic  League;  L.  O.  Ma- 
comber  for  Toledo  Chamber  of  Commerce  and  Ohio  State  Industrial 
League;  F.  C.  TocTde  for  El  Paso  Chamber  of  Commerce;  Jam$$ 
S.  Davant  for  Memphis  Freight  Bureau;  H.  D.  Rhodehouse  for 
Chamber  of  Commerce  of  Youngstown,  Ohio;  C.  C.  LassUer  for 
Southwestern  Portland  Cement  Company;  M.  A.  Clark  for  Central 
Foundry  Company,  United  States  Cast  Iron  Pipe  Company,  National 
Pipe  Company,  and  Stockham  Pipe  &  Fitting  Company ;  and  Z).  F. 
Wood  for  Binney  &  Smith  Company,  protestants* 
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RbFOBT  or  THE  CoMMISfllON. 

AiromsoK,  Commissioner: 

By  schedules  filed  to  become  effective  December  18,  24,  and  31, 
1920,  and  January  15  and  81, 1921,  respondents  proposed  to  increase 
their  joint  class  and  commodity  rates  between  points  in  the  southwest, 
comprising  Arkansas,  Oklahoma,  Louisiana  west  of  the  Mississippi 
River,  and  Texas,  on  the  one  hand,  and  points  in  certain  rate  groups, 
termed  defined  territories,  east  of  the  Indiana-Illinois  state  line,  and 
the  Mississippi  Eiver',  Cairo,  111.,  and  south  on  the  other.  Numerous 
protests  having  been  filed  by  interested  shippers,  the  operation  of 
the  schedules  was  suspended  until  May  17, 1921. 

Hie  rates  in  the  suspended  schedules  are  of  two  general  classes: 

(1)  Joint  rates  between  the  points  above  referred  to,  composed  of 
base  rates  between  St.  Louis,  Mo.,  the  base  point,  and  the  southwest, 
plus  certain  differentials  or  arbitraries  east  of  the  base  point,  and 

(2)  joint  rates  between  the  points  above  referred  to,  applicable 
through  all  gateways,  which  were  originally  estabUshed  on  the  basis 
of  the  lowest  available  combination  via  any  gateway,  and  which,  on 
August  25,  1920,  were,  or  were  intended  to  be,  on  that  basis. 

In  Increased  Rates^  19i0^  68  I.  C.  C,  220,  hereinafter  referred  to  as 
Ex  Parte  74,  we  divided  the  country  into  four  rate  groups  or  terri- 
tories and  authorized  the  following  increases  in  interstate  rates 
witiiin  the  respective  groups:  eastern  group,  40  per  cent;  southern 
group,  26  per  cent;  western  group,  35  per  cent;  mountain-Pacific 
group,  26  per  cent.  As  to  rates  between  points  in  different  groups 
constructed  by  the  use  of  combinations  we  said  that  the  through 
rates  should  be  increased  by  applying  to  each  factor  its  respective 
percentage,  while  as  to  joint  or  single  line  through  rates  between 
points  in  one  group  and  points  in  other  groups  we  authorized  an  in- 
crease of  83^  per  cent. 

The  two  classes  of  joint  rates  above  described,  being  interterri- 
torial,  were  accordingly  increased  33}  per  cent,  and  respondents  in 
this  proceeding  propose  to  further  increase  them  or  to  decrease  them 
to  the  extent  and  for  the  reasons  hereinafter  given. 

JOINT  RATES  OK  DIFFEBENTIAL  BASIS  ON  ST.  LOUIS. 

These  rates  are  and  have  been  generally  less  than  the  sum  of  the 
intermediates  through  any  gateway.  The  base  rates  and  arbitraries 
are  separately  stated  in  the  tariffs  in  some  cases,  while  in  others  the 
rates  from  point  of  origin  to  destination  are  expressed  in  specific 
amounts.  Bespondents  propose  to  increase  the  factors  of  these  joint 
rates  west  of  St.  Louis  by  86  per  cent,  instead  of  33}  per  cent,  over 
the  rates  in  effect  <m  August  26,  1920,  which  would  result  in  an  in- 
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crease  in  the  interterritorial  rates  to  the  extent  of  If  per  cent  of  the 
base  rates  as  they  existed  August  25,  1920,  between  St.  Louis  and 
points  in  the  southwest.  No  further  increase  in  the  differentials  ia 
proposed  and  the  joint  rates  proposed  would  usually  continue  to  be 
less  than  the  sum  of  the  intermediates. 

Respondents  estimate  that  the  increases  would  average  about  1 
cent  per  100  pounds  on  carload  and  2  cents  per  100  pounds  on  leas- 
than-carload  traffic.    In  some  instances  the  increases  would  amount 
to  as  much  as  5  cents  per  100  pounds.    The  justification  offered  is 
that  such  increases  tend  to  restore  the  relationship  that  formerly 
existed  between  the  rate-basing  point  and  points  in  the  defined  terri- 
tories on  traffic  from  or  to  the  southwest,  and  obviate  the  necessity 
for  publishing  two  rates  between  the  southwest  and  the  basing  point, 
one  applicable  locally  and  on  traffic  from  or  to  points  in  the  western 
group,  and  the  other  on  traffic  from  or  to  points  in  the  defined  terri- 
tories in  the  eastern  group.    For  example,  prior  to  August  26,  1920, 
rates  between  Texas  common  points  and  St.  Louis'  were  the  same  re- 
gardless of  whether  the  traffic  originated  at  or  was  destined  to  St. 
Louis  or  beyond.    On  that  date  the  base  rate  was  increased  33^  per 
cent,  whereas  the  local  rate  west  of  the  base  point  was  increased  85 
per  cent.    Under  the  suspended  schedules  the  base  rate  and  the  local 
rate  west  of  the  base  point  are  the  same.    Bespondents  state  that  the 
proposed  revision  of  these  joint  rates  is  not  for  the  purpose  of  in- 
creasing revenue,  although  advances  in  rates  will  result  in  every 
instance.   While  the  revision  would  restore  the  relationship  formerly 
existing  between  the  base  rate  and  the  local  rate  to  the  base  point, 
it  would  not,  as  respondents  contend,  restore  the  preexisting  relation- 
ship between  the  base  point  and  points  in  the  defined  territories,  but 
on  the  contrary  would  result  in  widening  the  rate  spread  between 
the  base  point  and  such  points.    The  exigencies  of  tariff  publication 
are  not  sufficient  justification  for  the  increases  proposed. 

We  find  that  respondents  have  not  justified  the  proposed  increased 
joint  class  and  commodity  rates  between,  points  in  the  southwest  on 
the  one  hand,  and  points  in  defined  territories  east  of  the  Indiana- 
Illinois  state  line  and  of  the  Mississippi  Biver,  Cairo,  and  south,  on 
the  other  hand,  constructed  by  the  use  of  base  rates  to  or  from  St. 
Louis  plus  arbitraries  or  differentials  east  of  St.  Louis.  An  order 
will  be  entered  requiring  the  cancellation  of  the  suspended  schedules 
as  to  these. 

JOINT  RATES  BASED  ON  LOWEST   AVAILABLE   COMBINATION. 

In  addition  to  the  many  joint  rates  made  by  the  use  of  differentials 
or  arbitraries  in  connection  with  base  rates,  there  were,  prior  to 
August  26, 1920,  other  joint  rates  between  the  southwest  and  points 
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in  the  defined  territories  in  the  eastern  or  southern  groups  as  defined 
in  Ex  Parte  74.  These  joint  rates  were  usually  point-to-point  rates, 
were  constructed  upon  the  lowest  available  combination  on  the  Ohio 
or  Mississippi  river  crossings  or  other  points,  and  applied  alter-* 
natively  with  the  joint  rates  constructed  by  the  use  of  differentials 
in  ooni^ion  with  base  rates.  These  joint  rates  on  the  basis  of  the 
lowest  combination  were  published  by  way  of  all  availaUe  routes 
under  permissive  fourth  section  orders  to  avoid  fourth  section  viola- 
tions on  the  route  over  which  the  combination  was  constructed  and 
to  equalize  via  other  routes  the  rates  so  constructed.  On  nortiibound 
traffic  joint  rates  on  a  differential  basis  have  generally  been  limited 
to  points  in  the  Cincinnati  and  Louisville  groups,  and  when  traffic 
is  destined  to  points  in  the  defined  territories  other  than  those  men- 
tioned the  joint  rates  based  on  lowest  combination  are  the  only  ones 
available.  Frequent  changes  have  occurred  in  all  these  rates  by 
reason  of  the  components  of  the  combination  being  changed,  and  it 
has  often  occurred  that  joint  rates  originally  established  on  basis  of 
the  lowest  combination  over  one  junction  point  were  subsequently 
revised  so  as  to  equal  a  lower  combination  effective  over  some  other 
junetion.  Owii^  to  failure  from  time  to  time  to  correct  certain  of 
tiifise  joint  rates  to  reflect  changes  in  the  individual  factors,  and  to 
failure  to  discover  or  publish  as  joint  rates  lower  combinations  via 
other  gateways,  a  number  of  the  joint  rates  appearing  in  the  tariffs 
on  August  25,  1920,  did  not  reflect  the  basis  they  were  intended  to 
make  effective^  viz,  the  lowest  available  combination.  As  stated, 
these  joint  rates  being  published  interterritorially  were  increased  33|r 
per  cent  under  Ex  Parte  74,  wfaUe  contemporaneously  the  local  rates 
to  and  from  the  basing  points,  upon  basis  of  which  such  joint  rates 
were  originally  amstructed,  were  increased  85  per  cent  west  of  the 
\mmng  point,  40  per  cent  in  the  eastern  group,  26  per  cent  in  the 
southern  group,  and  88^  per  cent  when  applying  east  of  the  base 
point  located  in  one  territory  to  destinations  in  other  territories. 

By  the  schedules  under  suspension  respondents  propose  to  revise 
these  joint  rates  to  equal  the  present  lowest  available  combination 
of  local  rates.  On  traffic  between  the  southwest  and  points  in  the 
defined  territories  located  in  the  eastern  group,  the  result  would  be 
an  additional  increase  over  the  rates  in  effect  on  August  25,  1920, 
of  approximately  If  per  cent  in  the  factors  of  the  rates  between 
the  southwest  and  St.  Louis,  and  of  6}  per  cent  in  the  factors  of  the 
rates  between  St.  Louis  and  points  in  the  defined  territories  in  the 
eastern  group.  The  exact  percentage  of  increase  depends  on  the 
extent  to  which  the  joint  rates  now  fail  to  reflect  the  lowest  avail- 
able combination.  Between  points  in  the  southwest  and  points  in 
the  southern  group  the  joint  rates  in  many  cases  exceed  the  aggre- 
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gate  of  intermediates,  as  the  factors  west  of  the  Mississippi  hsTe 
been  increased  35  per  cent  and  the  factors  east  of  the  river  26  per 
cent,  while  the  joint  rates  were  increased  88|  per  cent.  It  is  pro* 
posed  to  correct  this  situation  by  revising  these  rates  to  the  lowefll 
available  combination.    Usually  such  changes  result  in  reductaona 

As  to  those  joint  rates  which  on  August  26, 19S0,  were  alternatively 
applicable  with  joint  rates  constructed  by  the  use  of  base  rates  in 
connection  with  arbitraries  and  which  were  intended  to  r^ect  the 
lowest  available  combination,  and  originally  constructed  upon  that 
basis,  it  was  not  our  intention  to  suspend  any  revisions  of  rates 
which  reflected  the  current  lowest  o<nnbinations.  Parties  to  the  pro- 
ceeding were  advised  that  where  joint  rates  on  the  basis  of  the 
lowest  combination  were  suspended,  upon  proper  blowing,  the  orders 
of  suspension  would  be  vacated.  Vacation  orders  have  been  issued 
in  connection  with  many  of  such  rates.  We  may  mention  the  rate 
on  carbon  black  from  Monroe,  La.,  to  eastern  points,  as  to  which 
vigorous  protests  were  made. 

As  above  noted,  many  of  these  alternative  joint  rates  as  in  effect 
August  25,  1920,  did  not  reflect  the  lowest  available  combination 
due  to  errors  of  compilation  and  other  causes.  Aoddents  of  tariff 
pnblicatian  alone  should  not  operate  to  continue  rates  upon  a  baas 
different  from  that  upon  which  they  w^^e  established  and  intended 
to  be  maintained.  The  revision  here  proposed  does  nothing  moi« 
than  to  make  these  joint  rates  reflect  what  they  purport  to  be — the 
actual  lowest  combination  of  separately  established  rates  available 
via  any  gateway. 

We  find  that  the  proposed  joint  rates  originally  established,  and 
prior  to  August  26, 1920,  maintained  on  or  intended  to  be  on  basis 
of  lowest  available  combination  via  any  gateway,  have  been  justified. 
The  accuracy  of  many  of  these  rates  now  under  suspension  has  been 
challenged,  and  respondents  have  not  in  all  cases  furnished  informa- 
tion showing  the  factors  upon  which  such  rates  are  based.  Be- 
qpondents  will  be  required  to  cancel  these  rates,  without  prejudice 
to  republishing  Okem  on  the  basis  of  the  lowest  available  combina- 
tion, which  basis  diould  be  shown  in  the  items. 

GANX  AKD  liOQGIKQ  CARS.. 

Prior  to  August  26, 1920,  the  St  Louis  rates  on  cane  and  logging 
cars,  in  straight  or  mixed  carloads,  applied  to  points  in  Mississippi 
from  points  in  Texas  and  those  joint  rates  were  increased  83^  per  cent 
on  that  date  as  authorized  in  Ex  Parte  74,  whereas  the  rates  from 
points  in  Texas  to  St.  Louis  were  increased  35  per  cent  By  the 
tariffs  under  suspension  respondents  propose  to  increase  these  joint 
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ntee  cm  cane  and  logging  cars  to  the  present  St.  Louis  basis.  It  is 
stated  that  but  for  the  fact  that  they  were  published  in  items  sepa- 
rately from  the  St.  Louis  rate,  they  would  have  been  increased  85 
per  cent  on  August  26, 1920.  The  proposed  increase  in  these  rates  is 
1  cent  per  100  pounds.  No  protestant  as  to  these  rates  appeared  at 
the  hearings.  The  proposed  increased  rates  are  justified,  and  the 
order  of  suspension  will  be  vacated  as  to  these. 

WROUGHT  AND  CAST  IRON  PIPE. 

It  is  also  proposed  to  increase  the  joint  rates  on  wrought  and  cast 
iron  pipe  from  Birmingham,  Ala.,  Chattanooga,  Tenn.,  and  other 
iron-producing  points  in  the  southeast  included  in  the  Nashville 
group  to  points  in  Oklahoma.    These  rates,  like  the  rates  in  the 
reverse  direction  on  cane  and  logging  cars,  prior  to  August  26, 1920, 
were  the  same  as  the  St.  Louis  rates  but  were  published  in  separate 
items  in  the  tariffs.    They  were  increased  33J  per  cent  on  August  26, 
and  respondents  now  propose  to  restore  them  to  the  St.  Louis  basis, 
which  will  result  in  an  increase  of  1  cent  per  100  pounds.    The 
present  St.  Louis  rate  applies  from  the  same  iron-pipe-producing 
points  in  the  southeast  to  many  points  in  Texas,  and  by  way  of 
several  routes  the  Texas  points  are  directly  intermediate  to  points 
in  Oklahoma.    This  departure  from  the  long-and-short-haul  provi- 
sion of  the  fourth  section  exists  also  in  the  rates  from  many  points 
in  central  territory  where  the  rates  are  made  by  combination  over 
St.  Louis.    In  order  to  correct  these  fourth  section  departures,  as 
well  as  to  restore  the  former  relationship  between  the  Texas  and 
Oklahoma  points  on  iron  pipe  from  southeastern  producing  points, 
respondents  projHJse  the  increases  in  the  rates  to  the  points  in  Okla- 
homa.   The  present  rates  per  100  pounds  are  66.5  cents  and  the  pro- 
posed rates  67.5  cents  to  many  representative  points  ranging  from 
616  to  8S2  miles  from  Birmingham.    The  proposed  joint  rates  are* 
lower  than  the  rates  on  iron  pipe  from  the  southeastern  producing 
points  to  points  in  Kansas  for  comparable  distances.    We  are  of 
the  opinion  and  find  that  respondents  have  justified  the  proposed 
jcint  rates,  and  the  order  of  suspension  will  be  vacated  as  to  these. 


On  the  alleged  ground  that  it  will  restore  the  joint  rates  to  the 
former  basis  of  the  lowest  combination,  respondents  also  propose  to 
increase  their  rates  on  green  salted  hides,  pelts,  and  skins  from 
Oklahoma  City,  Okla.,  Fort  Worth,  Tex.,  and  other  points  to  eastern 
tanning  points.  The  rates  on  hides  from  Oklahoma  City  were  before 
tis  in  December,  1914,  in  Crowdus  Bros.  y.  A,  T.  c&  S.  F.  Ry.  Co.y 
29  I.  C.  C.^  449,  and  32  L  C.  C,  355,  hereinafter  referred  to  as  the 
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Crowdus  Case.  In  that  case  we  fixed  the  rehition^p  of  the  rates 
between  Wichita,  Kans.,  Oklahoma  City,  Okla.,  and  Fort  Worth, 
Tex.,  on  traffic  to  St.  Lonis,  and  found  that  the  rate  from  Oklahoma 
City  to  St.  Louis  should  not  exceed  by  more  than  3  cents  i>er  100 
pounds  the  rate  contemporaneously  maintained  from  Widiita  and 
should  not  be  less  than  5.25  cents  under  the  rate  contemporaneously 
maintained  from  Fort  Worth.  We  also  held  that  the  rate  from 
Oklahoma  City  should  not  exceed  the  rate  contemporaneously  main- 
tained upon  packing-house  products. 

Except  in  so  far  as  they  have  been  modified  by  other  lower  avail- 
able combinations  and  by  observance  of  rates  from  more  distant 
points  as  maxima,  the  rates  from  Wichita,  Oklahoma  City,  and  Fort 
Worth  to  tanning  points  in  the  territory  east  of  the  Indiana-Illinois 
state  line  and  north  of  the  Ohio  Eiver,  including  trunk  line  territory 
and  New  England,  have  generally  been  based  upon  the  rates  to  St^ 
Louis  approved  in  the  Crowdus  Case,  plus  the  local  rates  beyond. 
From  Fort  Worth  many  of  the  rates  were  less  than  this  basis  by 
reason  of  combinations  upon  New  Orleans.  Many  of  the  rates  from 
Oklahoma  City  were  lower  by  reason  of  combinations  upon  Memphis 
and  by  the  observance  of  Fort  Worth  rates  as  maxima,  so  that  for 
years  the  rates  from  Oklahoma  City  to  eastern  tanning  points  have 
generally  been  the  same  as  or  lower  than  the  rates  from  Fort  Worth. 

Taking  Baltimore,  Md.,  as  a  representative  point  of  destination, 
the  joint  rates  from  Fort  Worth  have  been  the  same  as  the  New 
Orleans  combination  for  the  past  eight  years.  During  the  same 
period  the  joint  rates  from  Oklahoma  City  have  ranged  from  8.5 
cents  to  12.5  cents  per  100  pounds  lower  than  the  combination  upon 
Memphis,  which  appears  to  have  been  the  lowest  available  combina- 
tion. During  much  of  this  period  the  joint  rates  from  Oklahoma 
City  were  the  same  as  from  Fort  Worth,  apparently  being  the 
Fort  Worth  rates  observed  as  maxima.  The  present  joint  rate  from 
both  Oklahoma  City  and  Fort  Worth  is  97.5  cents.  It  is  proposed 
by  the  tariffs  under  suspension  to  increase  that  rate  to  $L10  from 
Oklahoma  City  and  to  98  cents  from  Fort  Worth. 

The  present  joint  rates  from  Fort  Worth  to  many  important 
eastern  tanning  points  exceed  the  joint  rates  from*  Oklahoma  City 
by  from  0.5  cent  to  7.5  cents,  while  under  the  suspended  schedules 
the  rates  from  Oklahoma  City  exceed  those  from  Fort  Worth  to 
the  same  points  by  from  1  cent  to  14.5  cents.  Kespondents'  only 
justification  for  joint  rates  from  Oklahoma  City  higher  than  from 
Fort  Worth  is  that  the  Fort  Worth  joint  rates  are  based  on  combina- 
tions over  New  Orleans,  the  eastern  factors  of  which  combinations 
are  alleged  to  be  on  a  low  basis.  It  is  contended  that  the  usual  basis 
applicable  from  southwestern  territory  should  apply  from  Okla- 
homa City,  viz,  the  rate  to  St.  Louis  plus  the  local  beyond,  observing 
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mny  lower  available  combination  as  a  maximum.  Protestants  direct 
attention  to  the  fact  that  the  southeastern  carriers  have  recently 
filed  tariffs  with  us,  now  under  suspension  in  another  proceeding, 
in  which  it  is  proposed  to  increase  the  rates  on  hides,  in  carloads, 
from  Memphis  and  New  Orleans  to  eastern  and  southeastern  destina- 
tions. The  proposed  rate  from  Memphis  to  Baltimore  is  $1,  as 
compared  with  64.6  cents  at  the  present  time.  This  rate,  if  per- 
mitted to  become  effective,  will  produce  a  combination  through  Mem- 
phis considerably  in  excess  of  the  present  combination  through  St. 
Lfouis,  which  is  $1.17,  or  19.5  cents  higher  than  the  present  joint 
rate.  Under  tariffs  suspended  in  the  sanra  proceeding  the  south- 
eastern carriers  also  have  proposed  to  increase  the  commodity  rates 
on  hides  from  New  Orleans  to  Baltimore  4.6  cents,  which,  if  per- 
mitted to  become  effective,  will  result  in  a  rate  from  Fort  Worth 
of  $1,025,  or  14.5  cents  less  than  the  St.  Louis  combination  from 
Oklahoma  City. 

The  Oklahoma  City  packing-house  operators  vigorously  protest 
the  maintenance  of  any  rates  on  hides  from  Fort  Worth  to  eastern 
territory  lower  than  from  Oklahoma  City.   They  insist  that  the  rates 
from  Fort  Worth  should  be  made  with  relation  to  the  rates  from 
Oklahoma  City,  which  would  result  in  a  differential  over  the  Okla- 
homa City  rate  of  9  cents,  following  the  differential  fixed  in  the 
CrowduB  Case  as  affected  by  subsequent  general  increases.    The  rates 
here  proposed  from  Fort  Worth  would  apply  through  Oklahoma 
City,  and,  as  between  those  points  of  origin,  would  result  in  depar- 
tures from  the  long-and-short-haul  provision  of  the  fourth  section. 
We  are  of  the  opinion  that  the  proposed  joint  rates  on  hides  from 
Fort  Worth  have  been  justified,  but  that  the  proposed  joint  rates 
from  Oklahoma  City  would  remit  in  undue  prejudice  to  shippers 
irom  that  point,  except  to  points  in  the  southeast  where  Fort  Worth 
dioold  be  allowed  its  natural  advantages  of  location.    The  respond- 
ents will  be  required  to  cancel  the  tariffs  under  suspension  without 
prejudice  to  pubUsfaing  joint  rates  from  Oklahoma  City  to  points  in 
the  southern  group  not  in  excess  of  the  lowest  available  combination 
ol  local  or  proportional,  or  local  and  proportional,  rates;  and  to 
points  in  the  eastern  group  not  in  excess  of  the  lowest  available  com- 
bination, and  not  in  excess  of  the  joint  rates  oontonaporaneously  main- 
tained from  Fort  Worth  to  the  same  points. 

All  rates  not  hereinbefore  specifically  referred  to,  including  rates 
on  cast-iron  pipe  proposed  in  item  4812b,  supplement  No,  28  to 
agent  Leland's  I.  C.  C.  No.  1297,  have  not  been  justified,  and  an 
order  will  be  entered  requiring  their  cancellation  without  prejudice 
to  the  filing  of  tariffs  revising  joint  rates  which  on  August  25, 
1920,  were  on  a  combination  basis  to  reflect  the  correct  lowest  com- 
bination. 
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No.  11052. 
STEEL  &  TUBE  COMPANY  OF  AMERICA  ET  AL. 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  MICHIGAN  CENTRAL 

RAILROAD  COMPANY,  ET  AL. 


Suhmitted  Novemher  15,  1920.    Decided  Mat;  9»  l^^U 


Bate  on  steel  car-plates»  in  carloads,  during  federal  control,  from  Indiana 

bor,  Ind.,  to  Michigan  City,  Ind.,  found  unreasonable.    Rei>arati<ni  awarded. 


Butler^  LwnJ)^  Foster  <&  Pope  and  Ernest  S.  Bc^rd  for  oompla 
ants. 

D.  P.  Connell  and  John  F,  Finerty  for  defendants. 

Report  op  the  Commission. 

Hall,  Oommissioner: 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  thm 
examiner  and  oral  argument  was  made  before  us. 

The  principal  complainant  is  Steel  &  Tube  Company  of  America^ 
which  was  incorporated  on  July  1,  1918,  and  on  July  81,  1918,  ac- 
quired and  took  over  the  entire  property,  assets,  and  bujdneas  of 
Mark  Manufacturing  Company,  the  other  complainant,  a  corpora- 
tion. It  will,  therefore,  be  treated  as  the  sole  complainanl  Ii£- 
duded  in  the  property  so  acquired  was  a  plant  for  the  piodudioai 
of  steel  car-plates  at  Indiana  Harbor,  Ind.  Between  July  28, 1918, 
and  February  26,  1919,  both  inclusive,  complainant  shipped  froHi 
this  plant  over  defendant  carriers'  lines  numerous  carloads  of  steel 
car-plates  consigned  to  the  Haskell  &  Barker  Car  Company,  here^ 
inafter  called  the  car  company,  at  Michigan  City,  Ind. 

By  complaint  filed  December  8,  1919,  it  is  aU^fged  that  the  rate 
of  14  cents  charged  and  collected  on  these  plates  by  defendant^  was 
unreasonable,  in  violation  of  the  act  to  regulate  commerce  and  the 
federal  control  act,  to  the  extent  that  it  exceeded  the  rate  of  6  cento 
subsequently  established.  Reparation  only  is  sought.  Rates  are 
stated  in  cents  per  100  pounds. 

This  country  was  then  at  war.  A  board  known  as  the  American 
Iron  and  Steel  Production  Board,  a  branch  of  the  War  Industries 
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Board,  had  been  established  and  given  absolute  authority  by  the 
government  to  allocate  all  government  purchases  of  iron  and  steel 
articles.  Acting  under  this  authority  it  placed  with  Mark  Manu- 
facturing Company  in  June,  1918,  an  order  for  14,590  tons  of  car- 
plates  to  be  shipped  to  the  car  company  at  Michigan  City  for  use  in 
construction  of  box  and  gondola  cars  for  the  United  States  Kailroad 
Administration.  At  about  the  same  time  it  placed  other  government 
orders  with  Mark  Manufacturing  Company  for  car-plates  to  be 
■hipped  to  car-building  shops  at  Pullman  (Chicago)  and  Mount 
Vernon,  UL,  St.  Louis,  Mo^  and  Bettendorf ,  Iowa. 

Indiana  Harbor  is  situated  on  the  extreme  eastern  border  of  the 
Chicago  switching  district.    Rates  therefrom  w^e  also  applicable 
from  all  other  points  in  that  district    For  a  number  of  years  prior  to 
October,  1914,  there  had  been  in  effect  on  iron  and  steel  articles  from 
the  Ciiicago  district  to  Michigan  City  a  commodity  rate  of  4  cents. 
On  October  26, 1914,  this  was  increased  to  4.2  cents  in  harmony  with 
our  conclusions  in  Tlie  Five  Per  Cent  Case,  81  I.  C.  C,  351;  82 
X.  C.  C,  826.    The  applieatiom  of  this  commodity  rate  over  the  dif- 
ferent lines  was  canceled  in  December,  1917,  and  January,  1918, 
leaving  in  effect  a  fifth-class  rate  of  11  cents,  which  was  increased 
before  these  shipments  moved  to  14  cents  under  general  order  No.  2S 
of  the  Director  General  of  Bailroads.    In  establishing  the  11-cent 
rate  the  carriers  apparently  toed  the  distance  to  Michigan  City  from 
the  most  remote  point  in  the  Chicago  district^  the  rate  being  that  for 
the  70-jQile  block  authorised  in  G.  F.  A.  Ckus  Scale  Cascj  45  I.  C.  C, 
254,  increased  15  per  cent  under  The  Fifteen  Per  Cent  Case^  45 
I.  C.  C,  303. 

The  distance  from  Indiana  Harbor  to  Michigan  City  is  88  miles. 
Complainant's  witness  stated,  without  contradiction,  that  this  fairly 
represented  the  average  wei^ited  eastbound  haul  cm  iron  and  steel 
&om  the  entire  Chicago  district,  as  iron  and  steel  production  in  that 
district  is  mainly  confined  to  the  eastern  part  thereof.  In  G.  F.  A. 
Olaee  Scale  Gaee  we  liuthorized  a  fifth-class  rate  for  this  distance  of 
7.7  cents,  which,  increased  by  16  per  cent  under  Ths  Fifteen  Per  Cevvt 
Caaey  became  9  cents. 

The  distances  from  Indiana  Harbor  to  the  car-building  shops 
referred  to  and  the  rates  applicable  during  the  period  niuned  were : 
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The  rate  disparity  was  so  glaring  that  immediately  upon  allocaticm 
of  these  orders  Mark  Manufacturing  Company  sought  from  the 
defendant  carriers  a  reduction  in  the  Michigan  City  rate.  The 
matter  was  also  taken  up  with  the  CSiicago  Eastern  District  Freig^ 
Traffic  Committee  of  the  Bailroad  Administration,  and  from  Jane, 

1918,  to  March,  1919,  was  vigorously  prosecuted.     On  March  IS, 

1919,  the  conmiittee  advised  complainint  that  authority  had  been 
granted  to  establish  a  commodity  rate  of  6  cents  from  the  Chicago 
district  to  Michigan  City,  which  became  effective  in  April,  1919. 
This  rate,  said  by  complainant  to  be  based  on  the  commodity  rate  of 
October  26,  1914,  increased  by  15  per  cent  under  The  Fifteen  Per 
Cent  Case^  and  the  aggregate  increased  by  25  per  cent  under  genenJ 
order  No.  28,  was  in  effect  at  the  time  of  the  hearing  and  is  satiB- 
f  actory  to  complainant. 

From  complainant's  exhibits  setting  forth  all  points  in  tiie  so- 
called  ^^  short-haul  territory  "  ^  in  eastern  Ohio  and  western  Penn- 
sylvania from  and  to  which  a  rate  of  5.5  cents  was  published  it  ap- 
pears that  this  rate  applied  from  88  points  of  origin  to  many  destina- 
tions for  an  average  haul  of  33  miles.  In  some  instances  the  distance 
is  over  100  miles.  There  was  also  in  effect  a  rate  of  14  cents  for  an 
average  haul  of  178  miles  from  8  points  of  origin  in  Indiana,  Oiiio, 
and  Pennsylvania  to  numerous  interstate  and  intrastate  destinations. 
The  14-cent  rate  from  Indiana  Harbor  to  Michigan  City  yielded  a 
ton-mile  revenue  of  8.5  cents ;  and,  based  on  106,713  pounds,  the  aver- 
age weight  of  these  shipments,  a  car-mile  revenue  of  $4.60.  The 
subsequently  established  rate  of  6  cents  yielded  3.6  cents  per  ton- 
mile  and  $1.94  per  car-mile. 

In  defense  of  the  14-cent  rate  defendants  urge  that  the  general 
adjustment  in  central  territory  is  and  has  been  for  many  years  on 
the  fifth-class  basis;  that  the  short-haul  territory  rates,  cited  by  c(»n- 
plainant,  are  low  and  were  established  to  take  care  of  manufactur- 
ing conditions  peculiar  to  that  territory;  that  at  the  time  the  federal 
government  assumed  control  of  the  railroads  the  carriers  had  on  file 
with  us  fifteenth  section  applications  seeking  autiiority  to  cancel  these 
short-haul  territory  rates  as  well  as  one  or  two  other  exceptional 
adjustments,  but  subsequently  withdrew  them  under  instructions 
from  the  director  of  traffic  of  the  Bailroad  Administration ;  and  that 
complainant's  evidence  merely  proves  what  is  freely  admitted,  viz, 
that  there  are  still  some  low  commodity  rates  on  this  traffic  in  cen- 
tral territory. 

^Bougbly  described  as  being  bounded  by  Cleyeland  and  Lorain,  Ohio,  and  Brto,  Pm., 
on  tbe  north;  Canton,  Dorer,  and  Akron,  Ohio,  on  the  west;  Wheeling,  W.  Va.,  on  tb* 
south ;  and  Cumberland,  Md.,  and  Johnstown,  Pa^  on  the  east. 
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Defendants  also  contend  that  the  cancellation  of  the  commodity 
rate  of  4.2  cents,  and  of  all  other  commodity  rates  on  iron  and  steel 
articles  in  central  territory,  was  authorized  and  approved  by  us 
in  fifteenth  section  order  No.  67  of  October  26,  1917.  Complainant 
questions  the  interpretation  placed  upon  this  order  and  applied  to 
the  adjustment  here  under  consideration,  particularly  in  view  of 
the  fact  that  the  application  on  which  it  was  issued  specifically 
excepted  ^short-haul  intra  or  inter  mill  or  intra  or  inter  district 
rates,"  claiming  that  the  haul  from  Indiana  Harbor  to  Michigan 
City  clearly  comes  within  this  exception.  We  need  not  discuss  fur- 
ther this  phase  of  the  controversy,  for,  regardless  of  any  interpre- 
tation which  may  be  placed  upon  that  order,  our  sanction  of  a 
general  adjustment  does  not  carry  with  it  the  approval  of  any  par- 
ticular rate.    Globe  Soap  Co.  v.  A.  <6  S.  Ry.  Co.^  40  I.  C.  C,  121. 

The  record  affirmatively  shows,  as  defendants  concede,  that  com- 
plainant was  damaged  to  the  extent  of  any  difference  between  the 
rate  paid  and  a  reasonable  rate.  They  earnestly  insist  that  the  rate 
paid  was  reasonable. 

We  find  that  the  rate  assailed  was  imreasonable  to  the  extent  that 
it  exceeded  6  cents  per  100  pounds ;  that  complainant  made  the  ship- 
ments described  and  paid  and  bore  the  charges  thereon;  that  it  has 
been  damaged  in  the  amount  of  the  difference  between  the  charges 
paid  and  those  which  would  have  accrued  at  the  rate  herein  foimd 
reasonable ;  and  that  it  is  entitled  to  reparation,  with  interest.  Com- 
plainant should  comply  with  rule  V  of  the  Rules  of  Practice. 
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Ikvestioation  and  Suspension  Dockst  No.  1287. 

IRON    POLES,   PIPES,   AND    CONNECTIONiS   BETWEEN 
MISSISSIPPI  RIVER  CROSSINGS  AND  IOWA  POINTS. 


Submitted  March  22, 1921.    Decided  May  4, 1921. 


Proposed  Increased  proportional  rates  on  iron  or  steel  pipe,  on  iron  or  steel 
telegraph,  telephone,  and  electric-railway  poles,  and  on  pipe  connectlcms, 
couplings,  and  fittings,  in  carloads,  east-bank  upper  Mississippi  River  cross- 
ings to  interior  Iowa  points  found  not  Justified.  Suspended  schedules 
ordered  canctied. 

Walter  H.  JacobSj  J.  N.  Davis^  and  Rohert  H.  Widdicombe  for 
respondents. 
J.  S,  Henderson  and  Walter  Condram,  for  protestants. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hatj.,  Aitchison,  and  Eastman*. 

By  Division  8 : 

By  schedules  filed  to  become  effective  January  23, 1921,  respondents 
propose  to  cancel  proportional  commodity  rates  on  wrought  or 
cast  iron  or  steel  pipe,  iron  or  steel  telegraph,  telephone,  or  electric- 
railway  poles,  and  pipe  connections,  couplings,  and  fittings,  in  car- 
loads, from  east-bank  upper  Mississippi  Eiver  crossings  to  points  in 
interior  Iowa.  The  proposed  cancellations  would  leave  applicable 
higher  proportional  fifth-class  rates  from  west-bank  Mississippi 
River  crossings,  except  in  a  few  instances  where  a  lower  combination 
might  be  made,  based  on  Chicago,  IlL,  or  other  junctions  east  of  the 
Mississippi.  Upon  protest  the  schedules  were  suspended  until  June 
22, 1921.  As  the  present  rates  are  the  same  on  all  these  commodities, 
reference  to  wrought-iron  pipe  will  include  the  other  commodities 
unless  otherwise  indicated.  Bates  wiU  be  stated  in  cents  per  100 
poimds  unless  otherwise  specified.^ 

In  Interior  Iowa  Caaes^  46  I.  C.  C,  89,  decided  July  7,  1917,  we 
prescribed  a  proportional  class  scale  on  traffic  to  and  from  points  east 
of  the  Indiana-Illinois  state  line,  to  be  applied  between  the  west  bank 
of  the  Mississippi  and  interior  Iowa  cities  and  stated  that  the  car- 
riers would  be  expected  to  adjust  their  commodity  rates  to  conform 
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thereto.  During  federal  control  the  Railroad  Administration  estab- 
lished proportional  commodity  rates  from  the  Mississippi  to  points 
in  interior  Iowa  on  from  50  to  60  commodities,  including  wrought- 
iron  pipe,  effective  March  31, 1919.  In  doing  so,  the  principle  upon 
which  the  class  scale  had  been  fixed  by  us  was  observed.  The  present 
and  proposed  proportional  rates  to  representative  points  in  interior 
Iowa  and  to  Sioux  City,  Iowa,  a  Missouri  River  point,  are  shown 
in  the  following  table,  with  distances  from  the  nearest  Mississippi 
River  crossing,  that  being  the  basis  on  which  the  proportional  class 
rates  to  interior  Iowa  points  were  established : 


Distance. 

Present 
commod- 
ity rate. 

Proposed 

flfth-clMS 

rate. 

Increase. 

Mlstetppi  RtT«r  cronings  to— 
Otdftr Tlai>ldf ....       4.  X 

irOct. 
50 
70 
03 

826 

CtnU, 
0.5 
0.6 

11 

17 

17 

10.5 

23 

3a6 

CerUt. 
10 
10 
12 
10 
10 

22.5 
25.6 
3a5 

Centt. 
0.5 

.6 

Wftt«rloo 

1 

MftrelwUtown .  , 

a 

l>etMoln6B 

2 

UtmoD  City 

8 

yort  Dodgis 

2.5 

filotnCit7...  .....  ...      ..... 

Bespmidents  refer  to  the  following  statement  in  Western  Trunk 
Lines  Iron  and  Steely  47  I.  C.  C,  109,  128 :  "  We  think  that  the  use 
of  the  fifth-class  proportional  rates  there  prescribed  [Interior  Iowa 
Cases,  suprOyl  has  been  justified  as  to  shipments  of  iron  and  steel 
articles  and  pipe  from  east  of  the  Indiana-Illinois  state  line,  moving 
on  combination  rates  made  on  the  Mississippi  River.''  They  contend 
tkat  the  present  proportional  commodity  rates  were  inadvertently 
established  and  that  the  proposed  cancellation  is  for  the  purpose  of 
making  effective  the  basis  approved  by  us. 

When  Western  Trunk  Lines  Iron  and  Steely  swpra^  was  decided, 
commodity  rates  on  wrougfat-iron  pipe  were  in  effect  from  the  ter- 
ritory east  of  the  Indiana-Illinois  state  line  to  both  east-bank  and 
west-bank  Mississippi  River  crossings.  Subsequently  there  was  a 
general  cancellation  of  these  rates  and  proportional  class  rates  to  the 
east-bank  crossings  have  sinoe  applied.  The  latter  are  generally 
lower  than  the  local  rates  to  either  the  east-bank  or  west-bank  cross- 
ings. There  are  no  proportional  class  rates  to  the  west-bank  cross- 
ings and  as  the  proposed  rates  apply  only  fnmi  the  west  bank,  cancel- 
lation of  the  present  rates  will  result  in  application  of  local  dass  rates 
to  west-bank  crossings  on  wroughfc-iron  pipe  destined  to  interior  Iowa. 
Accordingly,  the  difference  between  the  present  and  proposed  rates 
does  not  measure  the  increase  in  the  through  charges  that  will  result 
on  traffic  originating  east  of  the  Indiuoa-Illinois  state  line  if  the  pro- 
posed cancellation  becomes  effective.    This  is  illustrated  in  the  fol- 
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lowing  table  of  rates  on  wrought-iron  pipe  from  Cincinnati  tnd 
Addyston,  Ohio : 


Rate. 

Increase. 

To— 

Present. 

Prppoaed. 

In  through 
rats. 

InocBB> 

poneot 

WWtflf 

Missisiippi 
Bivm. 

Cedar  Rapids 

Ctnii, 
42.5 
42.6 
44 

60 

60 

62.6 

66 

63.6 

Centt, 
48.5 
48.6 
48.5 
66.5 
66.6 
60 
62 
63.5 

CInito. 

4 

4 

4.5 

6.5 

6.5 

6.6 

6 

CmU. 

ai 

Ottnmwa 

.1 

Waterloo 

1 

ICarehalltown 

S 

Pes  Moines 

2 

MaionCity 

S 

Fort  Dodge 

11 

SionzCity 

The  present  commodity  rates  on  cast-iron  pipe  from  producing 
points  in  Ohio  are  lower  to  east-bank  Mississippi  Kiver  crossings 
than  to  the  west  bank.  From  Cincinnati  and  Addyston  the  rate  is 
$4.76  per  ton  to  the  east  bank  and  $6.16  per  ton  to  the  west  bank. 
If  the  proportional  commodity  rates  from  the  east  bank  are  can- 
celed the  rate  of  $6.16  would  apply  as  the  component  east  of  the 
Mississippi  Eiver. 

Respondents  show  that  the  proportional  fifth-class  rates  from 
Clinton,  Iowa,  to  interior  Iowa  points  on  the  Chicago  &  North  West- 
ern are  lower  tlian  rates  for  similar  distances  approved  by  us  in 
C,  F.  A.  Cldsa  Scale  CasCy  45  I.  C.  C,  254,  for  application  in  2X)ne 
A,  central  territory,  where  rates  are  generally  on  a  lower  basis  than 
west  of  the  Mississippi,  plus  percentage  increases  subsequently  an- 
thorized.  The  value  of  this  comparison,  as  well  as  of  others  sub- 
mitted by  respondents,  is  impaired  because  the  distances  used  are  not 
those  from  the  nearest  Mississippi  River  crossings,  but  the  longer 
distances  over  the  Chicago  &  North  Western.  For  example,  respond- 
ents use  223  miles  as  the  distance  from  Clinton  to  Des  Moines, 
whereas  Des  Moines  is  155  miles  from  the  nearest  Mississippi  River 
crossing,  and  it  is  that  distance  which  we  used  in  determining  the 
rate  to  Des  Moines  under  the  proportional  class  scale  prescribed  in 
Interior  Iowa  CaseSj  dupra.  Furthermore,  the  rates  w^  of  the 
Mississippi  are  proportional  rates  used  in  combination  with  com- 
ponents which  represent  hauls  of  400  miles  or  more  east  of  the  river. 

Respondents  compare  the  proposed  rates  from  Pittsburg,  Pa.,  and 
Martinis  Ferry,  Ohio,  to  interior  Iowa  destinations  with  rates  fro© 
the  same  points  to  destinations  in  Minnesota  and  Wisconsin  for  ap- 
proximately the  same  distances.  The  latter  rates  are  generally  sb 
high  or  higher,  but,  as  there  is  no  showing  of  the  circumstances  and 

6ii.aa 


IBON   POLES,  PiPBS,  AND  CONNECTIONS.  683 

conditions  uiKler  which  they  were  established  and  are  maintained,  thd 
comparison  is  not  convincing  as  proof  of  the  reasonableness  of  the 
proposed  rates.  The  evidence  introduced  by  respondents  relative 
to  the  percentage  the  proposed  rates  bear  to  the  Chicago-St.  Paul. 
Minn.,  rate  is  not  regarded  as  of  particular  significance  in  this  pro* 
ceeding  in  view  of  the  established  relationship  between  the  rates  to 
interior  Iowa  points  and  the  Mississippi  River-Missouri  River  rates. 
Because  of  deferred  construction  during  the  past  few  years  by 
public  utility  companies  and  others  using  iron  or  steel  pipe,  a  marked 
increase  in  tonnage  to  Iowa  points  is  expected.  Practically  all  iron 
or  steel  pipe  used  in  this  section  originates  east  of  the  Indiana- 
Illinois  state  line.  Jobbers  at  interior  Iowa  points  purchase  the 
pipe  in  carload  lots  and  as  a  rule  sell  in  less-than-carload  lots.  The 
pipe  is  bought  and  sold  on  the  Pittsburgh  basis,  i.  e.,  the  price  at 
Pittsburgh  plus  freight  from  Pittsburgh  to  point  of  delivery,  regard- 
less of  the  point  from  which  shipped. 

Jobbers  at  interior  Iowa  points  compete  with  jobbers  located  at 
Mississippi  River  cities  and  Chicago  on  the  east,  Missouri  River 
cities  on  the  west,  and  St.  Paul  and  Minneapolis,  Minn.,  on  the 
north.    The  effect  of  the  proposed  rates  upon  the  interior  Iowa  job- 
bers will  be,  they  contend,  to  circumscribe  materially  their  jobbing 
territory  and  give  an  undue  advantage  to  their  competitors  located 
at  points  to  which  no  increase  is  proposed.     They  instance  Fort 
Dodge,  to  which  the  present  proportional  rate  on  wrought-iron  pipe 
from  the  Mississippi  River  is  23  cents,  the  proposed  class  rate  25<6 
cents,  and  the  distance  from  Dubuque,  Iowa,  the  nearest  Mississippi 
River  crossing,  193  miles.    To  Sioux  City,  a  Missouri  River  city, 
the  proportional  rate  is  30.5  cents  and  the  distance  from  Dubuque 
325  miles.    The  distance  to  Fort  Dodge  is  59.3  per  cent  of  that  to 
Sioux  City  and  the  present  and  proposed  Fort  Dodge  rates  are  75.4 
and  83.6  per  cent,  respectively,  of  the  Sioux  City  rate.    The  present 
proportional  rate  to  Fort  Dodge  is  90.2  per  cent,  and  the  commodity 
rate  to  Sioux  City  89.7  per  cent,  of  the  respective  ififth-class  rates. 
Respondents  propose  to  apply  the  full  proportional  fifth-class  rate 
on  wrought-iron  pipe  to  Fort  Dodge  without  making  any  change  in 
the  rate  to  Sioux  City. 

The  rate  on  wrought-iron  pipe  from  Chicago  to  Mississippi  River 
crossings,  St.  Louis,  Mo.,  to  Dubuque,  Iowa,  is  19.5  cents  for  dis- 
tances from  138  to  279  miles,  and  ranges  from  61.9  to  81.25  per  cent 
of  the  corresponding  fifth-class  rates. 

Protestants  call  attention  to  the  fact  that  if  the  present  rates  are 
canceled  increased  charges  on  carload  mixtures  of  pipe  connections 
and  fittings  will  result.     Not  exceeding  one-third  of  the  carload- 
weight  may  now  consist  of  brass  or  bronze  valves  and  brass  pipe 
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fittings.  These  commodities  are  rated  second  class  in  less  tlian  car- 
loads, and  fourth  class  in  carloads,  minimum  80,000  pounds  in 
western  classification.  If  the  proposed  cancellation  became  effectlTe 
the  highest  class  carload  rate,  fourth  class,  and  the  highest  carload 
minimum,  86,000  pounds,  or  the  fifth-class  carload  rate  on  the  iron 
connections,  couplings,  and  fittings  and  the  second-class  less-than- 
carload  rate  on  the  brass  or  bronze  valves  and  fittings  would  be  ap- 
plicable. There  would  be  no  change  in  the  rates  on  such  mixtures  to 
points  from  which  the  jobbers  at  interior  Iowa  cities  meet  ccmipeti- 
tion. 

Protestants  submitted  a  list  of  26  commodities  rated  fifth  class 
in  carloads,  including  wrought-iron  pipe,  on  which  proportional 
commodity  rates  are  in  effect  from  the  Mississippi  River  crossings 
to  interior  Iowa  points.  Under  the  rates  to  Fort  Dodge  the  ton- 
mile  earnings  average  19.4  mills,  are  28.8  mills  on  wrought-iron  pipe, 
and  on  the  other  24  commodities  range  from  12.4  mills  on  green 
hides  to  24.8  mills  on  sirup.  A  basis  lower  than  fifth  class  prevails 
generally  throughout  western  trunk  line  territory  on  wrought-iron 
pipe,  in  carloads. 

There  have  been  material  changes  in  transportation  and  traffic 
conditions  since  our  decision  in  Western  Trunk  Lmea  Iron  and  Steely 
ntproy  and,  as  noted,  the  particular  rate  adjustment  in  issue,  as  it 
now  comes  before  us,  is  upon  a  different  basis.  We  find  that  the 
suspended  schedules  have  not  been  justified.  An  order  will  be  en- 
tered requiring  their  cancellation  and  discontinuing  this  proceeding^. 
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Investigation  and  Suspension  Docket  No.  1284. 

SWITCHING  BETWEEN  CLEVELAND,  CINCINNATI,  CHI- 
CAGO &  ST.  LOUIS  INCLINE  TRACKS  AND  CONNEC- 
TIONS  AT  CAIRO,  ILL. 


SubmUted  AprU  1^,  19tl.    Decided  May  iy  19tl. 


Proposed  cancellation  of  switching  charges  at  Cairo,  m.,  found  not  Justified. 

Suspended  schedules  ordered  canceled. 

D.  P.  ConneU  for  respondent. 

Ray  Williams  for  Cairo  Association  of  Commerce  and  Cairo  Board 
of  Trade,  protestants. 

U.  S.  Mustek  for  Cairo  Association  of  Commerce,  protestant. 

Rbfobt  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Bt  Division  3: 

By  schedules  filed  to  become  effective  January  20, 1921,  the  Cleve- 
land, Cincinnati,  Chicago  &  St  Louis  Railway  Company,  herein- 
after called  respondent,  proposes  to  cancel  the  switching  charges 
applicable  between  its  incline  or  river  track  and  connecting  lines' 
tracks  at  Cairo,  HI.,  and  from  its  track  barge  to  connecting  lines' 
tracks  at  the  same  place,  thereby  making  applicable  class  distance 
rates  which  are  higher.  Upon  protest  the  sdbedules  were  suspended 
until  June  19,  1921. 

Cairo  is  at  the  confluence  of  the  Mississippi  and  Ohio  rivers,  and 
is  served  by  boats  during  the  seascm  of  navigation  which  ordinarily 
continues  Uiroughout  the  year.  It  is  also  served  by  the  rails  of  the 
Illinois  Central,  Missouri  Pacific,  Mobile  &  Ohio,  St.  Louis  South- 
western, and  respondent.  The  Illinois  Central  and  respondent  have 
track  barges  at  Cairo,  so  constructed  that  the  track  levels  thereon 
may  be  raised  and  lowered  with  the  rise  and  fall  of  the  river.  They 
provide  a  means  for  direct  transfer  from  the  boats  or  barges  to  cars. 
Respondent's  incline  or  river  track  is  substantially  a  continuation 
of  the  rails  from  the  track  barge. 

The  present  charge  between  the  incline  or  river  track  and  tracks  of 
connecting  lines,  not  including  placing  the  cars  on  boats  or  barges, 
is  $4.    On  June  25,  1918,  a  charge  of  $6.50  from  the  track  barge  to 
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tracks  of  connecting  lines  was  published  in  respondent's  ^^  Industrial 
Carload  Tariff,"  I.  C.  C.  7162.  This  charge  was  later  increased  to 
$8.50,  and  is  now  $9.  On  February  29,  1920,  a  charge  of  $5  was 
published  in  respondent's  "  Switching  Tariff,"  I.  C.  C.  7218,  for  the 
same  service  covered  by  the  present  $9  charge.  By  blanket  supple- 
ment filed  under  our  authority  of  July  29,  1920,  the  $5  charge  was 
increased  to  $7.  The  switching  limits  and  industrial  limits  of  Cairo 
are  defined  exactly  alike  in  these  two  tariffs.  Neither  the  $5  nor  the 
$7  charge  was  ever  legally  applicable,  as  the  previously  established 
charge,  now  $9,  was  not  specifically  canceled. 

The  Illinois  Central  maintains  similar  charges  at  Cairo  and  has 
taken  no  steps  to  cancel  them. 

The  distances  from  the  incline  or  river  track  to  the  tracks  of  con- 
necting lines  are  not  shown,  but  appear  to  be  less  than  5  miles.  Re- 
spondent's distance  class  rates  for  5  miles  and  under  range  from  6.5 
cents  per  100  pounds  on  commodities  rated  class  E  to  32  cents  on 
commodities  rated  first  class.  The  charges  on  a  carload  of  50,000 
poimds  at  the  class-E  rate  would  be  $32.50. 

Respondent  seeks  to  justify  the  proposed  cancellation  on  the 
groimd  that  the  incline  or  river  track  and  track  barge  are  its  private 
terminal  facilities,  the  use  of  which  it  does  not  desire  to  extend  to 
its  connections ;  that  the  amoimt  of  traffic  affected  is  inconsiderable ; 
and  that  the  present  charges  are  not  compensatory.  The  facilities 
are  for  use  by  all  river  craft,  and  respondent  has  maintained  switch- 
ing charges  for  the  services  in  question  since  1906.  Very  little  traffic 
from  river  points  has  moved  over  the  track  barge  and  incline  in  recent 
years,  but  the  possibility  of  such  movement  still  exists.  Respondent's 
estimate  of  the  cost  of  switching  to  tracks  of  connecting  lines  exceeds 
$9  per  car  and  is  not  persuasive.  Respondent  has  not  proposed  to 
cancel  its  charge  for  switching  to  industries  on  its  own  line.  Its 
switching  charge  on  limiber  and  articles  taking  lumber  rates  over 
the  track  barge  to  such  industries  is  $1.50  per  car. 

Protestants  contend  that  the  effect  of  the  proposed  cancellation 
would  be  the  virtual  exclusion  of  all  industries  at  Cairo  from  the 
services  under  consideration  except  those  located  on  respondent's 
line. 

We  find  that  the  proposed  schedules  have  not  been  justified.    An 
order  will  be  entered  requiring  their  cancellation  and  discontinuing  • 
tiiis  proceeding. 
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No.  11067. 
EDGE  MOOE  IRON  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  AND  PENNSYLVANIA 

RAILROAD  COMPANY. 


Submmed  Oeioher  23,  1920,    Decided  May  5,  19»1. 


IVdlrire  of  defendants  to  perform  the  spotting  service  at  complainant's  plant 
at  fiklge  Moor,  Del.,  or  to  make  complainant  an  allowance  for  performing 
that  service,  found  not  to  have  subjected  or  to  subject  complainant  to 
iinrensonable,  unjustly  discriminatory,  or  unduly  prejudicial  rates.  Ck)m- 
plaint  dismissed. 

Frarhk  Lyon  and  John  H,  NeUon  for  complainant. 
Hev/ry  Wolf  Bikle  for  defendants. 

Report  op  the  Commission. 

Division  3,  Commissioxeks  DANiEiis,  Attchisok,  and  Eastman. 

DanibLiS,  Cormnissioner: 

The  issues  here  presented  were  made  the  subject  of  a  proposed 
report  by  the  examiner.  Exceptions  thereto  were  filed  by  the  parties 
and  oral  argument  has  been  had  thereon. 

Complainant  is  a  corporation  engaged  in  the  manufacture  of 
boilers  at  Edge  Moor,  Del.,  about  3  miles  north  of  Wilmington, 
Del.  It  alleges  that  since  June  6,  1917,  it  has  with  its  own  motive 
power  and  labor  moved  cars  between  points  in  its  plant  and  the 
point  of  interchange  with  the  Pennsylvania  Railroad  without  com- 
pensation; that  the  service  is  a  transportation  service  which  de- 
fendants should  perform  or  pay  for  having  doae ;  that  an  allowance 
of  $1.22  per  car  is  paid  by  defendants  to  the  American  Bridge  Com- 
pany, whose  plant  adjoins  that  of  complainant,  for  performing  a 
similar  service;  and  that  complainant  has  been  subjected  to  the 
payment  of  rates  and  charges  which  ai'e  unjust^  unreasonable,  un- 
justly discriminatory,  and  unduly  prejudicial.  We  are  asked  to  pre- 
scribe a  reasonable  allowance  under  section  15  of  the  interstate  com- 
merce act  and  to  award  reparation. 

The  real  object  of  the  complaint  is  to  secure  an  allowance  for  the 

spotting  service  rather  than  to  have  the  service  performed  by  the 
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Pennsylvania  Bailioad,  hereinafter  termed  defendant.  The  moye- 
ment  of  the  cars  is  described  in  some  detail,  but  for  the  purposes  of 
this  report  it  is  sufficient  to  state  that  cars  consigned  to  or  from  ibt 
Edge  Moor  Iron  Company  and  the  American  Bridge  Company  are 
interchanged  with  defendant  on  tracks  of  the  latter  in  front  of  the 
bridge  company's  plant  They  are  moved  to  and  from  these  trmda 
by  the  power  of  the  respective  industries.  Cars  taken  to  or  from 
complainant's  plant  are  moved  by  it  over  defendant's  rails  about 
1,000  feet  beyond  the  interchange  point  in  addition  to  the  haul  over 
the  plant  tracks.  Inbound  and  outbound  rates  charged  complainant 
are  the  same  as  those  charged  the  bridge  company  on  like  commodi- 
ties to  or  from  the  same  points.  The  bridge  company,  as  alleged, 
receives  an  allowance  of  $1.22  on  each  car,  while  complainant's 
spotting  service  is  at  its  own  expense. 

It  was  conceded  by  defendant  that  in  its  essential  features  the 
situation  shown  of  record  is  substantially  similar  to  that  upon 
which  defendant  elected  to  grant  an  allowance  to  the  bridge  o(»n- 
pany  except  for  the  use  by  complainant  of  a  locomotive  crane  instead 
of  a  locomotive  of  ordinary  type.  This  locomotive  crane  consists  of 
a  platform  mounted  on  standard  trucks  and  having  standard  cou- 
plers, air  brakes,  and  other  equipment  which  carries  a  crane  in  addi- 
tion to  the  engine.  The  crane  has  no  connection  with  the  propulsion 
of  the  locomotive  or  cars,  and  is  not  connected  with  the  engine  except 
when  in  use  for  loading  or  unloading  freight.  In  other  words,  the 
locomotive  crane  performs  the  functions  of  the  ordinary  locomotive 
of  similar  power,  and  in  addition  has  the  crane  mounted  on  the  same 
platform  instead  of  being  on  a  flat  car  which  could  be  coupled  to  the 
locomotive.  The  horsepower  of  the  engine  is  about  75  per  cent  of 
that  used  by  the  bridge  company,  and  is  sufficient  for  the  service  in 
which  it  is  used. 

Defendant  has  never  performed  the  spotting  service  for  ocnn- 
plainant,  but  the  record  does  not  indicate  that  the  track  arrangement 
at  either  plant  is  unusually  complicated  or  that  the  defendant  would 
be  unable  to  perform  that  service.  Defendant  insists  that  the  line- 
haul  rates  charged  on  complainant's  commodities  are  not  unreafi<m- 
able  per  ««,  as  no  specific  points  of  origin  or  destination  have  been 
named,  no  rate  comparisons  have  been  furnished,  and  the  commodities 
upon  which  lower  rates  are  sought  are  not  specified,  and  that  this  case 
is  readily  distinguished  trom  those  in  which  allowances  have  pre- 
viously been  made  and  the  carriers  had  &iled  to  justify  increased 
rates  resulting  from  their  canoeUation.  While  a  violation  of  section 
1  is  alleged,  complainant  asserts  that  but  for  section  16,  dealing  with 
allowances,  this  complaint  would  not  have  been  filed  with  us. 
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Gomplaiiiant  relies  prmdpally  upon  a  comparison  of  the  treatment 
of  the  bridge  company,  contrasting  the  services  as  well  as  the  cir- 
cumstances and  conditions  at  that  plant  with  those  at  complainant's 
industry.     Complainant  never  requested  defendant  to  perform  the 
spotting  service  in  question  but  now  insists  upon  an  allowance  rath^ 
than  to  have  defendant  perform  that  service.    Transportation  must 
be  furnished  upon  reasonable  request  therefor,  but  the  record  does 
not  indicate  that  defendant  would  have  refused  to  have  performed 
the  spotting  service  in  question  had  complainant  requested  it.    It 
appears  that  the  bridge  company  made  application  to  carriers'  gen- 
eral accounting  committee  for  an  allowance,  and  defendant  elected 
to  make  an  allowance  since  September  IS,  1917,  in  lieu  of  performing 
the  spotting  service.   Unquestionably  a  carrier  has  a  right  to  perform 
any  transportation  service  that  is  required  of  it,  but  it  may  elect  to 
hire  the  industry  or  some  one  else  to  perform  that  duty.    The  tracks 
into  complainant's  plant  are  owned  and  controlled  by  complainant. 
In  Empire  Steel  dk  Iran  Co.  v.  Director  Generaly  66  I.  C.  C,  168,  a 
situation  was  disclosed  regarding  the  Thomas  Iron  Company  which 
in  many  particulars  resanbles  that  developed  of  record  except  that 
there  is  no  competition  in  the  sale  of  products  between  complainant 
and  the  bridge  company.    In  that  case  there  was  the  added  element 
of  competition  between  the  Thomas  Iron  Company  and  the  com- 
panies receiving  the  allowance  or  the  spotting  service.    It  was  shown 
that  the  iron  company  performed  at  Hokendauqua,  Pa.,  with  its  own 
power  a  certain  spotting  service ;  that  it  was  the  practice  of  the  trunk 
lines  to  perform  the  spotting  service,  or  have  it  performed,  for  com- 
petitors on  the  basis  of  the  line-haul  rates;  and  that  additional  costs 
for  spotting  could  not  be  passed  on  to  the  Thomas  Iron  Company's 
customers.    In  denying  reparation  we  said,  pages  180, 190 : 

Wbere,  as  in  this  case,  an  industry  has  continuously  performed  the  terminal 
or  spotting  services  and  apparently  has  preferred  to  do  so,  it  cannot  now  be 
heard  in  a  demand  for  compensation  from  the  carriers  for  such  past  services. 
Under  section  15  of  the  act  the  Thomas  company  for  the  future  may  lawfully 
be  reimbursed  for  moving  the  outbound  shipments  to  the  Lehigh  and  the  Oen- 
tral,  unless  the  Lehigh  and  Central  elect  and  offer  to  perform  the  work.  ▲ 
refusal  on  the  part  of  the  Thomas  company  to  permit  them  to  do  so  would 
render  any  allowances  unlawful.    •    •    • 

Complainant  appears  to  have  preferred  to  do  the  work  itself,  and  is  now 
asking  for  compensation  therefor.  The  prayer  for  reparation  in  connection 
with  this  service  should  be  denied. 

Complainant  in  the  instant  case  further  shows  that  defendant  per 
forms  spotting  services  for  the  American  Steel  Foimdries  Com- 
pany, at  Thurlow,  Pa.,  and  the  Penn  Seaboard  Steel  Corporation,  at 
New  Castle,  DeL    Neither  of  these  companies  competes  with  com- 
plainant in  the  sale  of  the  manufactured  products  of  the  respective 
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plants,  although  some  of  the  same  raw  materials  are  used.  C!om- 
plainant  was  not  unduly  prejudiced  by  the  performance  of  spotting 
sendees  at  the  plants  cited  in  comparison. 

Following  the  case  cited  and  upon  this  record,  we  find  that  failure 
in  the  past  on  the  part  of  defendant  to  perform  the  spotting  service 
or  to  compensate  complainant  for  its  performance  was  not  unreason- 
able or  otherwise  unlawful. 

As  bearing  on  the  arrangement  to  be  observed  for  the  future,  it  is 
stated  on  behalf  of  defendant  that  it  is  willing  to  perform  the  spot- 
ting service  for  complainant  if  done  under  the  carrier's  exclusive  di- 
rection and  control  and  without  interference  on  the  part  of  com- 
plainant, or  with  the  understanding  that  the  service  shall  be  deemed 
completed  when  the  railroad  encounters  interference  of  any  kind  re- 
sulting from  the  operations  of  complainant.  Complainant  argues 
that  defendants'  offer  to  perform  the  service  is  not  a  bona  fide  offer 
because  it  is  limited  to  the  convenience  of  the  carrier.  The  service 
required  of  the  defendant  is  to  deliver  or  receive  carload  freight  at 
the  usual  points  of  loading  or  unloading  unless  such  points  are  so 
located  that  the  request  for  receipt  and  delivery  at  such  spots  could 
not,  in  view  of  general  usage,  be  regarded  as  reasonable. 

It  was  stated  for  complainant  upon  argument  that  it  was  not 
asking  any  relief  for  the  future,  but  that  what  was  sought  was  com- 
pensation for  services  rendered  by  complainant  in  the  past  and  that 
complainant  might  not  want  such  services  performed  in  the  future. 

We  find  that  the  failure  of  defendants  to  perform  the  spotting 
service  at  complainant's  plant  or  to  make  complainant  an  allowance 
for"  performing  that  service  did  not  and  does  not,  imder  the  circum- 
stances disclosed  of  record,  subject  complainant  to  unreasonable,  un- 
justly discriminatory,  or  unduly  prejudicial  rates.  The  complaint 
will  be  dismissed. 
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No.  11524. 

lilMITATIONS   OF  LIABILITY   IN  CONNECTION  WITH 
THE  TRANSMISSION  OF  TELEGRAPH  MESSAGES. 


UNREPEATED  MESSAGE  CASE. 

No.  8917. 

J.  L.  CITLTRA  AND  MYRTLE  CULTRA,  PARTNERS,  TRAD. 
ING  AS  THE  CLAY  COUNTY  PRODUCE  COMPANY, 

V. 

WESTERN  UNION  TELEGRAPH  COMPANY. 


Submitted  December  10,  1920,    Decided  May  5,  1921. 


CpOD  Investigatioii,  the  present  rules  of  telegraph  companies  limiting  their  lia- 
bility for  negiigence  in  the  transmission  or  delivery,  or  for  nondelivery,  of 
unrepeated  and  repeated  interstate  messages,  constituting  integral  parts  of 
the  respective  rates,  found  unreasonable.  Reasonable  rules  prescribed. 
Former  report  In  No.  8917,  44  I.  C.  C.  670. 

Rush  Taggarty  Albert  T.  Benedict^  Francis  R,  Stark^  and  R.  H. 
Overhaugh  for  Western  Union  Telegraph  Company;  William  C. 
Fitts  and  John  L.  FaxreU  for  Postal  Telegraph-Cable  Company, 
North  American  Telegraph  Company,  and  Commercial  Pacific  Cable 
Company ;  and  E,  A.  Patterson  and  A.  C.  Adams  for  Continental  Tele- 
graph Company. 

Luther  M.  'Walter^  John  S.  Burchmore^  Joseph  H.  Beek^  T.  T. 
HarkradeTj  and  /.  P.  Haynes  for  National  Industrial  Traffic  League ; 
Henry  Z.  Goemunn  for  Grain  Dealers  National  Association,  Ohio 
Grain  Dealers  Association,  National  Hay  Association,  American 
Com  Millers  Federation,  and  National  Industrial  Traffic  League; 
Henry  S.  Robhins  for  Board  of  Trade  of  Chicago  and  various  asso- 
ciations; Fayette  B.  Dow  for  National  Petroleum  Association  and 
Western  Petroleum  Refiners  Association ;  Fayette  B.  Dow  and  R.  S. 
French  for  Joint  Council,  National  League  of  Conmiission  Mer- 
chants of  the  United  States,  International  Apple  Shippers  Asso- 
ciation, and  Western  Fruit  Jobbers  Association  of  America;  Clare 
J.  HaU  for  Ernest  L.  Wellman,  Judson  Michigan  Bean  Company, 
and  Cobbs  &  Mitchell ;  and  Stewart  Henderson  for  Baltimore  Cham- 
ber of  Commerce  and  Grain  Dealers  National  Association. 
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Report  of  thb  Commission. 

MoChord,  Gommiasionsr: 

The  questions  here  presented  for  determination  were  made  the 
subject  of  a  proposed  report  by  the  examiner.  Exceptions  thereto 
have  been  filed  by  the  respondent  Western  Union  Telegraph  and 
Postal  Telegraph-Cable  companies  and  by  certain  of  the  intervenersi 
and  the  issues  have  been  briefed  and  orally  argued. 

Pursuant  to  an  order  entered  June  4,  1920,  a  general  investigation 
has  been  made  of  the  practices  of  telegraph  companies  subject  to  the 
interstate  commerce  act  in  adjusting  claims  for  damages  arising  from 
errors  or  delays  in  the  transmission  or  delivery,  or  from  nondelivery, 
of  interstate  messages,  and  the  reasonableness  of  their  rules  limiting 
liability  on  the  several  classes  of  messages,  dependent  upon  the  rates 
paid.  All  common  carriers  subject  to  the  interstate  commerce  act 
engaged  in  the  transmission  of  telegraph  messages  have  been  made 
respondents.  Hearing  was  held  on  July  26,  1920,  at  which  time 
appearances  were  filed  on  behalf  of  the  Western  Union  Telegraph 
Company,  the  Postal  Telegraph-Cable  Company,  the  North  Ameri- 
can Telegraph  Company,  the  Continental  Telegraph  Company,  and 
the  Commercial  Pacific  Cable  Company.  These  companies,  including 
those  affiliated  with  the  Postal  Telegraph-Cable  Company,  but  ex- 
cluding the  Commercial  Pacific  Cable  Company,  which  is  engaged 
in  the  transmission  of  cable  messages  only,  perform  substantially  all 
the  commercial  telegraph  business  of  the  country.  At  this  hearing 
various  individuals  and  associations  appeared  for  the  purpose  of 
expressing  their  views  concerning  the  subject  under  investigation 
and  to  urge  the  establishment  of  more  liberal  rules  and  regulations. 
The  record  in  No.  8917,  referred  to  hereinafter  as  the  Unrepeated 
Message  Case^  was  made  available  for  use  in  the  proceeding,  and  one 
report  will  suffice  for  both  cases. 

The  propriety  of  the  rules  established  by  the  Western  Union  com- 
pany to  restrict  its  liability  for  damages  arising  from  mistakes  or 
delays  in  the  transmission  or  delivery,  or  from  nondelivery,  of  inter- 
state messages  was  considered  at  length  in  the  former  report  in  the 
Unrepeated  Message  Case^  44  I.  C.  C,  670.  That  proceeding  arose 
from  the  refusal  of  the  Western  Union  to  satisfy  a  claim  for  dam- 
ages alleged  to  have  resulted  from  the  incorrect  transmission  of  an 
unrepeated  night-letter  telegram.  We  were  asked  to  determine,  first, 
whether  by  the  amended  act  to  regulate  commerce  we  had  been  in- 
vested with  jurisdiction  over  matters  of  this  kind,  and,  second, 
whether,  if  we  had  such  jurisdiction,  the  rules  governing  liability 

were  reasonable, 
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The  rales  in  qnestion,  which  are  sabstantially  the  same  as  those 
published  by  the  Postal  Telegraph-Cable  Ciompany  and  its  affiliated 
oompanies,  except  as  hereinafter  pointed  out,  are  set  out  in  full  in 
tlie  previous  report,  but  for  convenience  are  restated  in  the  margin.^ 
JBriefly,  they  offer  the  sender  his  choice  of  three  classes  of  messages, 
unrepeated,  repeated,  and  valued,  with  different  rates  for  each 
dasB,  dependttit  upon  the  service  to  be  performed  and  the  liability 
to  be  assumed.  As  a  condition  attaching  to  the  transmission  of  a 
message  at  the  lowest,  or  unrepeated,  rate  it  is  stipulated  that  the 
company  shall  not  be  liable  for  mistakes,  delays,  or  nondelivery 
beyond  the  amount  received  for  sending  it;  and  it  appears  that, 
unlike  the  Western  Union,  the  Postal  company  steadfastly  adheres 
to  that  limitation.  But  to  protect  the  sender  against  possible  loss 
in  the  event  of  errors  in  transmissicm,  the  respondents  offer  the 
second,  or  repeated,  class  of  messages  at  a  rate  one  and  one-half 
times  the  rate  for  the  same  message  if  unrepeated.  For  this  addi- 
tional rate  they  agree  to  assume  liability  to  the  extent  of  50  times 
the  rate  paid,  with  a  maximum  liability  in  the  case  of  the  Western 
Union  of  $60.  The  third  class  of  messages,  for  the  transmission  of 
which  the  rate  charged  is  the  repeated  rate  plus  a  surcharge  of 
one-tenth  of  one  per  cent  of  the  valuation,  is  designed  to  insure  the 
sender  against  any  loss  within  the  value  placed  upon  the  message. 
To  afford  protection  against  extravagant  claims  for  damages  on 
account  of  errors  or  delays  which  a  repetition  of  the  message  would 
not  have  prevented,  provision  is  made  by  the  Western  Unicm  for  a 
limitation  of  liability  to  $50,  in  practice  applied  both  to  unrepeated 
and  repeated  messages,  and  by  the  Postal  company,  in  the  case  of 
repeated  messages,  to  60  times  the  repeated  rate,  which,  unless 
a  greater  value  is  declared,  is  the  agreed  value  of  the  message.    Tins 

t  All  mssAOBB  takbit  bt  this  compakt  amm  strBjBcr  to  trb  following  tbbmb  : 

To  caAid  agalntt  miitakM  or  delays,  tbo  sender  of  s  meaiago  sboold  order  it  rifbatbd, 
that  ill  telegraphod  back  to  tho  origtaatlDf  office  for  comparison.  For  this,  one-half  the 
unrepeated  message  rate  Is  charged  in  addition.  Unless  etherwlse  indicated  on  its 
teee^  TRia  is  an  unebpbatbd  mbssaon  and  paid  vor  as  such,  in  consideration  whereof 
It  is  agraed  between  the  sender  of  the  message  and  this  company  as  follows: 

1.  Tlie  Company  shall  not  be  liable  for  mistakes  or  delays  in  the  transmission  or 
dsUTsry,  or  for  non-delirery,  of  any  unmbpnath>  message,  beyond  the  amount  receired 
for  sending  the  same;  nor  for  mistakes  or  d^ays  in  the  transmission  or  d^irery,  or 
tor  noB-deUrery,  of  any  aaPBATSD  message,  beyond  fifty  times  the  sum  receired  for 
asodlng  the  same,  tmlott  speofoUy  vatme^;  nor  in  any  case  for  delays  arising  flrom  on- 
avoidable  intermption  in  the  working  of  its  lines;  nor  for  errort  in  cipher  or  oh9eur9 
•lessapet. 

8.  In  any  erent  the  Company  shall  not  be  liable  for  damages  for  any  mistakes  or  delays 
In  the  transmission  or  delivery,  or  for  the  non-deliyery,  of  this  message,  whether  caused  by 
the  negligence  of  its  servants  or  otherwise,  bey<md  the  sum  of  wim  dollars^  at  which 
amount  this  message  is  hereliy  valued,  unless  a  greater  value  is  stated  in  writing 
hereon  at  tho  time  the  message  is  offered  to  the  Company  for  transmission,  and  an 
additional  sum  paid  or  agreed  to  be  paid  based  on  such  value  equal  to  one-tenth  of  ona 
par  cent  thareof. 
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provision  on  the  part  of  the  Western  Union  is  alleged  to  be  neces- 
sary in  jurisdictions  where  the  unrepeated  stipulation  is  held  not 
to  avail. 

In  Primrose  v.  Western  Union  Telegraphy  164  U.  S.,  1,  decided 
May  26,  1894,  the  Supreme  Court  of  the  United  States  upheld  the 
validity  of  a  contract  between  the  sender  of  a  message  and  the  tele- 
graph company  by  which  the  latter  assumed  no  liability  for  mis- 
takes or  delays,  although  arising  frcmi  'the  negligence  of  Hs  «nploy- 
ees,  beyond  the  toll  charged  for  transmission  unless  repetition  had 
been  requested  and  the  additional  charge  therefor  paid.  It  was 
pointed  out  that  a  contract  of  this  nature  was  not  an  effort  on  the 
part  of  the  company  to  exempt  itself  wholly  from  liability  for  its 
negligence,  but  was  a  proper  and  lawful  mode  of  securing  a  due 
proportion  between  the  amount  for  which  the  company  might  be  re- 
sponsible and  the  toll  received.  Following  the  ruling  announced  in 
that  case  and  applying  the  principles  of  the  act  to  regulate  commerce, 
to  which  act  telegraph  companies  were  subjected  by  the  amendment 
of  June  18,  1910,  we  held  in  the  Unrepeated  Message  Case  that  the 
rules  in  question,  being  essentially  part  of  the  rates,  were  subject  to 
our  supervision  and  control,  and  that  the  classification  of  messages 
into  unrepeated,  repeated,  and  valued,  "  with  the  different  rates  and 
liabilities  attaching  to  them,  having  affirmative  recognition  in  the 
act  itself,  *  *  *  when  lawfully  fixed  and  offered  to  the  public, 
*  *  *  are  binding  upon  the  defendant  and  upon  all  those  who  avail 
themselves  of  its  services,  until  they  have  been  lawfully  changed." 

The  Unrepeated  Message  Case  was  decided  May  17,  1917.  By  it 
common  carriers  engaged  in  the  transmission  of  messages  were  ap- 
prised as  to  what,  in  our  opinion,  their  practices  should  be  in  the 
settlement  of  damage  claims  arising  through  defaults  in  service.  In 
order  that  we  might  be  informed  whether  the  general  practice  of  the 
Western  Union,  defendant  in  the  Umrepeated  Message  Case^  was  in 
conformity  with  its  published  rules  and  also  to  obtain  further  infor- 
mation relative  to  the  reasonableness  of  the  rules,  that  proceeding 
was  set  down  for  further  hearing.  Further  hearing  was  had  on 
February  20, 1918.  On  August  1, 1918,  the  President,  under  powers 
conferred  upon  him  by  Congress,  assumed  possession  and  control  of 
tlie  defendant  company  and  appointed  the  Postmaster  General  his 
agent  to  continue  its  operation.  Control  of  the  property  remained 
in  the  hands  of  the  government  until  August  1,  1919,  and  considera- 
tion of  the  evidence  taken  at  the  hearing  of  February  20,  1918,  was 
held  in  abeyance  during  that  period.  Thereafter,  on  March  1,  1920, 
a  further  hearing  was  had  for  tiie  purpose  of  ascertaining  whetiier 
changes  had  been  made  in  the  practices  of  the  company  since  the  date 
of  the  former  hearing,  and  also  to  afford  an  opportunity  to  parties 
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interested  to  present  to  us  any  new  facts  bearing  on  the  propriety  of 
the  rules.  At  this  later  hearing  petitions  in  intervention  wore  filed 
on  behalf  of  various  stock,  cotton,  and  grain  exchanges  and  other 
associations.  In  the  interest  of  uniformity  the  general  investigation 
was  subsequently  instituted. 

At  the  hearing  on  March  1,  1920,  the  contention  was  urged  that 
a  telegraph  company,  as  a  common  carrier,  may  not  lawfully  under- 
take by  contract,  rule,  regulation,  or  in  any  manner  to  exempt  itself 
from  full  liability  for  errors  or  ddays  in  the  transmission  of  messages^ 
and  that  all  such  rules  restricting  liability  are  void.    This  question 
is  foreclosed  by  the  decisions  of  the  Supreme  Court  in  the  Primrose 
CoBe  and  in  Postal  Telegraphic oMe  Co.  v.  Warren-Oodwin  Co,^ 
251  XT.  S.,  27.    In  the  laUer  case,  decided  December  8,  1919,  which 
involved  the  extent  of  the  liability  of  a  telegraph  company  under  an 
onrepeated  interstate  message,  the  court  said : 

In  the  first  place,  as  it  is  apparent  on  the  face  of  the  act  of  1910  that  it  was 
intended  to  control  telegraph  companies  by  the  act  to  regralate  commerce,  we 
tfatak  It  clear  that  the  act  of  1810  was  designed  to  and  did  subject  such  com- 
panies as  to  their  interstate  business  to  the  rule  of  equality  and  uniformity  of 
rates  which  it  was  manifestly  the  dominant  purpose  of  the  act  to  regulate  com- 
merce to  establish,  a  purpose  which  would  be  wholly  destroyed  if,  as  held  by 
the  court  below,  the  validity  of  contracts  made  by  telegraph  companies  as  to 
ttieir  interstate  commerce  business  continued  to  be  subjected  to  the  control  of 
divergent  and  it  may  be  conflicting  local  laws. 

In  the  second  place,  as  in  terms  the  act  empowered  telegraph  companies  to 
establish  reasonable  rates^  subject  to  the  control  which  the  act  to  regulate  com- 
merce exerted,  it  follows  that  the  power  thus  given,  limited  of  course  by  such 
control,  carried  with  it  the  primary  authority  to  provide  a  rate  for  unrepeated 
telegrams  and  the  right  to  fix  a  reasonable  Umitation  of  responsibility  where 
such  rate  was  charged,  since,  as  pointed  out  in  the  PHmrose  case,  the  rifi^t  to 
contract  on  such  subject  was  embraced  within  the  grant  of  the  primary  rate- 
making  power. 

It  is  shown  by  the  record  that  the  practice  of  the  Western  Union 
in  the  settlement  of  damage  claims,  which  is  also  followed  by  the 
Continental  Telegraph  Company,  is  not  in  accord  with  the  rules 
it  has  established,  but  is  founded  upon  a  policy  in  which  business 
considerations  predominate.  To  secure  and  retain  the  good  will 
of  the  public  and  to  encourage  a  more  liberal  use  of  its  facilities 
the  Western  Union  makes  it  a  point  to  adjust  as  pnnnptly  as  possible 
at  least  a  large  percentage  of  meritorious  claims  presented  to  it, 
regardless  of  the  class  of  message  and  of  the  admonition  in  the  former 
report  that  its  rules,  as  part  of  the  rates,  must  be  as  strictly  observed 
as  the  rates  themsdives.  In  other  words,  under  its  present  practice 
flie  protection  offered  the  sender  under  the  repeated  and  valued 
message  rates  is  voluntarily  given  for  the  unrepeated  rate,  the  con- 
tractuAl  limitations  of  liability  being  resorted  to  only  when  in  the 
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company's  opinion  the  claim  is  without  f oundaticm,  can  not  be  settled 
for  less  than  the  cost  of  litigaticm,  is  unusaally  large,  or  is  opea  to 
objection  in  some  other  respect. 

In  justification  for  departing  from  the  strict  and  umform  enforoe- 
ment  of  its  rules  it  is  urged  that  the  courts  of  many  states  do  not 
recognize  the  validity  of  the  partial  exemptions  from  liability,  and^ 
therefore,  to  avoid  the  expense  of  litigation  claims  arising  in  such 
jurisdictions  are  settled  by  agreement  between  the  parties.  This  lack 
of  uniformity  among  the  courts  in  cases  involving  the  restrictions 
upon  the  liability  of  the  telegraph  companies  was  referred  to  in  oar 
former  report  in  the  Unrepeated  Message  Case.  It  was  there  pointed 
out  that  one  of  the  necessary  consequences  of  the  amended  act  was 
to  put  an  end  to  all  such  diversity  and  attach  to  the  respondents 
error  the  same  degree  of  responsibility  in  all  the  courts.  The  prac- 
tice, however,  is  to  adjust  claims  contrary  to  the  rules,  not  only  in 
the  jurisdictions  which  heretofore  have  declined  to  sanction  tlieir 
validity  but  also  in  jurisdictions  where  they  have  been  expressly 
upheld.  It  is  frankly  admitted  that  business  considerations  and 
equity  dictate  its  policy. 

On  the  other  hand,  the  policy  of  the  Postal  Telegraph-Cable  Com- 
pany and  its  affiliated  companies  is  the  reverse  of  that  of  the  Western 
Union.  Since  the  amendment  of  June  18,  1910,  and  particularly 
since  the  &>rmer  report  in  the  Unrepeated  Message  Case^  the  Postal 
company  has  consistently  declined  to  pay  claims  based  on  interstate 
messages  if  the  amount  involved  is  in  excess  of  that  contemplated  in 
the  contract  of  transmission.  The  effect  upon  its  business  can  be 
readily  appreciated.  Unquestionably,  the  more  liberal  policy  of  the 
Western  Union,  when  known,  tends  to  induce  patrons  of  the  Postal 
company  to  withdraw  or  curtail  their  business  with  that  ccHnpany 
and  transfer  it  to  the  Western  Union. 

It  is  clear  that  the  policy  of  the  Western  Union  is  contrary  to  both 
the  spirit  and  the  terms  of  the  interstate  commerce  act  md  must 
therefore  be  condemned.  That  the  requirement  of  adherence  to  es- 
tablished rates  and  charges,  as  provided  in  the  ad;,  applies  as  strictly 
to  telegraph  companies  as  to  other  common  carriers  can  not  be  ques- 
tioned ;  yet  that  company  makes  it  a  practice,  when  a  default  occurs 
in  connection  with  a  message  for  which  it  chained  the  unr^ieated 
rate,  to  assume  a  liability  for  which  it  holds  itself  out  only  at  a 
higher  rate.  This  is  a  plain  departure  from  its  puUidied  rules  and 
stands  on  the  same  footing  as  an  unlawful  rebate.  Those  who  tAj 
upcm  the  published  rules  are  thus  placed  at  a  disadvantage,  sinoe 
others,  either  through  ignorance  of  the  rules  or  with  knowledge  that 
they  are  disregarded,  are  accorded  unauthorised  reimbursement  for 
losses  which  they  have  sustained  through  the  carrier's  neg^iigcnoe. 
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The  Western  Union,  while  justifying  its  practice  of  adjusting 
dainoiS  in  excess  of  its  legal  liability  mainly  on  the  grounds  of  business 
policy,  equity,  and  fair  dealing,  nevertheless  opposes  a  revision  of  its 
rules  which  would  legally  impose  upon  it  any  greater  degree  of 
responsibility  than  it  now  holds  itself  out  to  assume.  It  urges  that  its 
financial  condition  will  not  permit  the  impairment  of  revenue  that 
would  follow  if  more  liberal  rules  should  be  established.  This  view 
appears  to  be  unfounded.  Except  for  a  short  period  following  the 
amendment  to  the  act  in  1910,  the  practice  of  adjusting  claims  to  the 
full  extent  of  the  actual  loss  suiFered  has  been  consistently  followed, 
yet  the  surplus  has  been  increased  from  $7,733,692.52  on  June  30, 1910, 
to  $32,518,998.99  on  December  81,  1918,  as  shown  by  the  annual 
report  to  the  stockholders.  Dividends  paid  in  1910  were  at  the  rate 
of  8  per  cent,  and  in  1917  and  1918  at  7  per  cent.  During  this  period 
the  funded  debt  was  reduced  from  slightly  over  $40,000,000  to  ap- 
proximately $82,000,000. 

In  considering  the  reasonableness  of  the  rule  limiting  liability  in 
the  case  of  an  unrepeated  message  to  the  amount  of  the  toll  received 
for  sending  it,  the  evidential  effect  of  the  voluntary  practices  of  the 
Western  Union,  which  handles  76  per  cent  or  more  of  the  telegraph 
business  of  the  country,  can  not  well  be  overlooked.    Prior  to  1910 
that  rule  was  never  observed,  and  all  claims  for  damages  were  referred 
to  and  dealt  with  by  the  legal  department  without  reference  to  its 
limited  liability.    Following  the  amendment  of  1910  the  conclusion 
was  reached  that  thereafter  there  could  be  no  latitude  in  the  adjust- 
ment of  claims,  but  that  settlement  would  necessarily  be  made  on  a 
standard  basis  under  fixed  rules  determined  by  the  laws  of  the  dif- 
ferent states  or  the  federal  laws.   Under  date  of  May  8, 1911,  author- 
ity was  granted  the  general  superintendents  to  settle  all  claims  up  to 
$500  when  damage  resulted  from  a  fault  in  service  and  there  was  no 
valid  contract  limiting  the  company's  liability.    The  superintendents 
were  instructed  to  disregard  the  unrepeated-message  condition,  except 
in  the  case  of  claims  arising  or  based  on  messages  handled  solely  in 
New  York,  Massachusetts,  California,  or  Rhode  Island,  where  the 
validity  of  the  stipulation  was  upheld  except  in  the  event  of  gross 
negligence.    In  1918  the  policy  was  altered,  and  claims  were  there- 
after settled  according  to  the  discretion  of  the  superintendents  or 
managers.    Since  then  adherence  to  the  contractual  limitations  has 
not  been  required.    It  thus  appears  that  the  restricted-liability  pro- 
visions are  not  resorted  to  in  the  case  of  meritorious  claims  which  are 
reasonable  in  amount. 

So  far  as  the  record  shows  there  has  been  no  substantial  change 
in  the  Western  Union's  rule  disclaiming  responsibility  for  negligence 
in  the  transmission  or  delivery  of  unrepeated  messages  since  it  was 
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first  established,  over  50  years  ago,  notwithstanding  that  the  effi- 
ciency  of  the  sending  and  receiving  instruments  has  been  greatly 
increased  and  that  new  appliances  have  been  adopted  which  redace 
the  possibility  of  error  to  a  minimum.  Formerly  all  land-line  mes- 
sages were  handled  by  Morse  operation,  which  required  manual 
transmission  in  the  Morse  code  and  receipt  by  sound.  At  the  pres- 
ent time  substantially  one-half  of  all  the  messages  transmitted  by 
the  Western  Union,  particularly  between  large  cities,  are  automati- 
cally transmitted  from  the  sending  office  and  are  received  on  ma- 
chines which  print  the  message  directly  upon  the  telegram  blank. 
It  is  asserted  by  that  company  that  the  automatic  printing  ^jnstem 
is  the  most  accurate  known  for  handling  messages  over  long  dis- 
tances, and  that  the  automatic  sending  instrument  affords  the  most 
rapid  and  accurate  method  of  transmission.  Apparently,  the  experi- 
ence of  the  Postal  company  with  automatic  devices  has  not  been 
so  satisfactory,  as  that  company  continues  to  employ  manual  trans- 
mission. From  records  prepared  by  the  Postal  company  it  is  esti- 
mated that  the  ratio  of  errors  in  transmission  to  the  number  of 
messages  handled  is  one  to  25,000  or  30,000. 

A  repeated  telegram  differs  from  the  ordinary  telegram  in  that  it 
is  repeated  back  at  each  stage  of  transmission  from  point  of  origin 
to  destination.    This  class  of  message  is  seldom  used,  an  operator 
testifying  that  in  17  or  18  years'  experience  he  had  transmitted  per- 
haps 200  such  messages.    Eepetition  of  a  message  is  a  certain  guard 
against  errors  in  transmission,  but  is  no  protection  against  delayed 
delivery.   To  many  patrons  of  the  telegraph  service  a  delay  may  have 
as  serious  consequences  as  a  mistake  in  transmission,  particularly  in 
the  case  of  conunercial  telegrams  between  members  of  boards  of  trade 
and  exchanges.     Rapid  transmission  and  immediate  delivery   are 
frequently  of  such  importance,  dealers  in  perishable  commoditiea 
argue,  that  they  can  not  afford  the  delay  incident  to  repetition  of 
their  messages.    It  is  improbable,  however,  that  the  time  required  to 
repeat  a  message,  estimated  to  be  no  more  than  three  or  four  minutea 
over  direct  wires,  could  cause  serious  inconvenience  or  loss,  except 
in  very  rare  instances.    The  charge  for  an  unrepeated  message  in- 
cludes the  cost  incident  to  its  receipt,  transmission,  and  delivery, 
and  a  profit  to  the  c(»npany.    The  repetition  is  but  one  additional 
element  of  the  total  service,  and  its  cost,  therefore,  a  relatively  small 
proportion  of  the  original  cost,  while  the  chaise  is  50  per  cent  higher. 
This  additional  amount  is  compensation  for  the  greater  care  in  han- 
dling and  the  extra  liability  assumed.    So  far  as  the  record  shows,  a 
repeated  message  has  never  failed  to  accomplish  its  purpose;  except 
in  one  instance  where  there  was  gross  negligence.    In  that  case  the 
default  was  in  delayed  delivery.    The  fact  that  repetition  is  ordered 
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should  put  the  company  on  notice  tkat  the  message  is  of  unusual 
▼ahie^  and  thus  insure  the  roaJtimum  degree  of  care  in  its  transmission 
and  delivery. 

T^e  valued  message  appears  to  be  of  no  practical  use  in  the  great 
majority  of  instances,  because  of  the  impossibility  of  anticipating 
what  default,  if  any,  there  may  be  in  the  service  wd  thus  determin- 
ing in  advance  what  loss  may  ensue.    So  far  as  a  large  proportion 
of  the  public  is  concerned  &i8  class  of  messages  might  be  eliminated, 
as  it  never  has  been  and  probably  never  will  be  used  to  any  consider^ 
able  extent    If  a  valued  message  should  be  sent  it  would  be  handled 
in  preoiaely  the  same  manner  as  a  repeated  message;  that  is,  re* 
peated  back  at  each  stage  of  transmission,  with  extra  care  exercised 
in  delivery.    This  class  of  message,  however,  is  of  importance  to  the 
carriers  in  that  it  places  a  limit  upon  unforeseen  and  unanticipated 
losses ;  and  the  contention  pressed  upon  our  notice,  that  senders 
can  not  well  anticipate  the  results  of  defaults  in  the  service,  is  at 
least  no  leas  true  of  the  teleg^ph  oompaniss. 

The  present  reeord  amply  demonstrates  the  need  for  a  substantial 
revision  of  respondents'  roles  concerning  their  liability  on  inter- 
state messages.    All  other  common  carriers  subject  to  the  act  have 
been  made  fully  liable  for  their  erroiti  or  niegligence,  notwithstanding 
attempted  limitations  by  contracts,  rules,  or  otherwise,  except  in 
instances  where  they  have  been  expressly  authorized  by  this  Com- 
mission to  maintain  varying  rates  dependent  upon  the  declared  or 
agreed  value  of  the  article  transported ;  and  the  record  herein  oiFers 
no  sound  reason  why  telegraph  companies  should  longer  be  per- 
mitted to  avoid  liability  for  their  errors  or  negligence  or  to  Hmit 
it  to  the  nominal  amounts  now  provided  for  in  their  rules.    It  has 
been  shown  that  these  rules  are  not  observed  by  the  Western  Union, 
but  that,  on  the  contrary,  meritorious  claims  arising  in  connection 
with  unrepeated  messages  are  adjusted  either  to  the  full  extent  of 
the  loss  suffered  or  on  a  basis  satisfactory  to  the  claimant.    While 
that   company  declares  that  it  is  ready  to  abide  by  its  rules  as  now 
published,  it  contends  that  its  present  practice  is  better  from  all 
viewpoints.    That  practice,  as  hereinbefore  stated,  contemplates  full 
payment  of  claims  by  general  superintendents  or  general  managers 
.  up  to  $500  without  submission  to  the  legal  department  and  without 
reference  to  the  contractual  defenses. 

The  Postal  company  vigorously  opposes  any  increase  in  its  lia- 
bility, principally  on  the  ground  that  its  revenues  would  be  insuffi- 
cient to  meet  the  additional  expense.  No  figures  were  presented, 
however,  to  indicate  the  probable  effect  upon  the  company  of  as- 
suming liability  for  defaults  in  service  due  to  its  own  negligence, 
subject  to  more  reasonable  limitations,  and  there  is  nothing  of  record 
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to  justify  the  assumption  that  its  revenues  would  be  seriously  im- 
paired. In  any  event  we  are  not  prepared  to  concede  that  a  public- 
service  corporation  may  rely  upon  its  financial  condition  as  a  justifi- 
cation for  refusal  to  establish  reasonable  rules  and  regulations.  Cer- 
tain information  relative  to  revenues,  expenses,  surplus,  dividends, 
etc.,  of  the  various  companies  afiiliated  with  the  Postal  comp«ny 
was  called  for  at  the  hearing,  but  has  not  been  supplied. 

Upon  consideration  of  the  record  we  find  that  the  present  rules 
of  the  respondents  restricting  their  liability  for  negligence  in  the 
transmission  or  delivery,  or  for  nondelivery,  of  unrepeated  and 
repeated  interstate  messages  are  and  for  the  future  will  be  unreason- 
able; that  the  maximum  liability  in  the  case  of  a  message  for  the 
transmission  of  which  the  imrepeated  rate  is  charged  should  be  not 
less  than  $500,  and  for  a  message  received  for  transmission  at  the 
repeated  rate,  $5,000,  which  limitations  we  find  to  be  reasonable  as 
parts  of  the  respective  rates.  Provision  should  be  made  for  the 
transmission  of  valued  messages  under  a  liability  limited  to  the 
value  stated  in  writing  by  the  sender  of  the  message  at  the  time  it 
is  offered  for  transmission  upon  pajrment  of  the  repeated  rate  plus 
one-tenth  of  1  per  cent  of  the  stated  value  in  excess  of  $5,000. 

An  order  in  accordance  With  the  foregoing  findings  will  be  entered. 

Potter,  Com/missioner^  dissenting : 

I  can  not  concur  in  the  view  that  the  liability  of  the  respondents 
should  be  increased.  We  have  the  right  to  make  regulations  de- 
signed reasonably  to  assure  the  performance  by  the  respondents  of 
their  duties.  Existing  arrangements,  I  think,  are  sufficient  to  that 
end.  As  I  see  it,  the  Commission  by  its  majority  report  has  departed 
from  the  field  of  regulation  and  entered  the  field  of  corporate  man- 
agement and  business  policy.  If  the  increased  liability  benefits  the 
public  and  brings  about  an  increase  of  burden  to  the  respondents, 
that  increased  burden  will  be  an  expense  which  through  increased 
rates  will  be  passed  along  to  all  whom  the  respondents  serve.  The 
result  of  compliance  with  our  report  will  be,  therefore,  to  create  a 
sort  of  insurance  relation  by  which  the  individual  sender  of  a  message 
will  be  insured  at  the  expense  of  senders  in  general.  This  might  be 
a  desirable  arrai^gement,  but  whether  it  should  be  adopted  as  a  part 
of  the  relation  with  the  respondents  and  among  tliose  they  serve  is 
a  business  question  rather  than  a  matter  of  service  regulation.  To 
my  mind,  those  who  desire  insurance  should  pay  for  it  and  should 
not  be  accorded  it  by  us  at  the  expense  of  others.  Existing  urange- 
ments  amply  secure  those  who  are  willing  to  pay  for  their  insurance. 
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No.  11485. 

BIRMINGHAM  SOXJTHERN  RAILROAD  COMPANY 

V. 

DIRECTOR   GENERAL,   AS   AGENT,   ALABAMA    GREAT 
SOUTHERN  RAILROAD  COMPANY,  ET  AL. 


Submitted  January  IS,  1921,    Decided  March  24, 1921, 


1.  I>enial  of  switching  reclaims  to  Birming^m  8authem  Railroad  on  foreign 

cars  handled  under  division  of  Joint  rate  held  not  to  be  onreafonable  or 
UDduly  preJodidaL 

2.  Allowance  of  switching  reclaims  to  Industrial  common  carriers  condemned. 
8.  Assessment  of  demurrage  under  uniform  demurrage  code  against  Birming- 
ham Southern  Railroad  disapproved  and  substitute  prescribed. 

4.  Principles  announced  in  Owasco  River  Ry.,  08  I.  C.  C,  104,  overruled  in  part 

Charles  MacVeagh  and  Charles  S.  Belsterling  for  complainant. 

Claudian  B.  Northrop  for  Director  General,  Southern  Railway 
Company,  Alabama  Great  Southern  Railroad  Company,  Illinois  Cen- 
tral Railroad  Company,  and  Mobile  &  Ohio  Railroad  Company; 
Nelson  TT.  Proctor  for  Louisville  &  Nashville  Railroad  Company; 
M,  O.  Hoberts  for  St.  Louis-San  Francisco  Railroad  Company;  and 
Roy  Pope  for  Atlanta,  Birmingham  &  Atlantic  Railway  Company. 

Repokt  or  THE  Commission. 

Meykr,  Commissioner: 

The  issues  here  presented  were  made  the  subject  of  a  proposed 
report  by  the  examiner.  Exceptions  were  filed  and  oral  argument 
had. 

The  Birmingham  Southern  Railroad  Company,  hereinafter  called 
the  Birmingham  Southern,  by  complaint  filed  May  19,  1920,  alleges 
that  assessment  against  it  of  demurrage  under  the  uniform  demur- 
rage code  by  defendant  connecting  trunk  lines  for  use  of  foreign  cars 
upon  its  line,  instead  of  assessment  of  per  diem  with  reclaim  allow- 
ances under  the  per  diem  code  and  car  service  rules  of  the  American 
Railway  Association,  hereinafter  called  tUe  association,  subjects 
complainant  and  shippers  served  by  it  to  illegal  and  unreasonable 
charges,  unjust  discrimination,  and  undue  prejudice;  and  gives  un- 
due preference  to  railroads  similar  to  complainant's  road,  in  viola- 
tion of  sections  1,  2,  3,  and  15  of  the  interstate  commerce  act,  sec- 
tion 10  of  the  federal  control  act,  and  provisions  of  the  transpor- 
tation act,  1920.  The  relief  asked  is  the  fixing  of  reasonable  com- 
pensation to  be  paid  by  complainant  for  past  and  future  use  of  such 

eiLac. 


^52  INTERSTATE  GOMICEROE  GOliCMISSION  lOSPOBTS. 

cars,  and  establishment  of  reasonable  and  nonprejudicial  charges, 
rules,  and  regulations  with  respect  to  the  use  and  interchange  of  cars. 

Complainant  operates  a  short  railroad  in  Alabama.  The  stock  of 
the  company  is  owned  by  the  Tennessee  Coal,  Iron  &  Railroad  Com- 
pany, hereinaftec  caUed  tbe  Tennessee  company,  a  subsidiary  of  the 
United  States  Steel  Corporation.  In  Joint  Rates  with  Birminffkam 
^ouef^evn  R.  R,  Cq.^  32  I.  C.  C.  110,  we  f  ouiid  the  Birmingham  South- 
ern to  be.  a  common  carrier  entitled  to  participate  in  joint  rates  and 
receive  divisions.  Since  that  decision  was  rendered  there  have  been 
material  changes  in  complainant's  line.  In  August,  1918,  it  sold 
to  the  Tennessee  company  its  track  formerly  used  to  carry  coal  from 
that  company's  mines  to  its  plants,  together  with  the  tracks  w^ithin 
the  plants  and  the  greater  part  of  the  equipment  used  to  serve  the 
Tennessee  company.  From  that  date  all  plant  service  has  been  ren- 
dered by  the  proprietary  company  over  its  own  lines  with  its  own 
equipment,  and  all  of  the  Birmingham  Southern's  property  has  been 
devoted  to  common  carriage.  As  a  result  of  this  complete  sever- 
ance of  plant  work,  the  large  traffic  in  coal  and  ore  formerly  trans- 
ported by  complainant  for  the  Tennessee  company  is  now  carried 
by  that  company's  plant  equipment. 

The  Birmingham  Southern  operates  26  miles  of  main  line,  and 
serves  some  45  industries.  The  bulk  of  its  traffic  is  carried  for  the 
Tennessee  company  and  the  American  Steel  &  Wire  Company,  an- 
other subsidiary  of  the  United  States  Steel  Corporation.  In  the  year 
ended  August  1,  1919,  it  handled  for  shippers  other  than  these  two 
industries  14,721  cars  and  600,000  tons  of  traffic,  constituting  21.11 
per  cent  of  the  road's  total  tonnage.  During  the  last  four  months  of 
1919  the  traffic  for  nonaffiliated  industries  increased  to  33.12  per  cent. 

The  Bimungham  Southern  is  incorporated  as  a  common  carrier 
with  an  independent  organization.  It  files  tariffs  with  and  makes 
reports  to  us  and  the  Alabama  Public  Service  Commission.  It  par- 
ticipates* in  joint  rates,  receiving  an  arbitrary  division  of  8^  cents 
per  ton,  ai^d  performs  switching  service  a.t  a  charge  of  $2.50  per  car, 
which  is  ordinarily  absorbed  by  the  trunk  lines.  Through  bills  of 
lading  are  issued  and  complainant  shares  in  loss-and-damage  pay- 
ments with  the  trunk  lines. 

Complainant  now  owns  93  cars,  which  are  used  almost  exclusively 
for  local  traffic  and  are  not  ordinarily  interchanged.  Foreign  cars 
are  used  in  plant  and  interplant  service  of  the  proprietary  company 
only  in  case  of  emergency. 

Originally  the  Birmingham  Southern  was  assessed  demurrage  by 
the  trunk  lines  under  the  uniform  demurrage  code.  In  1915  com- 
plainant became  a  member  of  the  association.    The  rules  of  that  or- 
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ganization  pnmded  that  members  must  sign  itB  oar  service  and  per 
diem  agreraient  within  60  days. 

Sole  5  of  the  per  diem  code  provides  that : 

An  arbitrary  amount  for  each  car  in  switching  ser'\cice  may  be  reclaimed  by 
each  individual  switching  line  from  the  roads  for  which  the  service  was  per- 
fumed. This  amount  shall  be  based  upon  the  average  number  of  days,  aet  to< 
exceed  Ave,  actually  required  in  such  switching  service,  to  be  dettrmlaed  aa- 
nnally  by  an  examination  of  the  records  of  each  individual  switdtiing  Hoe  by 
the  roada  directly  Interested  for  each  local  territory. 

No  reclaim  shall  be  allowed  for  an  intermediate  switching  movement 
No  reclaim  shall  be  allowed  under  this  rule  to  a  non-subscriber. 

And  "  switching  service  ^  is  defined  in  the  code  as : 

The  movement  of  a  car  to  be  loaded  or  unloaded,  or  the  movement  of  a  car 
between  railroads,  at  a  charge  for  the  service  rendered  within  designated  switch- 
ing limits,  the  road  performing  the  service  not  participating  in  the  freight  rate. 

Complainant  refused  to  sign  unless  allowed  reclaims  on  all  foreign 

cars,  but  the  association  ruled  that  no  reclaims  could  be  allowed  on 

cars  handled  under  a  division  of  joint  rates.    The  dispute  was  re-^ 

ferred  to  the  association's  arbitration  committee,  which  sustained  the 

prior  ruling.    No  further  action  was  taken,  complainant  still  being 

charged  for  detention  or  use  of  cars  under  the  uniform  demurra^ 

code,  until  October,  1918,  when  the  issue  was  reopened  without 

results.    On  April  10,  1919,  the  car  service  section  of  the  division, 

of  operation  of  the  United  States  Railroad  Administration  issued 

circular  CS-59,  effective  May  1, 1919,  providing  in  appendix  0  rules 

governing  charges  for  detention  and  use  of  freight  cars  held  by 

industrial  common  carriers.    Charges  for  the  use  and  detention  of 

cars  were  assessed  against  complainant  under  this  circular  up  to 

January  1, 1920,  when  it  was  withdrawn  except  as  to  appendix  C,  the 

part  here  involved ;  and  since  that  date,  apparently  through  a  n^is- 

understanding  on  the  part  of  the  trunk  lines,  complainant  has  been 

assessed  demurrage  under  the  uniform  demurrage  code. 

Complainant  has  its  own  demurrage  tariffs^  and  since  1910  bfls 
continuously  collected  demurrage  from  shippers  and  receivers  of 
freight  on  its  line  for  cars  delivered  by  it,  but  has  paid  no  demur- 
rage or  per  diem  to  the  Bailroad  Administration  or  trunk  lines*  It 
tendered  per  diem  without  reclaims  in  July,  October,  and  Novem- 
ber of  1919,  but  the  tenders  were  rejected  on  the  theory  that  they 
were  not  in  accord  with  circular  CS-59  and  were  not  made  bv  a 
subscriber  to  the  per  diem  rules.  The  total  demurrage  so  collected  by 
complainant  on  the  Director  General's  freight  cars  during  federal 
control  was  $22,288  in  1918,  $23,340  in  1919,  and  $1,749  in  the  first 
two  months  of  1920. 

Prior  to  the  transfer  of  complainant's  plant  tracks  to  the  Tennes- 
see company  demurrage  was  assessed  by  both  complainant  and  trunk 
611.  c.a 


554  INTERSTATE  OOMMBBGE  GOMBCISSIOK  BBPOBIS. 

lines  on  certain  cars  retained  by  the  Tennessee  company,  <m  aeoomit 
of  a  dispute  as  to  which  carrier  made  the  delivery.  This  qnestioii  is 
now  before  the  courts  and  is  not  in  issue  here.  There  seems  to  have 
been  no  other  double  assessment  of  demurrage  against  shippers. 

Defendants  argue  that  complainant  must  pay  either  demurrage 
or  per  diem,  and  that,  as  it  had  rejected  the  latter,  ihe  only  oourse 
open  was  to  assess  the  former.  Complainant  denies  defendants'  au- 
thority to  collect  demurrage  from  it.  While  there  is  nothing  inher- 
ent in  demurrage  which  precludes  assessing  it  against  an  industrial 
common  carrier  responsible  for  delay  in  car  movement  who  has  prof- 
ited by  the  use  of  the  foreign  car,  the  assessment  of  demurrage  under 
the  uniform  code  against  the  Birmingham  Southern,  without  allow- 
ance of  additional  free  time  to  cover  the  period  actually  required  for 
service  performed  by  that  road,  is  clearly  unreasonable. 

The  Birmingham  Southern  does  not  attack  the  per  diem  and  car 
service  rules  themselves,  but  contends  that  it  conducts  a  switching 
business,  though  it  participates  in  joint  rates  and  receives  divisions ; 
that  it  performs  a  switching  service  irrespective  of  the  method  of 
publishing  charges;  and,  therefore,  that  the  limiting  of  reclaims  to 
cars  handled  under  rates  published  in  switching  tariffs  is  unreason- 
able. 

Defendants,  though  admitting  that  complainant's  service  is  essen- 
tially a  switching  service,  contend  that  it  performs  a  real  line  haul, 
since  it  operates  through  five  stations  on  an  average  8  miles  apart ; 
since  its  line  serves  three  distinct  switching  districts  and  includes 
an  18-mile  haul;  and  since  complainant  receives  a  division  of  the 
joint  rates,  carries  traffic  under  through  bills  of  lading,  and  par- 
ticipates in  loss-and-damage  payments.  It  is  shown  that  the  Bir- 
mingham iSouthem^s  average  haul  under  the  division  of  the  joint 
rates  is  9.5  miles,  its  average  haul  on  such  business  interchanged  at 
Bessemer  is  10.7  miles,  and  on  business  interchanged  at  Ensley  4.9 
miles. 

Complainant's  evidence  as  to  undue  prejudice  was  confined  to  a 
showing  that  the  Birmingham  Belt  Bailroad  Company,  hereinafter 
called  the  Belt,  which  is  a  subscriber  to  the  association's  per  diem 
agreement,  operates  v,  ithin  the  same  district  as  complainant,  has  no 
cars ;  has  substantially  the  same  mileage  as  the  Birmingham  South- 
ern, serves  industries  which  compete  with  those  served  by  complain- 
ant, and  receives  reclaims  on  all  cars  returned  within  the  reclaim 
period. 

Defendants  point  out  that  the  Belt  is  owned  by  the  St.  Louis- 
San  Francisco  Railway  Company,  and  not  by  a  proprietary  in- 
dustry; that  it  does  a  strictly  switching  business  and  publidies  all 
its  charges  as  switching  rates;  and  that  it  does  not  participate  in 
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mny  joint  rate.  They  stress  the  fact  that  there  can  be  no  undue 
prejudice  as  complainant  has  been  offered  membership  in  the  asso- 
ciation under  the  same  rules  as  are  accorded  the  Belt 

The  question  of  per  diem  reclaim  allowances  to  industrial  common 
carriers  has  been  before  us  on  several  occasions.    In  Indu9triaL  RaU- 
woMfM  Casey  2&  L  C.  C,  212,  231,  we  condemned  the  practice,  point* 
ing  out  how  such  reclaim  arrangemeiits  can  too  readily  be  made  to 
cover  preferences  and  advantages  to  the  proprietary  industries  of 
the  industrial  lines  accorded  the  redaims.    In  the  Second  IruJhiaUial 
XaUwaye  Casej  84  I.  C.  C.  696,  600,  the  previous  finding  was  incor- 
porated by  reference  with  the  comment  that  further  discussion  of  it 
was  unnecessary.    In  Northampton  db  Bath  R.  R.  Co.  Caae^  41 1.  C.  C. 
68,  V7e  made  a  similar  finding,  and  placed  the  industrial  road  on  a 
modified  demurrage  plan.    In  Owasco  River  Ry.^  53  I.  C.  C.  104, 
however,  the  industrial  common  carrier  was  required  to  ^^  pay  to  the 
trunk  line  per  diem  in  accordance  with  the  rules  and  at  the  rates  per 
day  generally  in  effect."    The  decision  does  not  discuss  the  reclaims 
question.    Subsequently  in  Lake  Erie  dk  Fort  Wayne  R,  R.  Co.^  58 
I.  C.  C.  558,  560,  and  sev^*al  similar  cases  we  have  reserved  the 
question  for  further  consideration,  commenting  that : 

As  was  pointed  out  in  Northampton  d  Bath  R,  R.  Case^  41  I.  C.  C.  68,  74,  the 
payment  of  switching  reclaims  to  indnstrial  lines  may  result  in  preferences  and 
advantages  to  proprietary  indnstries.  Undue  preference  of  the  shipper  who 
haK>ens  to  own  an  industrial  road  cannot  be  sanctioned  in  any  guise. 

Carriers  must  observe  reasonable  rules  and  practices  with  respect 
to  car  service  as  defined  in  the  act;  however,  car  interchange  is  pri- 
marily a  matter  of  agreement.  The  common  carrier  status  of  the 
Birmingham  Southern  gives  no  inherent  right  to  per  diem  or  reclaim. 

Under  a  per  dieifi  arrangement  with  reclaims  the  Birmingham 
Southern  would  collect  and  retain  the  current  progressive  or  aver^ 
age  demurrage  rate,  pay  the  smaller  per  diem  rate,  and  in  addition 
collect  any  reclaims  allowed.  Detention  of  cars  )yy  nonproprietary 
industries  would  mean  a  gain  in  demurrage  revenue  offset  only  by 
the  charge  for  per  diem.  Instead  of  the  48  hours'  free  time  ac- 
corded other  shippers  the  propri^iary  industries  would  in  effect  have 
from  three  to  four  days'  free  time,  the  possession  of  the  car  by 
complainant  not  being  charged  against  the  industry.  Even  when 
a  car  was  detained  beyond  the  maximum  reclaim  period  the  pro- 
pri^;ary  industry  would  merely  pay  demurrage  via  its  subsidiary 
corporation  back  into  its  own  treasury.  That  industry  in  effect 
would  be  placed  on  a  per  dion  basis,  and  freed  from  the  progres- 
sive or  average  demurrage  charges. 

Under  iAke  demurrage  plan  of  the  Northampton  dk  Bath  R.  R.  Co. 
Oaeej  supra^  modified,  complainant,  though  directly  responsible  to 
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the  trunk  lines  for  demurrage,  would  Bustain  no  loss  for  charges  for 
the  use  or  detention  of  a  car  when  it  moved  the  car  without  delaji 
for  it  would  collect  demurrage  from  the  industries  and  would  re- 
ceive one  day  free  time  for  the  movement  of  the  car,  but  it  would 
suffer  a  penalty  when  it  consumed  in  the  movement  of  the  car  more 
than  the  one  day  allowed  for  that  purpose.  Thereby  a  real  incen- 
tive for  prompt  movement  of  cars  would  be  created,  and  there  would 
be  an  actual  penalty  against  both  the  proprietary  and  nonpropr^ 
tary  industries  as  well  as  the  Birmingham  Soutiiem.  This  basis  of 
settiement,  however,  makes  no  provision  for  an  average  demurrage 
agreement. 

It  is  apparent  that  some  arrangem^it  other  than  that  now  in 
effect  should  be  made  with  respect  to  the  detention  of  cars  by  the 
Biioningham  Southern  and  the  industries  on  its  line;  that  such  ar- 
rangement  should  make  possible  the  continuance  of  existing  average 
demurrage  agreements ;  and  that  it  should  not  take  the  form  of  per 
diem  with  switching  reclaims.  We  are  aware  that  the  conclusions 
here  reached  differ  from  those  reached  in  the  Owaaco  River  Case^ 
supra^  which  accordingly  no  longer  stand  as  a  ba^  for  future  ar- 
rangements. 

Complainant  in  proposing  a  basis  for  car  interchange  settlement 
disclaims  any  desire  to  make  money  from  the  use  of  defendant's 
cars  and  professes  a  desire  to  '^  break  even."  It  shows  a  present 
average  detention  of  foreign  cars  on  its  line  of  3.2  days  per  revenue 
movement  but  makes  no  showing  as  to  what  portion  of  that  time 
represents  car  detention  by  shippers  and  receivers  of  freight  on  its 
line. 

Upon  consideration  of  the  record  we  find  that  the  denial  of  per 
diem  reclaims  to  the  Birmingham  Southern  on  foreign  cars  handled 
imder  divisions  of  joint  rates  is  not  shown  to  have  been,  or  to  be, 
unreasonable  or  unduly  prejudicial.  We  find  further  that  the  as- 
sessment of  demurrage  under  the  uniform  demurrage  code  against 
the  Birmingham  Southern  was,  is,  and  for  the  future  will  be,  un- 
reasonable; and  that  the  Birmingham  Southern  and  the  defendant 
trunk  lines  connecting  with  the  Birmingham  Southern  shall  estab- 
lish rules  in  accordance,  with  the  provisions  of  appendix  C  of  the 
United  States  Bailroad  Administration's  circular  CS-59  providing 
for  assessment  of  charges  for  use  and  detention  of  cars  except  those 
at  home  on  the  tracks  of  the  Birmingham  Southern  or  the  industries 
located  thereon  against  the  Birmingham  Southern  at  the  contem- 
poraneous demurrage  rates  on  cars  delivered  loaded  and  returned 
empty  or  delivered  empty  and  returned  loaded  after  the  expiration 
of  72  hours'  free  time ;  for  the  similar  assessment  of  charges  for  use 
and  detention  of  cars  at  the  contemporaneous  demurrage  rates  on 
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ddiv^red  l<x\d6d  and  returned  loaded  after  144  honrs^  free  time ; 
fuid  for  the  like  assessment  of  charges  for  use  and  detention  of  cars 
on  ctrs  delivered  empty  and  returned  empty  after  24  hours'  free  time. 
TFioM  shall  be  computed  fr(»n  the  first  7  a.  m.  after  actual  placemrat 
on  the  interchange  track  until  returned  to  a  recognized  interchange 
tirack ;  except  that  when,  through  no  fault  of  the  delivmng  line  such 
mctual  placement  can  not  be  mack  upon  the  interchange  track,  time 
fihall  be  computed  from  the  first  7  a.  m.  after  notice  of  readiness  to 
deliver  such  car  has  been  sent  or  given  to  the  industrial  carrier,  such 
notice  to  contain  a  statement  of  point  of  shipment,  car  initials  and 
numbers,  car  contents,  consignee,  and  if  transferred  in  transit  the 
initials  and  number  of  the  original  car.  Sundays  and  legal  holidays, 
but  not  half  holidays,  shall  be  eacoluded  except  as  hereinafter  stated. 
On  cars  delivered  loaded  and  returned  empty  and  on  cars  delivered 
empty  and  returned  loaded  one  credit  shall  be  allowed  for  each  car 
returned  within  the  first  48  hours  of  free  time ;  after  the  expiration 
of  72  hours'  free  time,  one  debit  per  car  per  day  or  fraction  of  a  day 
fidiall  be  charged  for  each  of  the  first  four  days ;  in  no  case  shall  more 
than  one  credit  be  allowed  on  any  one  car,  and  in  no  case  shall  more 
than  four  credits  be  applied  in  cancellation  of  debits  accruing  on 
any  one  car.  On  cars  delivered  loaded  and  returned  loaded  two 
credits  shall  be  allowed  for  eadi  car  returned  within  the  first  96 
hours  of  free  time,  one  credit  shall  be  allowed  for  each  car  returned 
within  the  first  120  hours'  free  time ;  after  the  expiration  of  144  hours' 
^*ee  time,  one  debit  per  car  p^  day  or  fraction  of  a  day  shall  be 
charged  for  each  of  the  first  eight  days ;  in  no  case  shall  more  than 
two  credits  be  allowed  accruixig  on  any  one  car,  nor  more  than  eiglrt 
credits  be  applied  in  cancellation  of  debits  accruing  on  any  one  car. 
After  a  car  has  accrued  the  debits  named,  diarges  for  use  and  deten- 
tion of  cars  at  the  contemporaneous  demurrage  rates  shall  be  col- 
lected  for  each  succeeding  day  or  fraction  of  a  day,  including  all 
subsequent  Sundays  and  legal  holidays.  At  the  end  of  the  calendar 
month  the  total  credits  shall  be  deducted  from  the  total  debits  and 
charges  for  use  and  detention  of  cars  at  the  contemporaneous  demur- 
rage rates  per  debit  charged  for  the  remainder.  If  the  credits  equal 
or  exceed  the  debits,  no  charge  or  payment  shall  be  made  on  account 
of  such  excess  credits,  nor  shall  credits  in  excess  of  the  debits  of  any 
one  month  be  considered  in  computing  the  average  detention  for 
another  month.  On  cars  delivered  empty  and  returned  empty 
charges  for  use  and  detention  of  cars  at  the  contemporaneous  de- 
murrage rates  per  car  per  day  or  fraction  of  a  day  shall  be  col- 
lected, after  the  expiration  of  24  hours'  free  time. 

Under  this  arrangement  shippers  located  on  the  Birmingham 
Southern  would  be  accorded  the  same  treatment  in  the  matter  of 
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demurrage  as  those  located  on  the  liaes  o£  other  oommon  carries 
and  the  Birmingham  Southern  would  be  enabled  to  execute  avermge 
demurrage  agreements  with  industries  served  by  it  under  circum- 
stances similar  to  those  which  control  the  making  of  such  agreements 
between  other  lines  and  the  industries  served  by  them. 

There  remains  for  consideration  the  question  of  the  proper  basifl 
for  settlement  between  the  Birmingham  Southern,  Director  Greiieral, 
and  defendant  trunk  lines  for  accrued  demurrage  charged  againat 
the  Birmingham  Southern  but  not  collected.  We  find  that  an  adjust^ 
ment  of  these  charges  upon  the  basis  above  set  forth  would  be  reason- 
able, and  authorize  the  parties  to  make  settlement  in  accordance 
therewith. 
.    An  appropriate  order  will  be  entered. 

AiTCHisoN,  GommissioneT^  dissenting,  in  part : 

The  requirement  here  is  that  the  Birmingham  Southern  shall 
compensate  its  trunk  line  connections  for  ^'  the  use  and  detention  ^  of 
interdianged  freight  cars  on  a  basis  which  is  virtually  the  i^ell- 
known  average  demurrage  agreement,  with  a  slight  modification  as 
to  the  period  of  free  time.  Demurrage  is  primarily  intended  to 
compel  the  release  of  cars,  and  applies  between  carriers  and  shippers. 
It  is  neither  the  natural  nor  most  suitable  basis  for  the  adjustment 
of  compensation  for  use  of  equipment  interchanged  between  comnjon 
carriers.  I  have  previously  indicated  my  view  to  this  effect.  Mount 
Hood  R.  R.  Co.  V.  Director  General^  60  I.  C.  C,  116,  119.  The  rule 
in  Oioasco  River  Ry.^  53  I.  C.  C,  104,  now  overruled  by  the  majority, 
appears  to  be  more  logical  in  its  recognition  that  the  parties  to  the 
interchange  are  common  carriers  and  not  shipper  and  carrier,  and 
results  in  more  exact  measurement  of  the  compensation  which  ought 
to  be  paid  for  the  use  of  cars  interchanged.  With  some  possible 
modification  in  respect  to  per  diem  reclaims,  it  gives  as  much  assur- 
ance against  favoritism  to  the  owning  industry  as  can  be  afforded 
by  any  rule. 

I  am  authorized  to  say  that  Cohmissioneb  Hall  concurs  in  this 
expression. 
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Investtoation  and  Suspension  Docket  No.  1278.* 
SODA  PRODUCTS  FROM  SALTVILLE,  VA. 


BiOnnitted  FelMruary  Z4, 1921.    Decided  May  10,  1921. 


Proposed  rates  on  toda  products,  in  carloadB,  from  SaltrUle,  Ya.,  to  points  in 
central  territory  found  Jnstifled.  Order  of  suspension  vacated  and  pro- 
ceeding discontinued.   Complaint  of  Diamond  Alkali  Company  dismissed. 

D.  Lynch  Younger  and  S.  &.  Bridgerg  for  Norfolk  &  Western 
Railway  Conapany;  L.  P.  Day^  F.  R,  Newrrum^  BjiA.  O.  S.  Lewie  for 
all  carriers  and  Director  General ;  D.  P.  OonneU  for  Director  Gen- 
eral and  central  freight  association  lines;  O.  S.  Lewie  and  F.  R. 
Croee  for  Baltimore  &  Ohio  Railroad  Company;  and  /.  H.  Ortrnt 
for  New  York,  Chicago  &  St.  Xiouis  Railroad  Company. 

Harry  M,  Mabey  and  WUhur  LaRoe^  jr.^  for  Mathieson  Alkali 
Works,  Incorporated,  protestant ;  and  John  S.  Burchm/yre^  William 
W.  CoUin,  jr. J  and  Bordere^  Walter^  Burohmore  <&  CoUin,  for  Diamond 
Alkali  Company,  complainant 

« 

Repobt  of  the  Commission. 

Division  8,  Cohmissionebs  Hau4,  ArrcmsoN,  and  Eastman. 

By  Division  8 : 

These  two  proceedings  are  related  and  will  be  disposed  of  in  one 
report. 

Complainant  in  No.  11123  is  a  corporation  manufacturing  soda  ash, 
caustic  soda,  bicarbonate  of  soda,  and  other  soda  products  at  Alkali, 
Ohio.  By  complaint  filed  December  ^29, 1919,  it  alleges  that  the  rates 
on  these  commodities  from  Alkali  to  points  in  Ohio,  Indiana, 
Illinois,  Kentucky,  and  western  Pennsylvania  are  unreasonable,  un- 
justly discriminatory,  and  unduly  prejudicial  in  comparison  with 
rates  on  the  same  commodities  from  Satltville,  Va.,  to  destinations  in 
those  states.  The  complaint  is  directed  particularly  against  the 
relationship  between  the  rates  from  Alkali  and  Saltville  to  common 
markets.   Protestant  in  the  other  case  is  the  Mathieson  Alkali  Works, 

Incorporated,  manufacturing  soda  products  at  Saltville. 

^ ■  ■  ,     ■  —  ^ — .     ,   .        .  .       ...     ■ 

•This  f^port  alio  embncet  No.  11123,  Dlamoiid  Alkali  Company  v.  Director  General, 
as  Agent,  Akron,  Canton  k  Yonngstown  Railway  Company,  et  lU. 
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Alkali  is  on  the  Fairport,  Painesville  &  Eastern,  a  short  line  which 
connects  with  the  New  York  Central  at  Painesville  and  with  the 
Baltimore  &  Ohio  at  Fairport.  These  junctions  are  in  northeastern 
Ohio.  Saltville  is  the  terminus  of  a  spur  of  the  Norfolk  &  Western 
which  leaves  its  Lynchburg-Bristol  line  at  Glade  Spring,  Va. 

At  the  first  hearing  in  No.  11123,  the  Norfolk  &  Western,  herein- 
after called  defendant,  conceded  that  the  rates  on  soda  products 
were  relatively  lower  from  Saltville  than  from  Alkali  and  proposed 
a  readjustment  which  would  place  them  on  the  same  level,  distance 
considered.  This  contemplated  application  of  the  central  territory 
distance  scale  to  the  distances  from  Saltville  over  its  route  via  Wal- 
ton, Va.,  and  Kenova,  W.  Va.,  and  not  over  the  shorter  route  via 
Bristol,  Va.  Saltville  is  88  miles  northeast  of  Bristol,  and  92  miles 
southwest  of  Walton  where  the  Lynchburg-Bristol  line  connects  with 
defendant's  main  east-and-west  line  from  Norfolk,  Va.  The  proposal 
was  submitted  to  protestant  and  was  accepted  by  it  and  by  com- 
plainant as  satisfactory. 

Schedules  were  accordingly  filed  by  defendant  to  become  effective 
January  1,  1921,  increasing  the  rates  on  soda  products  from  Salt- 
ville to  points  in  central  territory.  Upon  prc^^st  tiiey  were  sus- 
pended until  May  31, 1921,  pending  this  investigation. 

By  exceptions  to  the  official  classification  soda  ash,  caustic  soda, 
and  many  other  soda  products,  in  carioads,  are  rated  85  per  cent  of 
sixth  class.  Bicarbonate  of  soda  is  rated  90  per  cent  of  sixth  class. 
The  present  rates  from  Alkali  and  other  poiqts  in  central  territory 
on  soda  ash  and  caustic  soda  are  85  per  cent,  and  on  bicarbonate 
of  soda  90  per  cent  of  the  sixth-class  rates  found  reasonable  in  C.  F. 
A.  CloM  Scale  Vase,  45  I.  C.  C,  254,  as  increased  under  T?ie  Fifteen 
Per  Cent  Case,  45  I.  C.  C,  303,  general  order  No.  28  of  the  Director 
General  of  Railroads,  and  Increased  Rates^  1920^  58  I.  C.  C,  220. 

The  rates  from  Saltville  bear  no  relationship  to  those  in  central 
territory.  They  were  originally  established  about  1894  in  order  to 
assist  protestant  in  disposing  of  its  products  in  central  territory 
in  competition  with  producers  north  of  the  Ohio  Biver.  It  is  said 
that  consumption  in  the  south  does  not  absorb  more  than  40  per  cent 
of.  the  output  of  the  Saltville  plant  and  that  the  balance  must  be 
marketed  in  the  north.  In  meeting  the  competition  of  manufac- 
turers north  of  the  Ohio  River,  nearer  the  consuming  points,  pro- 
testant is  under  the  necessity  of  equalizing  the  transportation 
charges,  and  claims  that  its  disadvantage  in  this  respect,  if  increased, 
will  deprive  it  of  many  of  its  most  important  markets. 

The  proposed  rates  from  Saltville  are  constructed  by  applying 
substantially  central  territory  scale  to  the  distances  over  defendant's 
line  through  Walton,    The  traffic  moves  over  this  route,  although 
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trndec  the  tariff  Uie  route  via  Bi^sto},  in  oonnection  witlpi  the  South- 
ern «>d  Lonkville  &  Na^hviUe^  Is  auraUable.  The  Bristol  roiite  19 
materially  efaorter  to  many  destinaticms  in  ceatral  territory  but  re* 
quirea  the  services  of  additional  carriers  and  affords  defendant  a 
haul  of  only  38  miles.  Defendant  has  its  maximum  haul  over  the 
routft  via  Walton. 

The  present  and  proposed  rates  on  soda  s^h  and  caustic  soda  from 
SaltviUe  to  representative  points  in  central  territory  are  stated  in 
the  following  table,  together  with  the  distances  shown  of  record 
4»¥er  the  short  route  via  Bristol  and  the  route  of  movement  via 
Walton*  For  convenient  comparison  the  rates  applicable  from 
Alkali  and  other  points  in  central  territory  lor  similar  distances  are 
also  sbown^    Bates  will  be  stated  in  cents  per  100  pounds. 


From  Saltville  to* 


LoobTille.  Ky... 

Ctndiuiad,  0)ii». 

Columbus.  Ohio.. 

UM,0)ite 

AkroDj  Ohio 

BTan9Vi]le,Iiid.. 

Cleveland,  Ohio. . , 
K)rt,lnd.. 
law,  Midi..., 
Wm , 

EastSt.  Louis,  m 


DiftaBOBB. 


Via 
short 
Hna. 


879 

aM 

400 
497 
Ml 
Ml 
M7 
58S 
638 
6» 
730 


Via 
Walton. 


Mikt. 
580 

St 

£73 
«9ft 
720 
633 
673 
7«3 


3? 


± 


Ratfi. 


Present. 


21 
31 
21 

88L6 

21 

24.6 

21 

2S 

31 


Pro- 
posed. 


31.5 

36.5 

36.5 

38.5 

30 

33 

30 

31 

83.5 

38.5 

34.5 


Central    territory 
scale  rates. 


on 
short-line 


23.5 

34 

34 

36.5 

37.5 

37.5 

27.5 

30 

30 

3a5 

33 


BModon 
distance 

via 
Walton. 


30 

37 

36.5 

2Bw5 

30 

33 

30 

3a5 

83 

33.5 

84.5 


The  evidence  shows  that  the  present  rates  from  Saltville  are  mate- 
rially lower  than  rates  for  similar  distances  from  Alki^i.  F<»r  illus- 
tration, a  rate  of  21  cents  applies  from  Saltville  to  Kenova,  W.  Va., 
329  miles,  and  to  points  as  far  north  as  Saginaw,  Mieh.,  762  miles 
over  the  route  of  movement.  A  21-cent  rate  applies  from  Alkali  to 
points  260  miles  distant  and  a  81.5-cent  rate  to  points  700  miles 
distant. 

Protestant  objects  particularly  to  the  application  of  the  scale  in 
effect  in  central  territory  to  the  distances  from  Saltville  via  Walton. 
It  lays  particular  stress  on  the  fact  that  the  rates  from  competing 
points  are  predicated  on  short-line  distances  and  contends  that  the 
same  basis  should  be  observed  if  changes  are  made  in  the  rates  from 
Saltville.  The  short-line  distances  to  Cincinnati  and  Louisville,  for 
example,  are  394  and  379  miles,  respectively,  as  compared  with  475 
and  589  miles  over  the  longer  route  via  Walton.  The  present  sixth- 
class  rate  from  Saltville  to  those  points  is  49  cents,  85  per  cent  of 
which  would  produce  a  rate  of  41.5  cents.  The  proposed  rates  are 
materially  lower. 
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Protestant  suggested,  as  one  method  lor  determining  a  nonpreju- 
dicial rate  relationsldp  between  Saltville  and  other  prodndng  poinla, 
the  application  of  the  distance  scale  to  so-called  ur-line  distances, 
subject,  as  maxima  from  Saltville,  to  the  lowest  rates  in  effect  for 
equal  distances  from  Alkali,  "Solvay,  N.  T.,  and  Ddiroit,  Midi.  In 
arriving  at  the  distances,  rail  routes  were  disregarded  and  cross- 
coimtry  mileages  used.    Rail  rates  are  not  so  constmcted. 

Respondents  urge  that  the  proposed  rates  are  no  higher,  consider- 
ing the  distances  over  the  routes  actually  traversed,  than  those  for 
similar  distances  in  the  more  densely  populated,  hi^ily  cultivmted, 
and  lower-rated  territory  north  of  the  Ohio  River.  They  c(»npsre 
the  proposed  rates  with  those  which  would  result  from  applicatioii 
of  the  usual  percentages  of  the  sixth-dass  rates  from  Saltville.  For 
example,  85  per  cent  of  the  sixth-class  rate  to  Chicago  is  50  cents, 
while  the  rate  proposed  on  soda  ash  and  caustic  soda  is  33.5  cents 
and  on  bicarbonate  of  soda  35  cents.  Similarly,  85  per  cent  of  the 
sixth-class  rate  to  Pittsburgh,  Pa.,  would  exceed  the  proposed  rate 
on  soda  ash,  caustic  soda,  and  bicarbonate  of  soda  by  19  cents.  A 
like  comparison  between  the  dass  and  proposed  commodity  rates 
from  Saltville  to  Cincinnati  and  Louisville  has  already  been  made. 

The  suspended  schedule  names  rates  to  a  limited  number  of  desti- 
nations, whereas  the  tariff  now  in  effect  contains  rates  to  substan- 
tially all  points  in  central  territory.  Both  are  subject  to  rule  77  of 
Tariff  Circular  18-A  authorizing  the  establishment  on  one  day^s 
notice  of  rates  to  intermediate  points  not  in  excess  of  those  to  more 
distant  points.  To  overcome  protestant's  objection  to  rule  77, 
respondents  offered  to  substitute  therefor  the  usual  intermediate  rule 
providing  for  definite  application  of  the  rates  to  intermediate  points, 
thus  in  effect  extending  the  rates  named  to  all  points  to  whidi 
protestant's  products  are  shipped. 

We  find  that  the  rates  in  the  schedules  under  suspension  have  been 
justified.  As  heretofore  indicated,  the  proposed  rates  will  satisfy 
the  complaint  in  No.  11123. 

An  order  will  be  entered  in  Investigation  and  Su^>ension  Docket 
No.  1273  vacating  our  order  of  suspension  and  discontinuing  that 
proceeding,  and  in  No.  11123  dionissing  the  complaint. 
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No.  10083. 

WHITEWATER  LUMBER  COMPANY 

V. 

ALABAMA   CENTRAL  RAILWAY,  DIRECTOR  GENERAL, 

AS  AGENT,  ET  AL, 


BubmUt0d  November  15,  1920.    Decided  Hay  S,  19Z1. 


Upon  rehearing,  toqnd  fbat  rales  on  pine  lumber,  in  carloads,  from  Autangft- 
▼Ule,  Ala.,  to  interstate  destinations  were  not  and  are  not  unreasonable, 
bat  that  it  was,  is,  and  for  the  future  will  be  unduly  prejudicial  to  maintain 
higher  rates  from  Autaugaville  than  the  group  rate  from  Booth,  the  Junc- 
tion between  the  Alabama  Central  Railway  and  the  Mobile  &  Ohio.  Repa- 
ration denied.    Findings  In  former  report,  58  I.  d  C  278,  modified. 

John  SJ  Burchmore^  Nuel  D.  Belnap^  and  Luther  M.  Walter  for 
complainant. 

Wm.  F.  Thetford^  jr.y  for  Alabama  Central  Railway ;  and  RusseU 
Houeton  for  Alabama,  Tennessee  &  Northern  Railroad,  Alabama  & 
Northwestern  Railroad,  and  Washington  &  Choctaw  Railway. 

Claudian  B.  Northrop  and  CJias.  J.  Rixey^  jr.^  for  Director  General 
of  Railroads  and  for  defendants  formerly  under  federal  control. 

T.  Brady ^  jr.,  and  8.  S.  Ashiaugh  for  American  Short  Line  Rail- 
road Association,  intervener. 

Refobt  of  the  Cohkissiok  on  Rehbabing. 

Bt  the  Commission: 

Exceptions  were  filed  by  the  complainant  and  by  the  defendant 
Alabama  Central  Railway  to  the  report  proposed  by  the  examiner, 
and  the  case  was  orally  argued  before  us.  We  have  reached  a  conclu- 
sion differing  from  that  proposed  by  the  examiner. 

In  our  former  report,  53  I.  C.  C,  278,  we  found  that  the  rates  on 
pine  lumber  in  carloads  from  Autaugaville,  Ala.,  to  points  in  west- 
em  trunk  line,  central,  and  trunk  line  territories,  and  in  Mississippi^ 
Tennessee,  and  Kentucky,  were  unreasonable  and  unduly  prejudicial 
to  the  extent  that  they  exceeded  the  group  rates  contemporaneously 
maintained  from  Booth,  Ala.,  to  the  same  destinations.  We  pre- 
scribed rates  from  Autaugaville  no  hi^er  than  those  from  Booth 
and  awarded  reparation  on  shipments  made  within  the  statutory 
period.  Upon  defendants'  petitions  the  case  was  reopened  and  re- 
hearing was  had.  The  American  Short  lii^  Railroad  Associati(mi 
intervened  in  defendants'  behalf.    It  aver^  thftt  our  fAnnar  fibodinga 
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would,  if  followed  in  other  cases,  destroy  the  value  of  many  inde- 
pendent short  lines  or  deprive  the  trunk  lines  of  earnings  to  which 
they  are  lawfully  entitled.  Bates  are  stated  in  cents  per  100  pounds 
and  are  those  which  were  in  effect  prior  to  the  general  increases  of 
1920. 

The  facts  are  stated  in  our  former  report.  Complainant  offered 
no  evidence  upon  rehearing,  and  that  for  defendants  was  largely 
cumulative. 

One  short  line  which  took  an  arbitrary  over  the  junction-point 
rate  has  severed  its  connection  with  the  Mobile  4  Ohio  since  our 
former  report  was  issued.  There  has  been  no  change  in  the  practice 
of  that  carrier  respecting  the  application  of  its  group  rates. 

For  defendants  it  is  asserted  that  we  erred  in  finding  the  rates  at- 
tacked unreasonable.  The  rate  of  19  cents  from  Autaugaville  to 
Cairo,  452  miles,  yields  about  8.4  mills  per  ton-mile  and  21  cents  per 
car-mile,  based  on  the  approximate  average  weight  per  car  of  com- 
plainant's shipments,  50,000  pounds.  The  division  of  6  cents  accru- 
ing to  the  Alabama  Central  yields  13.7  cents  per  ton-mile  and  $3.44 
per  car-mile  for  its  haul  of  8.75  miles.  The  remainder  of  the  rate, 
13  cents,  accruing  to  the  Mobile  &  Ohio,  yields  5.86  mills  per  ton- 
mile  and  14.7  cents  per  car-mile  for  ite  haul  of  443  miles  from  Booth 
to  Cairo.  On  shipments  from  Autaugaville  to  Chicago  the  Mobile 
&  Ohio  receives  a  division  of  10.5  ceuts,  equivalent  to  4.7  mills  per 
ton-mile  and  11.9  cents  per  car-mile.  On  shipments  from  Autauga- 
ville to  eastern  trunk  line  territory  the  Alabuna  Central  receives  its 
local  rate  of  4  cents  from  Autaugaville  to  Booth,  yielding  9  cents 
per  ton-mile  and  $2.28  per  car-mile.  It  is  shown  that  from  January 
1,  1914,  to  September  30,  1918,  the  division  of  6  cents  on  lumber 
accruing  to  the  Alabama  Central  yielded  about  70  per  cent  of  its 
freight  revenues  and  about  57  per  cent  of  its  total  operating  revenues. 

Except  from  Montgomery  and  near-by  points  on  the  Mobile  A 
Ohio,  the  rate  to  Cairo  from  the  territory  surrounding  Autaugaville 
is  19  cents  or  higher.  The  northern  boundary  line  of  the  19-cent  rate 
group  is  irregular  and  crosses  the  lines  paralleling  the  Mobile  &  Ohio 
west  of  Montgomery,  at  points  considerably  farther  north  than  is 
Montgomery.  The  rates  from  Autaugaville  are  relatively  no  higher 
than  those  cited  by  defendants  from  numerous  other  points  in  the 
south  and  southeast 

Defendants^  principal  contention  is  that  no  undue  prejudice  re- 
sults from  the  maintenance  of  higher  rates  from  stations  on  con- 
necting independent  short  lines  than  from  a  group  of  points  in  the 
same  vicinity  on  main  or  branch  lines  of  the  trunk  line  carriers 
reaching  the  Ohio  Kiver  and  on  connecting  trunk  lines.  They  cite 
Stonega  Coke  cfi  Goal  Co.  v.  L.  dk  N.  R.  R.  Co.^  23  I.  C.  C,  17.  Brush 
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t^reek  Sfining  cfe  Mfg.  Co.  v.  I.  d6  N.  R.  R.  Co,,  39  I.  C.  C,  441,  and 
various  other  cases  as  authority  for  the  view  that  a  carrier  is  not 
bound  td  maintain  the  same  rates  from  points  on  a  connecting  line 
as  from  near-by  points  on  its  own  lines.  It  is  asserted  that  group 
rates  are  applied  from  points  on  connecting  trunk  lines  because  the 
lumber  originating  thereon  has  more  than  one  outlet  and  the  traffic 
is  highly  competitive;  and  that  this  situation  does  not  exist  in  con- 
nection with  lumber  originating  on  independent  short  lines.  De- 
fendants urge,  therefore,  that  as  between  these  two  classes  of  con- 
necting lines  the  distinction  in  rates  existing  generally  throughout 
the  Mississippi  Valley  and  the  southeast  is  justified. 

Our  former  conclusion  herein  accorded  with  our  decisions  in 
AfcGowan-Foshee  Lumber  Co.  v.  F.  A.  cfe  O.  R.  R.  Co.^  43  I.  C.  C,  681, 
61 1.  C.  C,  317.  Defendants  contend,  however,  that  we  erred  in  the 
McGowan-FoaJiee  Case  as  well  as  in  our  former  decision  herein  by 
following  the  principle  applied  in  the  last  two  cases  cited,  which 
concerned  rates  on  lumber  in  the  southwest  and  in  Pacific  coast  ter- 
ritory. They  assert  that  conditions  in  the  Mississippi  Valley  and 
the  southeast  are  different  in  that  the  lumber-producing  area  com- 
prises several  distinct  groups  made  by  the  individual  trunk  lines  in 
competition  with  each  other  and  with  transportation  by  water,  and 
it  has  been  the  almost  uniform  practice  to  apply  higher  rates  from 
stations  on  independent  short  lines  than  from  the  junction  points. 

Following  our  recent  decisions  in  Swift  Luniber  Co,  v.  F.  <&  O. 
R.  R.  Co.^  61 1.  C.  C,  486,  and  upon  the  record  herein,  we  find  that 
the  rates  attacked  were  not  and  are  not  unreasonable,  but  that  they 
were,  are,  and  for  the  future  will  be  unduly  prejudicial  to  the  extent 
that  they  exceeded,  exceed,  or  may  exceed  the  group  basis  of  rates 
contemporaneously  maintained  on  like  traffic  from  Booth,  the  junc- 
tion point  with  the  Alabama  Central,  from  other  main  and  branch 
line  points  on  the  Mobile  &  Ohio,  or  from  points  on  its  other  inde- 
pendent short-line  connections  within  the  group  boundaries.  The 
proof  of  damage,  if  any  resulted  from  the  undue  prejudice  herein 
found,  is  insufficient,  and  reparation  will  accordingly  be  denied.  An 
appropriate  order  will  be  entered. 

HLall,  Commissioner j  dissenting: 

I  agree  with  the  majority  that  the  rates  attacked  were  not  and 
are  not  unreasonable.  Out  of  those  rates  the  Alabama  Central  has 
been  accorded  ton-mile  earnings  from  20  to  30  times  greater  than 
those  of  the  Mobile  &  Ohio  on  the  same  shipments.  Apparently  this 
was  done  to  keep  the  short  line  alive.  Under  this  decision  the  joint 
rate,  although  reasonable,  must  be  brought  down  to  the  group  rate 
applied  from  Booth  and  other  stations  named,  thereby  still  further 
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reducing  the  lender  earnings  of  the  Mobile  &  Ohio  if  the  Alubina 
Central  is  to  stay  alive,  or  else  the  group  rate  must  be  raised.  For 
reasons  sufficiently  indicated  in  my  dissenting  expression  in  Swift 
Limber  Go.  v,  F.  <&  G,  R.  R,  Co.^  61  L  C.  C,  485,  I  do  not  concur 
in  the  finding  here  made  of  undue  prejudice,  or  in  the  order  baaed 
thereon. 

I  am  authorized  by  Commii^ioneb  Potter  to  say  that  he  ccmcurs  in 
this  dissent. 


Dani£L8|  Commissioner^  dissents. 
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No.  11404. 

SWIFT  &  COMPANY 
v. 

DIRECTOR  GENERAL,  AS  AGENT. 


Suhmitted  January  11,  1921.    Decided  May  5,  1921. 


Rate  on  stable  manure,  in  carloads,  from  Camp  Sherman,  Ohio,  to  Parma,  Ohio, 
by  an  interstate  route  found  unreasonable.    Reparation  awarded.    . 

R.  D.  Bynder  for  complainant. 
William  A.  Eggera  for  defendant. 

Report  of  the  Commission*. 

Division  3,  Commissionebs  Haix,  Aitchison,  and  Eaotmak. 

By  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

By  complaint  filed  April  16,  1920,  complainant,  a  corporation, 
alleges  that  the  rate  of  12.5  cents  per  100  pounds  charged  on  numer- 
ous carloads  of  stable  manure  from  Camp  Sherman,  Ohio,  to  Parma, 
'  Ohio,  between  May  14  and  June  24, 1918,  inclusive,  was  unreasonable 
to  the  extent  that  it  exceeded  7.5  cents.  Reparation  only  is  asked. 
Rates  are  stated  in  cents  per  100  pounds. 

The  shipments  moved  from  Camp  Sherman  to  Parma  over  the 
Baltimore  &  Ohio  through  Parkersburg,  W.  Va.  Charges  thereon 
were  collected  at  the  applicable  sixth-class  rate  of  12.5  cents,  mini- 
mum 30,000  pounds.  On  September  16, 1918,  a  commodity  rate  of  12 
cents,  minimum  40,000  pounds,  was  established. 

In  Stoift  (&  Co.  V.  Director  General^  55  I.  C.  C,  324,  we  found  that 
the  rate  of  15.5  cents  charged  on  similar  shipments  which  moved  be- 
tween June  25  and  September  16, 1918,  from  Camp  Sherman  to  Parma 
was  unreasonable  to  the  extent  that  it  exceeded  12  cents,  the  subse- 
quently established  rate,  and  awarded  reparation  to  that  basis.  The 
^pments  here  imder  consideration  were  not  included  in  that  pro- 
ceeding because  of  complainant's  belief  that  they  had  moved  intra- 
state and  that  our  jurisdiction  did  not  extend  to  such  traffic  prior  to 
June  25,  1918. 

Upon  the  present  record,  and  following  the  case  cited,  we  find 
that  the  rate  assailed  was  unreasonable  to  the  extent  that  it  ex- 
ceeded 12  cents  per  100  pounds,  minimum  40,000  pounds;  that  the 
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shipments  were  made  as  described  and  that  complainant  paid  and 
bore  the  charges  thereon ;  that  it  was  damaged  thereby  in  the  amount 
of  the  difference  between  the  charges  paid  and  those  which  would 
have  accrued  at  the  rate  herein  foimd  reasonable;  and  that  it  is 
entitled  to  reparation,  with  interest.  Complainant  should  comply 
with  rule  V  of  the  Buks  of  Practice. 


No.  10806. 
BARNETT  OIL  &  GAS  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  CfflCAQO  &  NORTH 
WESTERN  RAILWAY  COMPANY,  ET  AL, 


Submitted  October  IS,  1920.    Decided  May  5,  1921. 


Rates  on  petroleum  and  its  products,  in  carloads,  from  Blue  Island,  within  tbe 
switching  limits  of  Chicago,  111.,  to  near-hy  destinations  in  IlUnois,  Wis- 
consin, Michigan,  and  Indiana,  found  not  unreasonable,  unjustly  discrimi- 
natory, or  unduly  prejudicial.    Complaint  dismissed. 

Nicholas  TT.  Hacker  and  John  A.  Ronan  for  complainant. 

O.  TV.  Dynes  and  /.  N,  Davis  for  defendants. 

John  F,  Finerty  for  Director  General,  as  Agent. 

C.  D,  Chamberlin^  Ed.  P.  Byars^  E.  E.  Grant^  F.  TT.  Lehman^  jr^ 
John  D.  Reynolds^  W.  R.  Scott^  and  Clifford  Thome  for  American 
Independent  Petroleum  Association,  Independent  Oil  Men's  Associa- 
tion, National  Petroleum  Association,  Texas  Petroleum  Refiners'  As- 
sociation, and  Western  Petroleum  Refiners'  Association,  interveners. 

Rbpobt  of  thb  CSommission. 

Division  3,  Cohkissiokers  Hall,  Attchison,  akd  Eastman. 

Hall,  Commissioner: 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by 
the  examiner  and  the  case  was  orally  argued. 

Complainant,  a  corporation  refining  crude  petroleum  at  Blue 
Island,  within  the  switching  limits  of  Chicago,  HI.,  alleges  by  com- 
plaint filed  August  6, 1919,  that  the  rates  on  petroleum  and  its  prod- 
ucts, in  carloads,  from  Blue  Island  to  near-by  destinations  in  Illi- 
nois, Wisconsin,  Michigan,  and  Indiana  were  and  are  unreasonable 
to  the  extent  that  the  uniform  increase  of  4.5  cents  hereinafter  re- 
ferred  to  represents  an  increase  of  more  than  25  per  cent  in  the  rates 
in  effect  June  24, 1918,  and  were  and  are  unjustly  discriminatory  and 
unduly  prejudicial.    Reparation  and  just  and  reasonable  rates  for 
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the  future  are  sought.  Our  jurisdiction  over  the  intrastate  rates  as- 
sailed, except  under  circumstanpes  not  h^re  presented,  is  limited  to 
cases  falling  within  the  provisions  of  section  206  (c)  of  the  transpor- 
t^ation  act,  1920.    Eates  will  be  stated  in  cents  per  ICIO  pounds. 

Effective  June  25^  1918,  the  rates  cm  petroleum  and  its  products 
^were  increased  25  per  cent  pursuant  to  general  order  No.  28  of  the 
Director  General  of  Kailroads.  Soon  thereafter  representations  were 
made  to  the  Bailroad  Administration  by  many  independent  oper- 
ators that  the  percentage  increase  disturbed  preexisting  relationships, 
and  worked  disadvantage  to  them  because  their  shipments  moved 
over  long  distances,  as  compared  with  the  Standard  Oil  companies, 
handling  about  two-thirds  of  the  business  in  the  United  States, 
irhich  received  crude  oil  Uirough  pipe  lines  at  refineries  located  in 
the  most  important  distributing  centers,  and  dietributed  the  products 
by  rail  for  comparatively  short  distances,  in  the  main.  They  asked 
for  a  flat  increase  in  lieu  of  the  percentage  increase.  The  proposed 
substitution  was  reconmiended  by  the  Oil  Divisi<m  of  the  United 
States  Fuel  Administration  and  by  the  National  War  Petroleum 
Service  Committee,  the  latter  composed  of  representatives  of  pro- 
ducers, refiners,  and  jobbers,  including  the  Standard  Oil  interests, 
and  was  approved  by  the  Bailroad  Administration.  After  investi- 
gation and  numerous  conferences  with  the  interested  parties  the  Rail- 
road Administration  determined  that  a  imif orm  increase  of  4.5  cents 
per  100  pounds  would  yield  approximately  the  same  revenue  as  the 
percentage  increase.  Accordingly,  on  July  17, 1918,  it  issued  freight 
rate  authority  No.  96  directing  publication  on  short  notice  of  tariffs 
substituting  for  the  25  per  cent  increase  of  June  25, 1918,  a  uniform 
increase  of  4.5  cents  on  petroleum  and  on  petroleum  products  classi- 
fied fifth  class  in  official,  southern,  and  western  classifications,  in  car- 
loads, the  increased  rates  not  to  exceed  fifth-class  rates.  It  was  pro- 
vided that  the  increase  should  apply  to  continuous  through  hauls, 
and,  to  cover  the  movement  from  the  midcontinent  field  to  central 
and  trunk  line  territories,  authority  was  given  to  establish  propor- 
tional rates  to  and  from  Chicago  or  the  Mississippi  Kiver,  applying 
2.6  cents  of  the  increase  to  the  western  factor  and  2  cents  to  the 
eastern.    The  tariffs  became  effective  on  various  dates. 

The  increase  of  4.5  cents  amounted  to  25  per  cent  where  the  rate 
in  effect  Jime  24,  1918,  was  18  cents,  to  a  less  per  cent  where  the 
former  rate  was  more,  and  to  a  greater  per  cent  where  the  former 
rate  was  less,  than  18  cents.    Only  the  latter  rates  are  here  assailed. 

Complainant  contends  that  the  percentage  of  increase  in  its  rates 
for  short  hauls  from  Blue  Island  was  excessive  as  compared  with 
the  small  percentage  added  to  the  rates  for  long  hauls  from  the  mid- 
continent  and  other  producing  fields,  and  that  thereby  previously 

61 1. 0. 0. 


570  INTERSTATB  OOmCBROB  OOMinSSIOK  REPORTS. 

existing  rate  relationships  were  disrupted,  its  traffic  unjustly  bur- 
dened, its  geographical  advantage  destroyed,  and  an  excessive  rev- 
enue accorded  to  defendants  on  short  hauls.  The  rate- basis  to 
which  this  increase  was  applied  is  not  attacked. 

Much  evidence  was  introduced  to  show  that  formerly  complainant 
'  could  ship  crude  oil  from  the  midcontinent  field  to  Chicago,  refine 
it  there,  and  ship  the  products  to  near-by  destinations  on  an  equality 
with  the  midcontinent  shippers  of  refined  oil  to  the  same  destinations, 
or  with  an  advantage  over  them ;  and  that  the  increase  of  4.5  cents 
changed  this  equality  or  advantage  to  a  disadvantage.  But  the  rates 
assailed  are  from  Chicago,  and  not  to  and  from  Chicago. 

A  rate  increase  uniform  in  amount  necessarily  tends  to  preserve 
rather  than  disrupt  preexisting  relationships.  This  is  not  true  of  a 
percentage  increase.  The  4.5-cent  increase  had  that  effect  as  to  any 
relationships  existing  on  June  24,  1918,  between  rates  from  Chicago 
and  rates  from  other  points.  Manifestly  any  impairment  thereby  of 
complainant's  equality  with  or  advantage  over  the  midcontinent 
shipper  has  been  due  solely  to  the  fact  that  the  latter  pays  the  addi- 
tional 4.5  cents  on  one  continuous  through  movement,  whereas  com- 
plainant's rates  to  and  from  its  refinery  were  each  increased  by  that 
amount,  as  the  movements  are  separate  and  distinct  shipments,  of 
different  commodities.  Other  refineries  dependent  on  rail  tranapor- 
tation  also  have  to  pay  the  4.5-cent  increase  on  crude  oil  inbound  as 
well  as  on  the  refined  products  outbound. 

Complainant's  contention  as  to  unjust  burden  rests  mainly  upon 
comparison  of  the  percentages  which  the  4.5-cent  increase  bears  to 
the  preexisting  rates.  These  run  as  high  as  210  in  its  rate  to  Morton 
Grove,  111.,  just  outside  the  Chicago  switching  limits,  and  over  40 
in  rates  to  numerous  other  destinations.  They  are  compared  with 
increases  of  much  less  than  25  per  cent  on  long-haul  traffic.  Such 
comparisons  are  without  great  weight,  since  any  uniform  specific 
increase  must  result  in  higher  percentage  increases  on  short-haul  than 
on  long-haul  traffic.  It  is  equally  true  that  such  an  increase,  when 
reasonable  for  an  average  haul,  will  yield  more  revenue  for  a  short 
haul  and  less  for  a  long  hauL  If  that  alone  will  suffice  to  condemn 
it,  no  uniform  specific  increase  can  ever  be  justified. 

Complainant  pays  no  higher  percentage  of  increase  than  is  paid 
by  other  shippers  who  use  the  same  rates.  It  does  not  show  that  its 
rates  are  unreasonably  high  as  compared  with  those  on  the  same  com- 
modities for  similar  distances.  Defendants  show  that  the  rates  as- 
sailed are  generally  lower,  and  in  many  instances  materially  lower, 
than  those  from  refineries  at  Philadelphia,  Pa.,  Bayonne,  N.  J., 
Olean,  N.  Y.,  Chester,  Pa.,  Cleveland,  Ohio,  Kansas  City,  Mo.,  Min- 
neapolis and  Willmar,  Minn.,  and  Superior,  Wis.,  for  comparable 
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distances.  They  further  show  that  application  of  fifth-class  rates 
as  maxima  results  in  their  receiving  from  0.5  to  2  cents  less  than  the 
4.5-cent  increase  for  hauls  of  110  miles  and  less  in  central  territory, 
and  that  to  24  representative  near-by  points  in  Illinois  and  Michigan, 
including  many  to  which  complainant  ships,  the  increased  rates  are 
in  most  instances  much  less  than  the  corresponding  fifth-class  rates. 
Complainant's  witness  eould  not  name  any  competitor  which  has  a 
lower  rate  for  similar  hauls  under  substantially  similar  circum-^ 
stances  and  conditions. 

It  is  testified  that  complainant's  refinery  was  located  at  Blue 
Island  because  there  it  would  be  on  a  rate  equality  with  refineries 
located  at  the  seat  of  production  and  would  have  the  advantage  of 
being  able  to  make  prompt  deliveries,  in  the  Chicago  district  and 
adjacent  territory.  Complainant  contends  that  this  advantage  has^ 
been  destroyed  by  the  inequality  in  rates  resulting  from  the  4.5-cent 
increase  and  that  it  has  been  compelled  to  lease  its  distributing 
stations  at  Waukegan,  Antioch,  and  Gray's  Lake,  in  Illinois,  and 
finally  its  refinery.  It  admits  that  bad  management  contributed 
for  a  time  to  its  business  dkficulties,  but  contends  that  the  rate  ad- 
justment is  primarily  responsible. 

The  interveners  are  said  by  their  counsel  to  represent  the  vast 
bulk  of  the  independent  oil  industry  of  the  United  States.  They  ap- 
pear in  support  of  the  4.5-cent  adjustment  and  call  attention  to  the 
fact  that  for  the  first  six  months  of  1919,  when  the  rates  assailed  were 
in  effect,  complainant's  refinery  consumed  about  800  barrels  of  crude 
daily  as  against  700  during  the  years  1915,  1916,  and  1917.  The 
Standard  Oil  Company  and  the  Sinclair  Oil  Company  have  refineries 
within  the  Chicago  switching  limits  at  Whiting  and  East  Chicago, 
Ind.,  respectively.  Their  crude  oil  comes  through  pipe  lines  at  con- 
siderably less  cost  to  them  than  complainant  pays  for  movement  of 
its  crude  by  rail.  On  outbound  shipments  of  the  products  complain- 
ant has  always  had  the  same  rates  as  these  refineries.  If  an  increase' 
of  25  per  cent  with  a  maxinram  of  4.5  cents  were  substituted,  as  com- 
plainant desires,  for  the  uniform  increase  of  4.5  cents,  it  would  still 
have  the  same  rates  as  these  competitors. 

The  4.5-cent  increase  was  part  of  a  general  readjustment  made  in 
an  effort  to  minimize  serious  disturbances  of  rate  relationships.  It 
met  with  the  approval  of  producers,  refiners,  and  jobbers  generally, 
and,  on  the  whole,  seems  to  be  satisfactory  to  them.  No  sufficient 
reason  is  shown  on  this  record  why  it  should  be  condemned  as  ap- 
plied to  the  particular  rates  in  issue. 

We  find  that  the  rates  assailed  were  not  and  are  not  unreasonable, 
unjustly  discriminatory,  or  unduly  prejudiciaL  The  complaint  wUl 
be  dismissed. 
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No.  1197L 
ARIZONA  RATES,  FARES,  AND  CHARGES. 

IN  THE  MATTER  OF  RATES,  FARES,  AND  CHARGES 
APPLICABLE  BETWEEN. POINTS  IN  THE  STATE  OF 
ARIZONA.  

Sulmiited  AprU  21,  mi.    Decided  May  8, 19B1. 


Oertain  rates,  fares,  and  charges  required  by  state  authority  to  be  maintained 
by  respondents  wltbin  the  state  of  Arizona  found  to  be  upon  a  basis  lower 
than  the  corresponding  Interstate  rates,  fares,  and  charges  authoriaed  by 
Increased  Rates,  1920,  58  L  0.  a,  220,  and  to  be  unduly  prejudicial  to 
Interstate  passengers  and  shippers,  unduly  preferential  of  intrastate  pas- 
sengers and  shippers,  and  unjustly  discriminatory  against  interstate  conk- 
merce. 

W.  J.  Galbraithj  D.  F.  Johnson,  AtnoB  A..  Betts^  and  Loren  ViMughn 
for  state  of  Arizona  and  Arizona  Corporation  Commission. 

E.  W.  Camp,  H.  Q.  Booth,  A.  P.  Thorn,  Fred  H.  Wood,  T.  J.  Nor- 
ton, Chal/merB,  Stahl,  Fennemore  <6  Longan,  Bvikurd  <6  Jacobs,  •/.  C 
Forest,  W.  M.  Peticolas,  Boyle  <6  Pickett,  B.  K.  Minson,  and  J.  R. 
BeU  for  respondents. 

F.  A.  Jones  for  Arizona  Freight  Payers  Association. 

F.  A.  Jones  and  Bdand  Johnston  for  Maricopa  County  High^waj 
Commission. 

Chase  Blame  for  Arizona  Packing  Company. 

Johs^  E.  Benton  for  National  Association  of  Railway  and  Utilities 
Commissioners  and  Arizona  Corporation  Commission. 

Bepobt  of  thb  Coinossioor. 

Meter,  Com/missioner: 

This  proceeding  was  instituted  upon  a  petition  filed  by  certain 
steam  carriers  operating  in  the  state  of  Arizona  for  the  purpose  of 
determining  whether,  as  contended  by  petitioners,  an  unlawful  re- 
lationship exists  between  the  intrastate  rates,  fares,  and  charges 
within  Arizona  on  the  one  hand  and  interstate  rates,  fares,  and 
charges  on  the  other.  In  Increased  Bates,  19£0,  68  L  C.  C,  220, 
hereinafter  referred  to  as  Ex  Parte  74,  we  authorized  an  increase 
in  freight  rates  of  25  per  cent  upon  the  lines  of  carriers  subject  to 
our  jurisdiction  within  the  territory  defined  in  the  report  as  the 
mountain-Pacific  group  of  which  Arizona  is  a  constituent  part'    On 
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passenger  traffic  the  same  inoreasee  were  authorised  within  the 
mountain-Pacific  group  as  throughout  the  country;  namely,  20  per 
cent  in  passenger  fares  and  charges,  excess-baggage  charges,  and  rates 
on  milk  and  cream,  and  a  surcharge  of  50  per  cent  upon  sleeping  and 
parlor  car  charges,  such  surcharge  to  accrue  to  the  railroads.  These 
increases  upon  both  freight  and  passenger  traffic  were  established 
generally  on  August  26, 1920. 

Prior  to  our  decision  in  Ex  Parte  74,  the  Arizona  Eastern  Railroad 
Company;  Arizona  &  New  Mexico  Railway  Company;  Arizona  & 
Swansea  Railroad  Company ;  Arizona  Southern  Railroad  Company ; 
Atchison,  Topeka  &  Santa  Fe  Railway  Company ;  El  Paso  &  South- 
western Railroad  Company;  Grand  Canycm  Railway  Company; 
Southern  Pacific  Company;  and  Morenci  Southern  Railway  Com- 
pany had  filed  petitions  with  the  Arizona  Corporation  Commission 
seeking  the  same  increases  in  intrastate  rates,  fares,  Mid  charges 
within  Arizona  as  should  be  authorized  by  us  for  interstate  traffic 
These  petitions  were  heard  by  the  Arizona  commission  on  Septem- 
ber 16, 1920,  at  which  time  the  Tucson,  Cornelia  &  Gila  Bend  Rail- 
road Company  was  granted  leave  to  intervene  and  seek  the  same  re- 
lief as  asked  for  by  the  other  petitioners.  It  appears  that  the  car- 
riers declined  at  this  hearing  to  put  in  any  evidence  to  justify  the 
increases  sought  other  than  copy  of  our  report  and  orders  in  Ex 
Parte  74  and  copy  of  our  special  permission  order  which  authorized 
the  establishment  of  the  increased  rates  on  short  notice.  The  Ari- 
zona commission  denied  the  petitions  in  their  entirety,  and  the  car- 
riers thereupon  filed  with  us  the  petition  upon  which  the  present  pro- 
ceeding was  instituted.  Our  order  of  investigation  makes  all  steam 
carriers  within  the  state  respondents. 

Counsel  for  the  state  object  to  our  consideration  of  the  case  on 
the  ground  that  the  carriers  have  not  exhausted  their  remedies  in 
the  state  tribunals.  They  say  that  had  the  carriers,  at  the  hearing 
before  the  state  commission,  submitted  evidence  justifying  the  re- 
lief sought  their  petition  would  have  been  granted.  A  somewhat 
similar  situation  was  before  us  in  Arka/nsaa  Bates  and  FareSy  59 
L  C.  C,  471,  where  we  said : 

The  desirabUity  of  concerted  aiction  of  the  state  and  federal  regulatory  bodies 
In  aU  matters  of  transportation  In  which  the  power  of  both  is  Involved  has 
been  given  recognition  In  the  Interstate  commerce  act  The  action  of  respondents 
in  bringing  the  matter  before  ns  in  advance  of  the  filing  of  an  application  with 
the  corporation  commission  and  a  determination  by  it  renders  difficult  the  co- 
ordinated action  contemplated  by  Oongress  and  deprives  us  of  the  benefit  of 
■udi  investigation  and  findings  as  the  state  authorities  might  have  made. 
However,  we  are  here  confronted  with  practical  questions  for  the  solution  of 
which  Oongress  has  provided  a  practical  course  of  procedure  by  means  of  which 
substantial  Justice  is  assured.    Respondents  have  elected  to  pursue  that  course 
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and  we  are  not  vested  with  appellate  power  nnder  which  they  ml^t  -be  re- 
manded to  tribunals  of  the  state. 

Various  other  questions  of  law  raised  by  the  state  go  to  the  ocm- 
stitutionality  of  the  interstate  commerce  act  or  to  the  propriety  of 
the  interpretation  which  we  have  placed  upon  the  act.  Our  in- 
terpretation of  the  applicable  provisions  of  the  act  has  been  disciisaed 
in  previous  reports  and  need  not  be  repeated  here.  Increased  RaJte^ 
1920^  supra;  Ratee^  Fares^  and  Charges  of  N.  JT.  C.  R.  R.  Cc^  59 
I.  C.  C*,  290;  Intrastate  Rates  withm  lUmois,  59  I.  C.  C^  350,  60 
I.  C.  C,  92.  The  record  in  Ex  Parte  74  was  made  a  part  of  the 
record  in  this  proceeding. 

The  area  of  Arizona  is  113,956  square  miles,  the  population  333,273^ 
the  population  per  square  mile  2.92,  and  per  mile  of  railroad  140.17. 
Aside  from  Nevada  and  Wyoming  it  is  the  least  populous  of  the 
states  comprised  in  the  mountain-Pacific  group. 

PASSENGER  FARES. 

The  following  table  shows  the  present  intrastate  and  interstate 
bases  of  fares  in  Arizona  of  representative  lines  parties  to  this  pro- 
ceeding : 


Carrier. 


ArlxoDA  Eastern  (except  between  Maricopa,  Phoenix,  and  lCe9B) 

Arizona  Eastern  (between  Maricopa,  Phoeulx,  and  Mesa) 

Arizona  &  New  Mexico 

Arizona  <b  Swansea 

Arizona  Southern 

Atchison,  Topeka  &  Santa  Fe  (main  lines  and  Ash  Fork-Phoenix  branch) 

Atchison.  Topeka  &  Santa  Fe  (Clarkdale,  Chlorida,  Crown  King,  and  Parker  branches). 

£1  Paso  ie  Southwestern  (main  line  and  Fort  Huachuca  and  Benson  branches) 

El  Paso  &  Southwestern  (Bisbee,  Conrtland,  and  Tomtstone  branches) 

Grand  Canyon 

Moreno!  Southern 

Tucson,  Cornelia  <&  Gila  Bend 

Southern  Pacific  (main  line  and  Benson  branch) 

Southern  Pacific  (Tucson  and  (3alabasas  branch) 


Rate  per  pas- 
songer-mde. 


Intra-     Int«r- 
state.  \  state. 


Cents. 
5 
4 

6  ' 

6  I 
5  i 
4  I 

£  I 

4 

5 

6 

6 

5 

4 

5 


CnU. 

6 

4.8 

6 
i« 
«5 

4.1 

« 

4.8 

6 

7.2 
16 
»5 

ii 

6 


^  Not  increased  under  Ex  Parte  74. 

Except  for  increases  resulting  from  the  discontinuance  under 
general  order  No.  28  of  the  Director  General  of  Railroads  of  scrip 
books  there  have  been  no  increases  in  Arizona  intrastate  passenger 
fares  since  1914.  By  general  order  No.  28  all  passenger  fares  then 
constructed  upon  a  basis  lower  than  3  cents  per  mile  were  increased 
to  a  basis  of  3  cents  per  mile.  Straight  fares  in  Arizona  being  uni- 
formly upon  a  higher  basis  than  3  cents  per  mile  were  not  affected 
by  that  order.  Prior  to  our  report  in  Ex  Parte  74  interstate  and  in- 
trastate fares  in  Arizona  were  generally  on  the  same  level. 
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As  indicated  by  the  table  set  forth  above  the  present  main-line 
interstate  fares  in  Arizona  are  constructed  on  a  basis  of  4.8  cents  per 
mile  while  the  intrastate  main-line  fares  are  constructed  on  a  basis  of 
4  cents  per  mile.    The  4.8-cent  basis  prevails  on  the  Southern  Pacific 
froBi  El  Paso  on  the  east  to  Banning,  Calif.,  on  the  west,  and  on  the 
Santa  Fe  from  Trinidad,  Colo.,  on  the  east  to  Bakersfield  and  San 
Bernardino,  Calif.,  on  the  west.    A  passenger  traveling  interstate 
upon  either  of  these  lines  within  this  zone  pays  0.8  cent  per  mile 
more  than  the  passenger  traveling  wholly  within  Arizona,  although 
both  may  ride  in  the  same  train  and  occupy  the  same  car  and  perhaps 
the  same  seat.    £xcept  upon  certain  short  lines  which  did  not  increase 
their  fares  under  Ex  Parte  74,  the  same  relative  disadvantage  exists 
against  interstate  passengers  traveling  in  Arizona  upon  any  of  the 
respondent  lines.    Intrastate  fares  and  charges  in  New  Mexico  and 
California  have  been  increased  with  the  permission  of  the  railroad 
commissions  of  those  states  in  the  same  percentages  as  have  interstate 
fares  and  charges.    In  Utah  RcUes,  Fares^  and  Charges^  60  I.  C.  C, 
388,  and  Nevada  Rates^  Farea^  amd  Charges^  60  I.  C.  C,  623,  intra- 
state fares  and  charges  in  Utah  and  Nevada  were  found  to  bear  an 
unlawful  relationship  to  the  interstate  fares  and  charges  which 
the  respondents  were  required  to  remove  by  making  increases  in  the 
intrastate  fares  and  charges  corresponding  to  those  made  in  their 
interstate  fares  and  charges. 

Respondents  estimate  that  upon  the  normal  intrastate  passenger 
traffic  of  Arizona  they  are  losing  not  less  than  $450,000  per  annum 
by  their  failure  to  secure  from  the  state  authorities  permission  to 
make   the  same  increases  intrastate  as  we  authorized  interstate. 
They  show  that  interstate  fares  are  being  defeated  and  interstate 
revenues  depleted  by  pass^igers  purchasing  tickets  to  and  from 
stations  at  or  near  the  state  line.    By  this  device  the  interstate  pas- 
senger secures  a  lower  fare  for  transportation  within  the  state  on  a 
link  of  an  interstate  journey  than  he  would  if  he  paid  the  through 
interstate  fare.     Witnesses  for  respondents  testified  to  instances 
where  interstate  fares  had  been  defeated  in  this  manner.    The  evi- 
dence in  this  proceeding  tends  to  show  increased  prevalence  of  the 
practice  as  knowledge  of  its  availability  is  disseminated  among  the 
public. 

The  average  haul  per  passenger  on  interstate  traffic  in  Arizona 
considerably  exceeds  that  on  intrastate  traffic;  and  it  is  the  conten- 
tion of  respondents  that  it  costs  more  per  passenger  per  mile  for 
short  distances  than  for  long  distances. 

Prior  to  June  26,  1918,  two  kinds  of  scrip  books  were  sold  in 
Arizona.    One  for  $90  at  the  rate  of  2.5  cents  per  mile  was  good  inter- 
state or  intrastate.    The  other  for  $40  at  the  rate  of  8  cents  per 
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mile  was  usable  only  upon  intrastate  journeys.  The  state  oonteiids 
that  the  discontinuance  of  the  scrip  books  resulted  in  material  in* 
creases  in  intrastate  fares.  It  appears  that  practically  all  of  the 
scrip-book  travel  was  upon  the  lines  of  the  6anta  Fe,  Southern  Pa- 
cific, Arizona  Eastern,  and  El  Paso  &  Southwestern.  Figures  sub- 
mitted for  the  first  three  of  these  lines  show  that  for  the  year  1917 
the  scrip  books  used  amounted  to  15  per  cent,  10JL5  per  cent,  and 
9.07  per  cent,  respectively,  of  the  total  Arizona  intrastate  passeng^ 
business  of  those  lines.  Figures  for  the  El  Paso  &  Southwestern 
have  not  been  submitted.  Comparatively  few  $40  books  were  sold. 
Using  the  $90  book  and  the  year  1917  as  a  basis  for  computati<m  the 
discontinuance  of  the  scrip  books  resulted  in  a  gross  increase  in  intra- 
state passenger  revenues  in  Arizona  of  about  6  per  c«dL 

The  Arizona  commission  contends  that  interstate  fares  to,  from, 
and  through  that  state  are  unreasonably  high,  and  in  support  thereof 
submits  comparisons  of  certain  of  these  fares  with  interstate  fares 
in  other  sections.  These  comparisons  have  little  probative  value,  as 
they  are  unaccompanied  by  the  necessary  lowing  of  similarity  of 
transportation  conditions.  The  Arizona  commission  also  submits 
comparisons  of  passenger-mile  revenues  within  Arizona  with  passen- 
ger-mile revenues  as  a  whole  upon  certain  of  the  larger  respondent 
lines,  and  argues  that  the  average  within  Arizona  being  higher  than 
for  the  systems  as  a  whole,  the  present  intrastate  fares  are  sufficiently 
high.  The  evidence  is  not  persuasive,  as  the  averages  for  the  systems 
as  a  whole  include  fares  in  sections  where,  owing  to  more  favorable 
transportation  conditions,  fares  lower  than  those  effective  in  Arizona 
are  in  force. 

What  has  been  said  with  reference  to  passenger  fares  applies  with 
equal  force  to  excess-baggage  charges  and  to  the  surcharge  on  occu- 
pants of  parlor  and  sleeping  cars.  Excess-baggage  charges  are  based 
on  a  fixed  percentage  of  the  passenger  fare ;  consequently  changes  in 
the  fares  automatically  result  in  changes  in  the  excess-baggage 
charges. 

The  recprd  does  not  warrant  a  finding  with  regard  to  the  relation- 
ship of  intrastate  and  interstate  commutation  or  other  multiple  forms 
of  tickets,  excursion,  convention,  or  other  fares  for  special  occasions, 
or  club-car  charges.  The  movement  of  milk  and  cream  in  passenger 
trains  within  the  state  is  insignificant  and  the  carriers  seek  no  relief 
with  regard  thereto. 

FBBIGHT. 

The  present  intrastate  class  rates  and  many  intrastate  commodity 
rates  and  charges  in  Arizona  represent  rates  or  charges  prescribed 
or  approved  by  the  state  conunission  plus  the  increases  authorized 
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bfy  general  order  No.  38.   On  March  38, 1918,  the  Arizona  commission 
entered  an  order  prescribing  a  scale  of  maximum  intrastate  class 
rates.    This  order  required  the  cancellation  of  all  intrastate  clajss 
rates  that  were  higher  than  the  prescribed  scale  but  required  con- 
tinued maintenance  of  any  class  rates  that  were  lower  than  the 
scale.    This  latter  requirement  materially  affected  the  fifth-class  and 
dass-A  rates,  a  large  percentage  of  which  were  lower  than  the  scale. 
In  establishing  new  rates  following  the  issuance  of  the  state  commis- 
sion's order  the  same  rates  were  generally  established  for  interstate 
single-line  hauls  in  Arizona  as  those  required  by  the  state  commis- 
sion for  intrastate  single-line  hauls,  except  that  where  the  existing 
interstate  rates  were  lower  than  the  scale  they  were  raised  to  the 
scale.    On  joint-line  business  combination  rates  apply  on  interstate 
commerce,  made  on  the  flat  scale  to  and  from  junction  points,  but 
varying  arbitraries  depending  upon  the  number  of  lines  embraced 
in  the  joint  haul  were  added  on  intrastate  traffic  transported  more 
than  100  miles,  subject,  however,  to  the  condition  that  the  through 
rate  so  made  must  not  exceed  the  sum  of  the  local  rates  to  and  from 
the  respectiye  junction  points  of  the  lines  transporting  the  traffic. 
For  joint  hauls  of  less  than  100  miles  combination  rates  were  ap- 
plied with  no  added  arbitraries.    The  minimum  scale  provided  by 
general  order  No.  28  brought  the  intrastate  and  interstate  rates  more 
closely  together  and  at  the  time  of  the  issuance  of  our  report  in  Ex 
Parte  74  intrastate  class  rates  in  Arizona,  generally  speaking,  were 
not  higher  than  the  interstate  class  rates  in  that  state.    In  some  in- 
stances they  were  lower.    A  witness  for  the  state  admitted  that  class 
rates  in  Arizona  for  the  short  hauls  were  low. 

The  following  table  compiled  from  an  exhibit  introduced  by  a 
witness  for  the  state  contrasts  present  and  proposed  class  rates  in 
Arizona  with  present  intrastate  class  rates  in  New  Mexico.  Rates 
are  stated  by  classes  in  cents  per  100  poimds. 


ArlzoDA: 

Prtsmt 

Increased  35  per  cent 
New  Ifiixleo.^ 

JO  mOet, 

Arlwne: 

Prescot... 

Increased  25  per  cent 
Newlfezioo 

79  miUi, 
Afitgna: 

PreBcnt*. 

Increased  25  per  cent 
Nev  Mexico 
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CenU. 
22.5 
28 
42.6 


80 

40 
50.5 


«0 

75 
75 


21.6 

27 


86.6 

46.6 
50 


54 

67.5 
64.6 


CerUi. 
10 
24 
80 


82.6 
40.5 
48.5 


47.5 
50.5 
53 


Cenit. 
10 
24 
25 


80 

37.5 
86.5 


41.6 

52 

46.6 


6 

A 

B 

c 

D 

OetUt, 

Cents. 

Cent*. 

Cent*. 

Cent*. 

17.6 

17.5 

14 

12.6 

11.5 

22 

22 

17.5 

15.5 

14.5 

21.6 

21.6 

17.6 

14.5 

13.6 

35 

25 

31.6 

17.5 

16 

31.5 

31.5 

27 

22 

10 

80 

J 

81.5 

84 

3a5 

17.6 

86.5 

86.6 

26 

30 

17.5 

45.5 

45.5 

31.5 

25 

22 

87.6 

80.6 

80 

27 

24 

B 


Cent*. 
10 
12.5 
11.6 


11.6 
14.5 
15.6 


14 

17.5 
10 
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The  exhibit  from  which  the  above  table  was  compiled  also 
comparisons  of  the  Arizona  intrastate  class  rates  witii  interstate 
rates  in  other  sections  of  the  country.  Some  of  these  rates  are  lo^ 
and  some  higher  than  the  Arizona  intrastate  rates.  In  no  case,  how- 
ever, has  similarity  of  transportation  conditions  been  shown,  mod 
many  of  the  rates  apply  in  territory  of  much  greater  traffic  density 
than  exists  in  Arizona  and  others  are  water-compelled  n^^es.  Majiy 
of  the  state's  comparisons  of  commodity  rates  are  subject  to  the  same 
criticism. 

The  failure  of  the  state  commission  to  permit  increases  in  intra- 
state rates  in  Arizona  has  disrupted  the  relationship  that  existed  be- 
tween the  intrastate  and  interstate  rates  prior  to  Ex  Parte  74.  For 
example,  the  first-class  rates  from  Deming,  N.  Mex.,  and  Tugscmi, 
Ariz,,  to  Globe,  Ariz.,  on  August  25, 1920,  were  $1.65  and  $1,576,  re- 
spectively, a  difference  in  favor  of  Deming  of  2.5  cents.  The  rate 
from  Deming  has  been  increased  to  $1.94,  whereas  no  increase  has  been 
made  in  the  rate  from  Tucson,  which  now  has  an  advantage  of  d6J^ 
cents. 

From  Los  Angeles,  Calif.,  to  Yuma,  Ariz.,  the  first-class  rate  on 
August  25,  1920,  was  $1.25  and  the  intrastate  rate  from  Pho^iix  to 
Yuma  $1,375.    The  Los  Angeles  rate  has  been  increased  to  $1,565, 
but  no  increase  has  been  made  from  Phoenix.    These  examples  conld 
be  multiplied  almost  indefinitely.    The  state  has  directed  our  atten- 
tion to  the  fact  that  if  certain  of  the  intrastate  rates  were  increased 
25  per  cent  they  would  be  higher  for  corresponding  distances  than 
certain  interstate  rates  between  points  within  and  points  without  the 
state.    It  argues  from  this  that  to  increase  the  intrastate  rates  would 
result  in  discrimination  against  intrastate  traffic.    This  contention 
takes  into  consideration  but  one  element  of  rate  making,  namely, 
distance.    Other  important  factors  which  should  be  considered,  such 
as  density  of  traffic,  operating  conditions,  etc.,  are  ignored.    For  illus- 
tration the  state  commission  cites  in  support  of  its  contention  rates 
from  Los  Angeles  and  Tucson  to  Yuma.    The  first-class  rates  on 
August  25  were  $1.25  from  Los  Angeles  and  $1,515  from  Tucson.   The 
Los  Angeles  rate  has  been  increased  to  $1,565  and  the  intrastate 
rate  if  increased  25  per  cent  would  be  $1,895.    Yuma  is  equidistant 
between  Los  Angeles  and  Tucson,  but  the  haul  from  Los  Angeles  is 
through  a  section  of  much  greater  traffic  density  than  exists  in 
Arizona.    The  average  intrastate  haul  of  freight  in  Arizona  is  ma- 
terially less  than  the  average  interstate  haul  in  that  state. 

Having  the  intrastate  rates  on  a  level  lower  than  the  interstate 
rates  affords  shippers  an  opportunity  to  defeat  the  through  inter- 
state rates  from  and  to  points  in  Arizona  by  consigning  their  ship- 
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ments  to  an  iirtermediate  point  in  the  state,  there  taking  physical 
possession  and  reshipping  under  new  bills  of  lading.  In  this  way 
the  lower  intrastate  rate  may  be  secureil  for  a  portion  of  what  would 
otherwise  be  a  through  interstate  haul. 

The  present  rate  adjustment  gives  to  jobbing  points  within  the 
state  an  advantage  over  jobbing  points  outside  the  state.  Tucson, 
an  important  jobbing  point,  is  in  competition  with  Los  Angeles,  El 
Paso,  and  Deming.  The  jobber  at  Tucson  can  ship  in  to  that  point 
at  the  interstate  rates  and  out  to  local  points  in  the  state  at  the  in- 
trastate rates  tliereby  securing  a  relatively  lower  through  rate  than 
is  enjoyed  by  jobbers  located  at  Los  Angeles,  El  Paso,  or  Deming 
who  ship  through  to  the  local  points  in  interstate  commerce. 

Lumber  is  shipped  from  Williams,  Flagstaff,  and  Cliffs,  Ariz.,  in 
competition  with  lumber  brought  by  water  to  San  Pedro,  Calif., 
and  there  reshipped  by  rail  to  points  in  Arizona.  In  Sagmmo  <& 
NaniBtee  Lumber  Co.  v.  A.,  T.  dk  S.  F.  By.  Oo.,  19  I.  C.  C,  119,  Ari- 
zona  then  being  a  territory,  we  prescribed  maximum  rates  from  north- 
em  Arizona  producing  points  to  consuming  points  in  the  territory. 
After  Arizona  became  a  state,  its  corporation  commission  ordered 
xedu(^ons  in  the  rates  which  we  had  prescribed.  In  McOormick 
dk  Co.  V.  S.  P.  Co.^  37  I.  C.  C,  234,  and  49  I.  C.  C,  324,  we  considered 
tiie  relationdiip  between  lumber  rates  from  northern  Arizona  and 
San  Pedro  to  Arizona  points  but  no  order  was  entered.  The  follow- 
ing table  shows  the  relationship  of  these  lumber  rates  on  August 
85, 1920,  and  at  the  present  time : 


Distancw. 

Rates  Aug.  25, 

1920. 

Ptesent  rates. 

To- 

• 

From 

San 

Pedro. 

From 
Williams. 

From 

San 

Pedra 

From 
Williams. 

Differ- 
ence. 

From 

San 

Pedro. 

From 
Williams. 

Differ- 
ence. 

Tmia 

Miles. 
275 
527 
476 
7ft5 
653 

Miles. 
416 
837 
216 

576 
464 

Cents. 
» 
40 
45 
55 
45 

Cents. 

tt 

22.5 
35.5 
83.5 

Cents. 
3.5 
ia5 
22.5 
19.5 
1L5 

CeiUs 
45 
50 
66.5 
69 
56.5 

Cents. 
32.5 
29.5 
22.5 
35.5 
38.5 

Cents. 
12.5 

Vooson 

2a5 

Pbotnix 

34 

Globe 

33.5 

l>oi]jrlM 

23 

*'^""*'""' ■ 

There  are  flour  mills  at  Tucson,  Mesa,  Phoenix,  and  Tempe,  Ariz. 
These  mills  sell  in  Arizona  in  competition  with  Kansas  mills.  Mills 
at  Los  Angeles  and  Colton,  Calif.,  also  ship  into  Arizona.  The  basic 
rates  from  E^ansas  to  Arizona  were  prescribed  by  us  in  Arizona  Cor- 
poration Commission  y.  A.  <&  N.  M.  Ry.  Co.^  29  I.  C.  C,  424,  and 
the  intrastate  rates  were  prescribed  by  the  Arizona  commission.  The 
table  following  will  show  the  relationship  between  rates  from  Kansas 
and  from  Phoenix  on  August  25, 1920,  and  at  the  present  time. 
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To— 


Doubts 
Globe.. 
Bowie.. 


Rates  Aug.  25, 1920. 


From 
Kansas 
points. 


10.71 
.94 
.71 


From 
Phoenix. 


ia46 
.52 
.41 


Diller- 
enoe. 


ia25 

.42 

.30 


Presmtntei. 


Frooi 
Kansas 
points. 


ia946 

L285 

.945 


From 
Phondz. 


10.46 
.51 
.41 


DUhfw 


.7U 


Packing  houses  at  Cactus,  Ariz.,  a  point  near  Phoenix,  and  at 
Los  Angeles  and  £1  Paso  compete  in  the  purchase  of  live  stock  in 
Arizona.  Live-stock  rates  from  Arizona  to  Loe  Angeles  were  pre- 
scribed in  Amerioan  National  Live  Stock  Asao.  v.  S.  P.  Co.j  26 1.  C.  C^ 
87,  and  32  I.  C.  C,  615 ;  and  Same  v.  Samej  32  I.  C,  C,  438.  Arizona 
rates  were  prescribed  by  the  Arizona  commission  prior  to  1918. 
Both  the  interstate  and  intrastate  rates  were  increased  on  June  25, 
1918,  under  general  order  No.  28.  Failure  to  increase  the  intrastate 
rates  following  Ex  Parte  74  has  materially  widened  the  differences 
against  Los  Angeles.  A  different  situation  exists  as  regards  El 
Paso.  The  present  rates  to  Cadmus  from  points  between  Cactus 
and  El  Paso  are  relatively  higher  than  to  El  Paso.  For  example, 
from  Baso,  Ariz.,  a  midway  point,  the  present  rate  to  El  Paso  is 
$55  per  car  and  to  Cactus  $71.50  per  car.  Transportation  ccmditions 
are  not  shown  to  be  substantially  different,  and  the  record  is  not 
sufficient  upon  which  to  base  a  conclusion  as  to  the  reasonableness 
of  the  rates  between  points  in  Arizona  and  El  Paso.  To  require  an 
increase  in  these  rates  between  points  in  Arizona  would  result  in 
unjust  discrimination  against  intrastate  traffic.  The  record  does  not 
warrant  a  finding  of  unjust  discrimination  or  undue  prejudice  with 
respect  to  intrastate  rates  on  live  stock. 

The  mining  and  smelting  of  copper  ore  constitute  the  largest  in- 
dustry of  Arizona,  and  these  interests  seriously  contend  that  tiie  con- 
dition of  the  industry  is  such  as  not  to  warrant  an  increase  in  ore 
and  flux  rates.  Our  attention  is  especially  directed  to  ore  rates  from 
Bisbee,  Ariz.,  to  Douglas,  Ariz.,  and  from  Bay,  Ariz.,  to  Hayden, 
Ariz.  At  Bisbee  the  cars  of  ore  are  concentrated  from  the  different 
shafts  at  Don  Luis,  Ariz.,  an  average  distance  of  8  miles.  The  ore 
is  then  hauled  by  the  El  Paso  &  Southwestern  Bailroad  in  train  lots 
of  70  cars  to  Douglas,  a  distance  of  27  miles.  The  average  load  of 
the  cars  is  54  tons,  the  rate  30  cents  per  ton,  and  the  car-mile  earn- 
ings 51  cents.  From  Bay  to  Hayden  the  movem^t  is  over  the  Bay 
&  Gila  Valley  to  Bay  Junction,  thence  over  the  Arizona  Eastern  to 
Hayden  Junction,  where  the  cars  are  weighed  and  delivered  over  a 
branch  line  to  the  smelter  at  Hayden.  The  total  haul  is  21  miles; 
the  rate  26  cents  per  ton,  and  the  car-mile  earnings  74  o^its.    The 
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ore  is  handled  in  train  lots  of  84  cars,  and  the  average  weight  per 
car  is  62  tons.  The  rate  of  25  cents  is  the  same  as  the  prewar  rate. 
The  intrastate  ore  and  flux  rates  to  Douglas  were  before  us  during 
federal  control  in  Caltmiet  <&  Arizona  Mmmg  Co.  y.  Director  Gem^ 
eral,  57  I.  C.  C,  332,  and  we  there  found  that  the  rates  were  not 
unreasonable  or  otherwise  unlawful.  It  is  stated  that  many  of  the 
smaller  smelters  hare  shut  down,  and  that  the  larger  smelters  are 
operating  only  sufficiently  to  maintain  working  organizations.  It 
appears,  however,  that  this  condition  is  not  due  in  any  substantial 
degree  to  transportation  costs. 

In  Nevada  HateSj  Fwrea^  and  Charges^  60  I.  C.  C,  623,  and  in 
Utah  Rates^  Fares^  and  CJuxTgea^  60  I.  C.  C,  388,  we  did  not  find 
that  the  rates  on  ore  between  points  in  those  states  were  unjustly 
discriminatory  or  unduly  prejudicial.  There  is  a  comparatively 
small  movement,  if  any,  of  ore  or  flux  in  interstate  commerce  into  or 
out  of  the  state  of  Arizona.  The  record  does  not  warrant  a  finding 
of  unjust  discrimination  or  undue  prejudice  with  respect  to  intra- 
state rates  on  ore  or  flux. 

The  highway  commission  of  the  county  of  Maricopa,  Ariz.,  has 
an  elaborate  road-building  program  and  secures  sand,  gravel,  and 
^  crushed  rock  for  construction  purposes  at  Tempe.  At  the  time  esti- 
mates of  the  costs  of  the  proposed  highways  were  being  made,  the 
highway  commission  took  up  with  the  United  States  Railroad  Ad- 
ministration the  matter  of  establishing  special  rates  from  Tempe  for 
this  material,  and  the  Railroad  Administration,  it  is  testified, 
promised  to  establish  a  rate  of  50  cents  per  ton  to  Phoenix  and  various 
other  points  with  rates  grading  higher  to  farther  distant  points,  and 
further  agreed  that  these  rates  would  be  subject  to  a  deduction  of 
10  cents  per  ton  on  account  of  the  material  being  used  for  county 
purposes.  It  appears,  however,  that  the  actual  movement  did  not 
commence  until  after  the  carriers  had  been  returned  to  private  con- 
trol, and  that  while  the  promised  rates  were  established  the  carriers 
have  refused  to  allow  the  10-cent  deduction.  The  highway  commis- 
sion opposes  any  increase  in  the  present  rates.  It  states  that  con- 
tracts have  been  let  conditioned  on  the  reduced  rates  promised  by  the 
Railroad  Administration;  that  the  failure  to  make  the  10-cent  per 
ton  deduction  has  resulted  in  materially  increasing  the  contemplated 
cost  of  the  highways  and  that  any  further  increases  will  seriously 
burden  the  county. 

The  average  haul  from  Tempe  is  18  miles  and  the  present  rate  of 
60  cents,  based  on  an  average  loading  of  80,000  pounds,  produces 
car-mile  revenue  of  $1.11.  Comparison  is  made  by  the  county  author- 
ities of  the  rate  of  60  cents  with  the  rate  of  25  cents  on  ore  from  Ray 
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to  Hayden,  hereinbefore  referred  to.  Bespondents  explain,  howeTer, 
that  the  transportation  conditions  surrounding  the  moyement  of  the 
ore  are  much  more  favorable  than  those  surrounding  the  moyement 
of  the  sand,  gravel,  and  rock.  They  state  that  there  is  a  steady  move- 
ment of  the  ore  averaging  from  35,000  to  40,000  tons  a  day ;  that  there 
has  been  an  increasing  movement  for  many  years;  that  it  is  expected 
that  the  movement  will  continue  for  many  years  more ;  and  that  the  ore 
loads  on  the  average  heavier  per  car  and  train.  Respondents  further 
state  that  at  the  time  the  negotiations  were  entered  into  for  the 
establishment  of  the  rates  on  sand,  gravel,  and  rock  the  highway  com- 
mission represented  that  the  movement  would  be  in  train  lots  of  30 
cars,  but  that  the  actual  movement  had  not  exceeded  16  to  18  can 
per  train.  It  appears  that,  based  on  the  representations  as  to  the 
expected  movement,  special  equipment  for  handling  the  material  was 
procured  by  the  carriers. 

So  far  as  the  evidence  shows  there  is  no  movement  of  sand,  gravel, 
and  crushed  rock  in  interstate  commerce  into  or  out  of  the  state  of 
Arizona.  The  record  does  not  warrant  a  finding  of  unjust  dis- 
crimination or  undue  prejudice  with  respect  to  intrastate  rates  on 
sand,  gravel,  and  crushed  rock. 

Rc^spondents  estimate  that  the  annual  loss  of  freight  revenue  re- 
sulting from  the  refusal  of  the  state  commission  to  grant  the  increases 
sought  is  approximately  $850,000. 

Section  15a  of  the  interstate  commerce  act  in  specifying  the  re- 
turn which  the  carriers  shall  receive  upon  "  the  aggregate  value  of 
their  railroad  property  ♦  ♦  ♦  held  for  and  used  in  the  service 
of  transportation  ^  provides  that  rates  shall  be  so  adjusted  as  to  bring 
such  return  under  "honest,  efficient,  and  economical  management.** 
The  state  contends  that  the  roads  in  Arizona  are  not  managed  in  the 
efficient  manner  contemplated  by  the  law.  In  support  of  this  con- 
tention, it  is  stated  that  the  Ai^izona  Eastern  leases  the  Phoenix  & 
Eastern ;  that  between  Phoenix  and  Mesa  the  rails  of  the  two  lines 
parallel  each  other  and  that  a  single  track  with  certain  spurs  would 
accommodate  all  the  business  handled  between  these  two  points. 
Certain  parts  of  the  Phoenix  &  Eastern's  rails  between  Phoenix  and 
Mesa  do  not  seem  to  be  used  to  any  great  extent  and  there  is  probably 
some  merit  in  the  contention  of  the  state  that  one  line  would  suffice. 

In  further  support  of  its  contention  that  the  roads  are  not  being 
efficiently  managed  the  state  alleges  that  the  Arizona  Eastern  is 
charged  full  tariff  rates  on  company  material  transported  over  the 
Southern  Pacific.  There  is  a  close  corporate  relationship  between  the 
Arizona  Eastern  and  the  Southern  Pacific  but  the  roads  are  sep- 
arately managed  and  operated.    It  is  apparently  the  view  of  the 
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atate  that  the  Southern  Pacific  should  transport  the  materials  used 
by  the  Arizona  Eastern  free  or  at  reduced  rates.  In  our  conference 
ruling  226  (b)  we  said : 

Where  stoek  in  one  carrier  company  is  owned  by  another  carrier  company 
but  both  maintain  separate  organisations  and  report  separately  to  the  Ck>m- 
mission,  th^y  may  not  lawfully  carry  pr<^[^ty  free  for  each  otiier. 

We  are  of  the  opinion  that  the  showing  by  the  state  is  not  suffi- 
cient to  sustain  a  charge  of  inefficient  management  against  the  car- 
riers in  Arizona. 

It  is  also  tiie  contrition  of  the  state  that  the  book  Talues  of  cer- 
tain lines  in  Arizona,  less  8  per  cent  which  it  is  stated  was  the 
formula  used  by  us  in  arriving  at  the  valuations  set  forth  in  Ex 
Parte  74,  is  in  excess  of  the  actual  valuation  of  these  roada  In  Ex 
Parte  74  for  the  purposes  of  that  case  we  placed  a  valuation  upon 
the  properties  of  the  carriers  in  the  western  group  as  a  whole  and 
did  not  announce  a  separate  valuation  for  any  particular  road  or 
for  the  roads  within  any  particular  state.  We  do  not,  therefore, 
consider  it  necessary  to  go  into  a  further  discussion  of  the  state's 
contention  with  regard  to  the  valuation  of  the  lines  which  they  have 
selected  in  this  case. 

Upon  this  record  we  find  no  conditi<ms  in  Arizona  that  are  so  dif- 
ferent from  those  affecting  interstate  traffic  as  to  justify  the  present 
differences  in  rates,  fares,  and  charges. 

Following  the  New  Tark^  Illinois^  and  WitooMin  Comb^  59  I.  C.  C, 
290;  ib.  360;  ib.  891,  and  upon  this  record,  subject  to  the  exceptions 
above  noted  in  respect  to  commutation  or  other  multiple  forms  of 
tickets,  excursion,  convention,  or  other  fares  for  special  occasions, 
and  dub-car  charges,  we  are  of  opinion  and  find  that  the  increases 
made  by  the  rec^ndent  steam  railroads,  under  Ex  Parte  74,  relating 
to  passenger  fares  and  excess-baggage  charges,  and  now  in  effect^ 
result  in  reasonable  passenger  fares  and  excess-baggage  charges  for 
interstate  transportation,  and  that  the  failure  of  said  respondents  to 
increase  the  standard  intrastate  fares  and  excess^baggage  diarges 
aco<Nrdingly  within  the  state  of  Arizona  has  resulted  and  will  result 
in  intrastatte  fares  and  excess-baggage  charges  lower  than  the  cor^ 
responding  interstate  fares  and  excess-baggage  diarges,  in  undue 
prejudice  to  persons  traveling  in  interstate  commerce  within  the 
state  of  Arizona  and  between  {xnntB  in  the  state  of  Arizona  and 
points  in  other  states,  in  undue  preference  of  and  advantage  to  per- 
sons traveling  intrastate  in  Arizona,  and  in  unjust  discrimination 
against  interstate  commerce. 

We  further  find  that  said  undue  prejudice,  undue  preference  and 
advantage,  and  unjust  discrimination  can  and  should  be  removed  by 
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making  increases  in  said  intrastate  passenger  fares  and  excess-bag- 
gage charges  which  shall  correspond  with  the  increases  heretofore 
made  by  said  respondents  as  aforesaid  under  Ex  Parte  74  and  now  in 
effect  in  their  interstate  passenger  fares  and  excess-baggage  charges 
within  the  mountain-Pacific  group. 

We  further  find  that  the  surcharges  made  by  said  respondent 
steam  railroads,  under  Ex  Parte  74,  and  now  in  effect  upon  passen- 
gers in  sleeping  and  parlor  cars,  result  in  reasonable  charges  upon 
passengers  so  traveling  in  interstate  conunerce,  and  that  the  failure 
of  said  respondents  to  make  corresponding  surcharges  upon  pas- 
sengers so  traveling  in  intrastate  commerce  within  the  state  of  Ari- 
zona has  resulted  and  will  result  in  intrastate  charges  lower  than  the 
corresponding  interstate  charges,  in  undue  prejudice  to  persons  so 
traveling  in  interstate  commerce  within  the  state  of  Arizona  and  be- 
tween points  in  the  state  of  Arizona  and  points  in  other  states,  in 
undue  preference  of  and  advantage  to  persons  so  traveling  intra- 
state in  Arizona,  and  in  unjust  discrimination  against  interstate 
conmierce. 

We  further  find  that  said  undue  prejudice,  undue  preference  and 
advantage,  and  unjust  discrimination  can  and  should  be  removed  by 
making  surcharges  upon  passengers  so  traveling  in  intrastate  com- 
merce which  shall  correspond  with  the  surcharges  heretofore  made 
as  aforesaid  imder  Ex  Parte  74,  and  now  in  effect  upon  passengers 
so  traveling  in  interstate  conmierce. 

We  further  find,  subject  to  the  exceptions  above  noted  with  respect 
to  rates  on  live  stock,  milk  and  cream,  ore,  flux,  sand,  gravel,  and 
crushed  rock,  that  the  increases  made  by  the  respondent  steam  rail- 
roads relating  to  freight  rates  and  charges  under  Ex  Parte  74  and 
now  in  effect  result  in  reasonable  rates  and  charges  for  interstate 
transportation,  and  that  the  failure  of  said  respondents  to  corre- 
spondingly increase  their  rates  and  charges  for  intrastate  transporta- 
tion within  the  state  of  Arizona  has  resulted  and  will  result  in  intra- 
state rates  and  charges  lower  than  the  corresponding  rates  and 
charges  maintained  on  interstate  traffic  within  the  state  of  Arizona, 
and  between  points  in  the  state  of  Arizona  and  points  in  other  states; 
in  undue  preference  of  shippers  of  intrastate  traffic  witiiin  the  state 
of  Arizona ;  in  undue  prejudice  to  shippers  of  interstate  traffic ;  and 
in  unjust  discrimination  against  interstate  commerce. 

We  further  find  that  said  undue  preference,  undue  advantage 
and  prejudice,  and  unjust  discrhnination  can  and  should  be  removed 
by  making  increases  in  said  intrastate  rates  and  charges  as  in  effect 
July  29,  1920,  which  shall  correspond  with  the  increases  heretofore 
made  by  said  respondents  aforesaid  under  Ex  Parte  74  and  now  in 
effect  in  their  interstate  rates  and  ohaiges. 
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We  further  find  that,  whether  the  aforesaid  passenger  fares,  ex- 
cess-baggage charges,  surcharges,  or  freight  rates  and  charges  per- 
tain to  transportation  in  interstate  commerce  or  to  transportation 
in  intrastate  commerce,  the  transportaticm  seryicea  in  each  instance 
are  performed  by  the  carriers  under  substantially  similar  circum- 
stances and  conditions.  Tariffs  may  be  made  effective  on  not  less 
than  five  days'  notice. 

The  above  findings,  abundantly  supported  by  the  record,  are  with- 
out prejudice  to  the  right  of  the  authorities  of  the  state  of  Arizona 
or  of  any  other  party  in  interest  to  apply  in  the  proper  manner  for 
a  modification  of  our  findings  and  order  as  to  any  specified  intra- 
state rates,  fares,  or  charges  on  the  ground  that  the  latter  are  not 
related  to  the  interstate  rates,  fares,  or  charges  in  such  a  way  as  to 
contravene  the  provisions  of  the  interstate  commerce  act. 

Our  findings  must  not  be  construed  as  requiring  any  common 
carrier  to  establish,  put  in  force,  or  maintain  any  rate,  fare,  or  charge 
for  the  transportation  of  passengers  or  property  in  intrastate  com- 
merce which  is  greater  than  its  corresponding  rate,  fare,  or  charge 
applicable  to  the  transportation  of  passengers  or  property  in  inter- 
atiUe  commerce  from,  to,  or  at  the  same  points  in  effect  on  the  date 
of  our  order  herein,  or  greater  than  its  corresponding  rate,  fare,  or 
charge  contemporaneously  in  effect  and  applicable  to  the  transpor- 
tation of  passengers  or  property  in  interstate  commerce. 

An  appropriate  order  will  be  entered. 

Haix,  Commissianer^  concurring : 

I  am  in  accord  with  the  foregoing  report  except  in  the  findings  as 
to  live  stock  and  ore.  In  rates  on  live  stock  there  may  be  no  undue 
prejudice  to  El  Paso  as  compared  with  Cactus,  the  stockyard  and 
packing  point  near  Phoenix,  but  that  such  prejudice  to  Los  Angeles 
exists  to  the  undue  advantage  of  Cactus  seems  to  be  indicated  if  not 
established  by  the  record  and  the  report*  Any  doubts  about  these 
rates  should  be  resolved  by  further  hearing.  So  also  as  to  rates  on 
ore.  I  think  here,  as  in  Utah  Rates^  FareB^  and  CJyirges^  60  I.  C.  C, 
888,  that  further  hearing  should  be  had  to  develop  more  fully  the 
facts. 

Eastman,  Commissioner^  dissents. 
Ci  i.c.0. 
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Inybstigation  and  Suspension  Docket  No.  1282. 

INCREASED  ESTIMATED  CONTAINER  AND  CARLOAD- 
MINIMUM  WEIGHTS  ON  KALE,  LETTUCE,  AND  SPINACH 
PROM  SOUTHERN  POINTS. 


SiibmiUed  AprU  1, 1921.    Decided  May  14, 1921. 


Increase  proposed  in  tariflb  of  American  Railway  'Erptem  Company  in  estimated 
weights  on  kale,  lettuce,  and  spinach  in  bushel  containers  and  in  bairels,  and 
increased  carload -minimum  weights  on  same,  found  not  jiistified.  Suspended 
schedules  ordered  canceled. 

A.  M.  Hartung  for  American  Railwaj  Express  Company,  respond- 
ent. 

M.  H,  Crockett,  C.  TF.  Barker ,  and  0.  B.  Meserve  for  protestants. 

Report  of  the  Comhissiok. 

Division  1,  Commissioners  McChord,  Aitchison,  and  Lewis. 
AiTCHisoN,  Commissioner: 

By  schedules  filed  to  become  effective  January  18,  1921,  and  on 
subsequent  dates,  respondent  American  Railway  Express  Company 
proposes  to  increase,  on  shipments  by  express,  the  estimated  weights 
on  spinach  and  kale  shipped  in  baskets  and  hampers,  and  on  spinach 
in  barrels,  and  also  the  carload-minimum  weights  on  spinach,  kale, 
and  lettuce,  from  points  in  southern  and  western  states  to  northern 
and  eastern  territory.  Upon  protest  of  growers  of  spinach  in  Texas 
the  schedules  were  suspended  imtil  Hay  18,  1021,  and  subsequently 
until  Jime  17,  1921. 

Spinach  has  been  grown  in  Texas  for  15  years  or  more  and  is 
shipped,  principally  by  express,  to  points  in  the  north  and  east. 
During  the  shipping  season  of  1919-1920  over  700  carloads  moved 
by  express  from  Texas  producing  points.  The  movement  begins  in 
December  and  continues  until  the  following  May.  During  the  early 
years  of  the  industry  shipments  were  made  in  less  than  carloads, 
usually  in  barrel  containers  holding  4  bushels,  which  were  billed  at 
an  estimated  weight  of  80  pounds.  Later,  carload  quantities  were 
offered  and  in  place  of  barrel  containers,  1-bushel  baskets  or  hampers 
came  into  use.  A  billing  weight  of  20  pounds  was  then  established 
on  1-bushel  containers  based  on  the  80-poimd  billing  weight  of  the 
4-bushel  barrels.  These  weights  included  the  weight  of  the  ice 
used  for  preservation.  Spinach  is  almost  invariably  shipped  in 
contact  with  ice  in  the  containers. 
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Tlie  preBant  billing  weight  of  the  l-bushel  basket  of  spinach,  drj 
or  with  ice,  is  20  pounds.  It  is  proposed  to  increase  this  weight  to 
25  pounds  if  ice  is  used  and  to  22  pounds  if  without  ice.  The  present 
billing  weight  of  a  3*bushel  barrel  is  60  pounds,  a  4-bushel  barrel 
80  pounds,  and  a  4.5-bushel  barrel  00  pounds.  Tlie  increased 
weights  proposed  are,  respectiyely,  95  pounds,  125  pounds,  and  140 
pounds  with  ice,  and  83  pounds,  110  pounds,  and  125  pounds  without 
ice.  The  carload-minimum  weight  is  17,500  pounds,  predicated  on 
875  baskets  at  20  poimds  each.  Hie  proposed  minimuTn  is  20,000 
pounds,  the  same  as  applies  on  cantaloupes,  melons,  and  vegetables, 
in  straight  or  mixed  carloads.  The  proposed  weights  on  spinach 
would  apply  also  cm  kale.  Tlie  billing  weight  of  shipments  of  lettuce 
in  bushel  baskets  or  hampers  is  20  pounds,  and  no  change  therein  is 
I^oposed.  Tlie  actual  weight  approximates  25  poimds.  The  pro- 
posed carload-minimum  weight  is  20,000  pounds,  an  increase  of 
2,500  pounds.  Apparently  no  kale  and  but  little  lettuce  moves 
from  Texas  to  northern  and  eastern  points,  and  spinach  is  therefore 
the  commodity  affected. 

For  many  years  spinach  was  shipped  both  by  freight  and  by 
express  at  an  estimated  weight  of  20  pounds  per  bushel  basket  or 
hamper.  In  1010  a  question  arose  as  to  the  propriety  of  this  weight, 
and  a  conmiittee,  consisting  of  a  representative  of  the  railroads  and 
of  the  express  company,  was  appointed  by  the  Director  General  of 
Railroads  with  instructions  to  ascertain  the  actual  weight.  This 
conmiittee  found  after  numerous  tests  and  conferences  with  growers 
and  shippers  that  the  gross  weight  of  a  bushel  basket  of  spinach  witli 
ice  varied  from  32  to  40  pounds.  Tlie  weight  of  the  4-bu8hel  barrel 
was  found  to  average  200  pounds.  Tlie  committee  rendered  its 
report  in  February,  1920,  and  on  February  28,  1920,  the  Director 
General  canceled  the  provision  for  estimated  weights  on  spinach 
shipped  by  freight  and  adopted  a  rule  that  the  charges  would  there- 
after be  assessed  on  actual  weights  or  weights  determined  by  the 
Western  Weighing  and  Inspection  Bureau.  The  average  weight  as 
found  by  that  bureau  was  33  pounds,  and  this  corresponds  with  the 
general  showing  of  ihe  record.  The  record  shows  that  the  average 
weight  without  ice  is  22  poimds.  There  is  some  evidence  to  the 
effect  that  the  average  gross  weight  of  the  1-bushel  container  and 
contents  varies  at  different  loading  points  and  is  frequently  less  than 
33  pounds.  It  is  conceded  that  33  pounds  is  the  average  weight  at 
Austin,  Tex.  Apparently  this  variation  is  due  to  the  condition  of 
the  spinach  at  time  of  shipment  and  the  necessity  or  lack  of  necessity 
of  immersing  it  in  water  prior  to  loading. 

The  failure  of  respondent  to  increase  the  billing  weights  in  con-* 
formity  with  the  acticm  taken  by  the  railroads  led  to  protests  by  the 
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latter  against  the  relation  which  the  charges  on  carload  shipments 
by  express  bore  to  the  charges  on  similar  shipments  by  freight.  The 
freight  rate  from  Austin,  Tex.,  to  New  York,  N.  Y.,  taking  those 
points  as  representative,  is  $1,785  per  100  pomids  as  compared  with 
the  express  rate  of  $2.55,  but  because  of  the  billing  weight  on  ship- 
ments by  express  the  chaise  on  a  normal  carload  of  875  baskets  is 
lower  than  it  is  on  the  same  number  of  baskets  shipped  by  freight. 
Based  on  a  billing  weight  of  33  pounds  the  freight  charge,  exclusive 
of  refrigeration,  on  a  carload  of  875  baskets,  exceeds  the  express 
charges  by  $69.17.  Under  the  proposed  billing  weight  tilie  freight 
charge  would  be  lower  than  the  express  by  $42.39. 

Respondent's  general  tariff  rule,  applicable  in  the  absence  of 
specific  provision,  provides  an  allowance  for  the  weight  of  ice  placed 
in  packages  for  the  preservation  of  food  products  amounting  to  25 
per  cent  from  the  gross  weight  during  the  months  from  March  to 
November,  inclusive,  and  15  per  cent  from  December  to  February, 
inclusive.  The  proposed  billing  weight  of  the  1-bushel  container  is 
the  weight  determinod  by  a  deduction  of  25  per  cent  from  the  average 
gross  weight.  An  allowance  of  25  per  cent  from  the  gross  weight  of 
the  4-bushel  barrel  would  result  in  a  billing  weight  higher  tiian  that 
proposed. 

Respondent  contends  that  the  proposed  increase  in  the  carload- 
minimum  weight  on  spinach  is  necessary  in  order  to  maintain  maxi- 
mum loading.  It  points  out  that  the  proposed  minimum  of  20,000 
pounds  will  permit  the  loading  of  800  baskets  instead  of  875  as  at 
present.  The  smallest  number  of  baskets  shipped  by  express  during 
the  present  season  by  one  of  the  protestants,  as  shown  in  an  exhibit 
of  record,  is  870  and  the  largest  1,083.  Lettuce  and  spinach  have 
always  been  carried  in  the  express  tariffs  at  the  same  carload- 
minimum  weight  and  the  proposed  increase  on  the  former  is  for  the 
purpose  of  maintaining  the  parity.  Apparently  there  is  no  objection 
on  the  part  of  the  growers  to  an  increase  in  the  carload-minimum 
weight  on  lettuce.  As  stated,  kale  does  not  move  from  Texas  and  no 
one  appeared  at  the  hearing  to  protest  against  the  increased  biUing 
and  carload-minimum  weights  on  that  commodity. 

Protestants  concede  that  the  actual  gross  weights  of  spinach  in 
baskets,  hampers,  and  barrels  are  materially  in  excess  of  the  pro|K)8ed 
estimated  weights.  They  contend,  however,  that  if  those  weights  are 
made  effective  the  growing  of  spinach  must  be  discontinued,  as  the 
transportation  charges  by  freight  and  by  express  have  been  increased 
to  the  point  that  there  is  no  longer  any  profit  to  be  made  by  the 
growers.  General  order  No.  28  of  the  Director  Greneral  of  Railroads, 
Increcbsed  RateSy  1920^  58  I.  C.  C,  220,  and  the  increase  of  about  65 
per  cent  in  the  billing  weight  from  20  pounds  to  33  pounds  on  bushel 

01 1,  c.  c. 


IKOEBASBD  WEIGHTS  OK  KALB^  XJETUVCE,  AKD  SPHTAOH.    589 

containers,  have  together  mcreased  the  chaises  by  freight  approxi- 
mately 150  per  cent.  The  rates  for  shipment  by  express  generally 
were  increased  10  per  cent  in  July,  1918,  10  cents  per  100  pounds 
in  January,  1919,  12.5  per  cent  in  September,  1920,  and  13.5  per  cent 
in  October,  1920.  The  proposed  increases  in  the  billing  weights  of 
the  1-bushel  and  4-bushel  containers,  the  kind  generally  used,  are 
equivalent  to  further  increases  of  25  per  cent  and  more  than  56  per 
cent,  respectively. 

Spinach  grown  in  Texas  can  not  be  sold  under  present  conditions 
and  under  the  present  weights  and  rates  at  prices  sufhcient  to  cover 
the  cost  of  packing  and  transportation  and  yield  a  profit  to  the 
growers.  But  it  also  appears  from  protestants'  testimony  that  the 
market  price  of  spinach  has  been  fairly  low  throughout  the  country, 
due  to  a  rather  large  crop  and  to  the  fact  that  consimiers  no  longer 
want  to  pay  war  prices.  An  exhibit  offered  by  protestants  shows 
that  on  two  cars  loaded  with  approximately  the  same  number  of 
baskets,  shipped  last  December  to  St.  Louis,  Mo„  with  a  week's  inter- 
val between  the  shipments,  returns  on  the  first  car  were  $1,357.28 
Bud  on  the  second  $422.92,  the  variation  being  due  to  change  in 
market  price.  Respondent  takes  the  position  that  the  present  de- 
pression in  prices  is  the  result  of  the  commercial  conditions  generally 
prevaiUng,  and  does  not  constitute  a  vaHd  objection  to  the  mainte- 
nance of  estimated  weights  more  nearly  in  conformity  with  the  weights 
actually  carried 

Estimated  weights  are  commonly  used  for  the  convenience  of 
both  the  shipper  and  the  carrier,  and  they  should  preferably  bear 
some  close  relation  to  the  actual  weights.  While  the  weights  pro- 
posed are  more  nearly  in  harmony  with  the  actual  weights  than  those 
now  maintained,  the  latter  have  been  in  effect  since  the  inception 
of  the  industry  and  the  rates  have  been  made  with  relation  thereto. 
In  a  case  of  this  kind  where  the  practical  and  only  effect  of  the  pro- 
posed increases  in  estimated  weights  would  be  a  substantial  increase 
in  transportation  charge,  the  respondent  should  show  not  only 
that  the  proposed  estimated  weights  are  not  excessive,  but  also  that 
the  application  of  the  existing  rates  to  such  estimated  weights  will 
not  result  in  imreasonable  transportation  charges  to  the  shipper. 
This  has  not  been  done.  We  accordingly  find  that  the  proposed 
mcreases  have  not  been  justified,  and  an  order  will  be  entered  re- 
quiring the  cancellation  of  the  suspended  schedules. 
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No.  10174.* 
NATIONAL  TUBE  COMPANY 

V. 

PITTSBUEGH,  CINCINNATI,  CIHCAGO  &  ST.  LOUIS 

EAILROAD  COMPANY  ET  AL. 


Submitted  April  U,  1920.    Decided  AprU  5,  19tl. 


"L  The  Mercer  Valley  Railroad  found  not  to  be  a  common  carrier  subject  to 
the  interstate  commerce  act  and  its  demurrage  tariffs  filed  with  this  Com- 
mission are  without  force  or  effect 

2.  The  trunk  line  demurrage  tariffs  applicable  to  the  detrition  of  cars  by 
industries  served  by  the  Mercer  Valley  Railroad  not  shown  to  result  in 
unreasonable  or  unduly  prejudicial  charges. 

8.  The  Benwood  &  Wheeling  Connecting  Railway  and  the  McKeesport  Con- 
necting Railroad  found  to  be  common  carriers  subject  to  the  interstate 
commerce  act  Rules  for  car  interchange  between  them  and  their  trunJr 
line  connections  and  basis  for  settlement  of  accrued  charges  suggested. 

Charles  MacVeagh^  WiUiam  W*  Corlett^  and  CJiarles  S.  Bdsterling 
for  complainants. 

George  Sticart  Patterson  and  Clyde  Brown  for  defendants. 

Report  of  the  Commission. 

Hall,  Commissioner: 

A  report  proposed  by  the  examiner  who  heard  the  evidence  was 
served  upon  the  parties.  Exceptions  have  been  filed  and  argument 
had.  In  this  proceeding  four  industries  served  by  three  industrial 
railroads  are  seeking  reparation  for  demurrage  charges  assessed  by 
and  paid  to  connecting  trunk  lines  on  cars  of  inbound  and  outbound 
interstate  traffic  which  moved  during  the  period  from  July  29,  1916, 
to  December  28, 1917,  both  inclusive. 

Complainants  are  the  National  Tube  Company,  hereinafter  called 
the  tube  company,  with  plants  at  Benwood,  W.  Va.,  and  McKeesport, 
Pa.,  served  respectively  by  the  Benwood  &  Wheeling  Connecting 
Railway,  hereinafter  called  the  Benwood  &  Wheeling,  and  the  Mc- 

'This  report  also  embraces  No.  10174  (Sub-No.  1),  National  Tube  Company  v.  Pens- 
sylvania  Railroad  Company  et  al. ;  No.  10174  (Sub-No.  2),  Carnegie  Steel  Company  v. 
PennsyWaoia  Railroad  Company  (Western  Lines)  et  al. ;  No.  10174  (Sub-No.  8),  Ameri- 
can Sheet  &  Tin  Plate  Company  v.  Pennsylvania  Railroad  Company  et  al. ;  and  No.  10174 
(Sub-No.  4),  American  Steel  ft  Wirt  Company  v.  Pennsylvania  Railroad  Company  (West- 
ern Lines)  et  al. 
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Keeqport  Connectiiig  Bailroad,  hereinafter  called  the  McSleesport 
Bailroad;  the  American  Sheet  &  Tin  Plate  Company,  hereinaftw 
called  the  tin  plate  company,  wi^  a  plant  at  McKeesport  served 
by  the  McKeesport  Bailroad ;  the  American  Steel  &  Wire  Company, 
hereinafter  called  the  wire  company;  and  the  Carnegie  Steel  Com- 
pany, with  plants  at  Farrell,  Pa.,  served  by  the  Mercer  Valley  Bail- 
road.   These  four  industries  and  the  industrial  railroads  by  which 
th^  are  respectively  served  are  owned  by  or  in  the  interest  of  the 
United  States  Steel  Corporation.     The  industrial  railroads  were 
originally  taken  under  federal  control  but  released  in  June,  1918. 
Complainants  allege  that  the  demurrage  charges  assessed  by  the 
defendant  trunk  lines,  based  on  detention  computed  from  the  time 
that  cars  were  placed  on  interchange  tracks  connecting  with  the  in- 
dustrial lines  until  returned  thereto,  on  interstate  carload  shipments 
switched  between  complainants'  plants  and  the  rails  of  the  trunk 
lines  by  the  Benwood  &  Wheeling,  the  McKeesport  Bailroad,  or  the 
Mercer  Valley,  were  illegally  assessed,  unreasonable,  unjustly  dis- 
criminatory, and  unduly  prejudicial.    The  measure  of  these  charges 
is  not  attacked.    Complainants  also  allege  that  the  industrial  lines 
named  are  bona  fide  common  carriers  subject  to  the  act  to  regulate 
commerce,  and  that  the  demurrage  charges  published  in  their  tariffs 
on  file  with  us  were  the  only  demurrage  charges  legally  applicable 
cm  the  shipments  in  question.    Beparation  and  an  order  correcting 
the  alleged  violations  of  the  act  are  prayed. 

As  the  disposition  to  be  made  turns  upon  whether  or  not  these 
industrial  lines  were  and  are  common  carriers  subject  to  the  inter- 
state commerce  act  we  will  first  consider  their  status. 

BENWOOD  &  WHEELING  OONNECnNG  RAILWAY. 

This  road  wIeis  incorporated  January  30,  1900,  under  the  laws  of 
the  state  of  West  Virginia,  with  an  authorized  capital  stock  of 
$1,000,000,  shares  of  which  aggregating  $50,000  in  par  value  were 
originally  issued.  In  1917  there  was  an  additional  issue  of  $250,000. 
The  majority  of  the  outstanding  shares  of  capital  stock  are  owned 
by  the  tube  company,  a  subsidiary  of  United  States  Steel  Corpora- 
tion. There  are  no  bonds,  but  $195,000  is  due  to  the  tube  company 
for  money  advanced,  on  which  no  interest  is  paid. 

Prior  to  November  1,  1917,  all  tracks  operated  by  the  Benwood  & 
Wheeling  were  leased  from  the  tube  company  for  an  annual  rental 
of  $10,000.  The  only  physical  property  owned  by  it  consisted  of 
seven  locomotives  and  two  flat  cars.  On  November  1,  1917,  it  pur- 
chased from  the  tube  company  certain  of  the  plant  tracks  which  it 
had  theretofore  operated  under  lease,  together  with  the  right  of  way 
through  the  plant  property.    The  property  purchased  was  paid  for 
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with  the  proceeds  of  the  $250,000  additional  shares  of  capital  stock 
issued. 

The  Benwood  &  Wheeling  operates  3.08  miles  main  track  and  3.87 
miles  yard  track  and  sidings,  a  total  of  6.95  miles.  Of  this  total 
2.29  miles  of  main  track  and  3.37  miles  of  yard  track  and  sidings 
are  owned  by  it,  and  0.79  mile  of  main  track  and  0.5  mile  yard 
track  and  sidings  under  lease  from  the  Baltimore  &  Ohio  Railroad 
to  the  tube  company  are  sublet  by  the  latter  to  the  Benwood  & 
Wheeling.  It  has  no  team  tracks.  The  equipment  owned  consists  of 
10  locomotives,  2  steel  flat  cars,  13  wooden  gondolas,  10  pig-iron 
dump  cars,  and  1  test  car.  It  also  has  11  tmloaders.  None  of  this 
equipment  is  interchanged  with  connecting  trunk  lines. 

Its  connections  are  the  Baltimore  &  Ohio  on  the  east  side  of  the 
plant  property;  the  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis, 
and  the  Wheeling  Terminal,  a  switching  line,  components  of  the 
Pennsylvania  system,  on  the  west  side.  The  latter  lie  between  the 
plant  property  and  the  Ohio  River.  Interchange  with  the  Baltimore 
&  Ohio  is  made  in  the  Boggs  Run  yard  of  that  carrier,  northeast  of 
the  plant  property.  Interchange  with  the  Pittsburgh,  Cincinnati, 
Chicago  &  St.  Louis  and  the  Wheeling  Terminal  is  made  on  their  in- 
terchange tracks  west  of  the  plant  property. 

The  principal  industry  served  is  the  tube  company.  Its  plant  at 
Benwood  covers  an  uninclosed  area  of  80  acres,  containing  blast  fur- 
naces, rolling  mills,  steel  works,  tube  mills,  pipe  mills,  and  other 
buildings.  Within  the  plant  property  the  tube  company  maintains 
and  operates  an  extensive  system  of  standard-gauge  tracks  as  a 
facility  of  its  manufacturing  operations.  These  tracks  are  used  by 
the  Benwood  &  Wheeling  for  the  placement  of  cars  for  loading  and 
unloading  as  required  by  the  tube  company  and  for  plant  and  inter- 
plant  switching.  The  tube  company  also  maintains  and  operates  a 
narrow-gauge  system  over  which  it  moves  material  between  the 
various  departments  of  the  plant. 

The  only  other  industry  served  is  the  Semet-Solvay  Company,  the 
plant  of  which  is  located  on  the  property  of  the  tube  company.  It 
manufactures  coke  and  by-products,  supplies  the  tube  company  with 
coke,  and  with  its  own  motive  power  performs  the  necessary  mill 
switching  in  connection  with  its  manufacturing  operations.  The 
record  shows  that  the  Semet-Solvay  Company  is  not  affiliated  with 
the  United  States  Steel  Corporation  or  any  of  its  subsidiaries,  and 
that  upon  one  occasion  when  the  plant  of  the  tube  company  was  shut 
down  the  Benwood  &  Wheeling  continued  to  operate  and  served  the 
Semet-Solvay  Company  at  a  loss. 

The  general  character  of  service  performed  by  the  Benwood  ft 
Wheeling  is  the  switching  of  cars  between  the  trunk  line  interchange 
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toicks  near  the  tube  company's  plant  and  the  points  of  loading  and 
unloading  in  the  plant.  It  also  performs  plant  and  interplant 
switching  for  the  tube  company.  The  average  distance  covered 
by  the  switching  service  is  about  1  mile.  The  time  and  extent  of 
the  service  of  switching  inbound  material  to  the  tube  company, 
such  as  ore,  coke,  and  limestone,  is  largely,  if  not  entirely,  dependent 
upon  the  requirements  at  the  furnaces. 

The  trunk  lines  absorb  a  part  of  the  charge  which  the  Benwood  & 
Wheeling  makes  for  switching  to  and  from  their  interchange  tracks. 
It  does  no  passenger,  mail,  or  express  business  and  does  not  issue 
bills  of  lading  or  make  waybills.  The  connecting  trunk  lines  issue 
bills  of  lading  for  all  shipments  received  by  them  from  this  road. 
It  files  tariffs  and  annual  reports  with  us  and  keeps  its  accounts 
under  our  requirements.  It  complies  with  state  and  federal  laws 
governing  common  carriers. 

For  the  year  ended  December  31,  1917,  the  total  traffic  handled 
by  it  amounted  to  2,598,766  tons,  of  which  1,769,668,  or  68  per  cent, 
was  interchanged  with  connecting  carriers  and  889,198,  or  82  per 
cent,  was  handled  in  plant  and  interplant  switching  for  the  tube 
company.  Of  the  total  traffic  handled  during  the  above  period 
99.72  per  cent  was  for  the  tube  company. 

It  was  formerly  a  party  to  the  per  diem  agreement  and  received 
reclaims.  That  agreement  was  canceled  as  of  March  1,  1914.  Both 
before  and  since  that  date  it  assessed  and  collected  demurrage  charges 
and  does  still.  For  a  number  of  years  it  was  party  to  an  average 
agreement  with  the  tube  company.  Since  January  1,  1918,  the  tube 
company  has  been  paying  to  it  demurrage  charges  on  what  is  known 
as  the  straight  48-hour  basis.  Since  March  1,  1914,  the  trunk  lines 
have  been  assessing  demurrage  charges  against  the  industry  on  the 
same  cars.  Under  the  Benwood  &  Wheeling  tariff  demurrage  be* 
gins  to  run  48  hours  after  placement  of  the  car  at  the  industry, 
while  under  the  trunk  lines'  tariffs  demurrage  on  the  same  car 
begins  to  run  48  hours  after  actual  or  constructive  delivery  to  the 
Benwood  &  Wheeling. 

m'kbesport  connbctino  railroad. 

This  road  was  incorporated  March  20, 1889,  under  the  laws  of  the 
state  of  Pennsylvania,  with  an  authorized  capital  stock  of  $1,000,000, 
all  the  shares  of  which  have  been  issued  and,  except  directors'  qualify- 
ing shares,  are  owned  by  the  tube  company.   It  has  no  funded  debt. 

On  December  81,  1917,  it  owned  and  operated  a  total  trackage  of 
14.19  miles,  of  which  6.92  miles  are  main  track  and  8.27  miles  yard 
track  and  sidings.  All  of  the  tracks  owned  and  operated  by  it  are 
within  the  plant  inelofure  of  the  tube  eompuiy  at  McEeesport    It 
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operates  four  team  tracks  accessible  to  the  public  and  ov^r  which  it 
is  willing  to  serve  anyone  desiring  team  track  service.  It  owns  ill 
right  of  way,  part  of  which  was  acquired  through  condemnation  pro- 
ceedings. The  equipment  consists  of  16  locomotives  and  181  freight 
cars.  None  of  its  equipment  is  interchanged  with  its  connections,  the 
Pennsylvania,  the  Baltimore  &  Ohio,  and  the  Pittsburgh  &  Lake 
Erie.  The  tracks  of  these  three  trunk  lines  extend  along  the  southern 
boundary  of  the  tube  company's  property  and  the  right  of  way  of 
the  Pennsylvania  immediately  adjoins  the  property  line. 

The  principal  industry  served  is  the  tube  company.  Its  plant  at 
McKeesport  includes  blast  furnaces,  steel  mills,  rolling  mills,  uid 
tube  and  pipe  works.  Within  the  plant  inclosure  the  tube  company 
maintains  and  operates  standard-gauge  tracks  which  are  used  by  the 
McKeesport  Railroad  to  place  cars  for  loading  and  unloading,  as 
required  by  the  tube  company,  and  for  plant  and  interplant  swittdiing. 
In  addition  to  the  standard-gauge  tracks  the  tube  company  maintains 
and  operates  a  narrow-gauge  system  for  the  movement  of  materials 
between  the  various  departments  of  the  plant. 

The  plant  of  the  tin  plate  ccnnpany,  also  a  subsidiary  of  tiie 
United  States  Steel  Corporation,  adjoins  the  plant  of  the  tube  com- 
pany on  the  west.  The  only  independent  industry  on  the  rails  of  the 
McKeesport  Railroad  and  served  by  it  is  the  Keystone  Sand  &  Supply 
Company,  on  the  bank  of  the  Monongahela  River  at  the  east  end  of 
the  tube  company's  property. 

The  general  character  of  service  performed  by  the  McKeesport 
Railroad  is  the  switching  of  cars  betwe^i  its  points  of  interchange 
with  the  trunk  lines  and  the  points  of  loading  and  unloading.  The 
average  distance  covered  by  this  service  is  about  1  mile,  and  the 
movem^it  is  entirely  within  the  plant  inclosure.  Interchange  of  aU 
traffic,  except  coke,  ore,  and  limestone,  is  made  in  what  is  known 
as  the  south  yard,  owned  by  the  McKeesport  Railroad  and  located 
within  the  plant  inclosure  of  the  tube  company.  Coke,  ore,  and  lime- 
stone are  delivered  to  it  by  the  trunk  lines  on  other  tracks  which  it 
has  within  the  plant  inclosure  of  the  tube  company.  Coal,  as  a  gen- 
eral rule,  comes  in  by  the  river  and  is  hoisted  overhead  by  an  elevat- 
ing contrivance  operated  by  the  tube  company. 

The  interchange  service  performed  for  the  tin  plate  company  con- 
sists of  switching  the  cars  between  the  interchange  tnu^  described 
and  the  point  of  connection  with  the  rails  of  the  McKeesport  Ter- 
minal Railroad,  an  incorporated  road  owned  by  the  tin  plate  com- 
pany and  operating  the  plant  tracks  and  equipment  of  that  company 
under  lease.  The  McKeesport  Railroad  also  does  a  small  amount  of 
interchange  switching  for  the  Keystone  Sand  &  Supply  Company 
between  its  plant  and  the  point  of  interchange  with  the  trunk  linef 
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withm  the  plant  inclosure  of  the  tube  company.  The  McKeesport 
Bailroad  also  performs  some  interline  switching  service  between 
the  trunk  lines  in  connection  with  the  traffic  of  another  plant  of  the 
tube  company  near  Versailles,  Pa.,  and  of  independent  shippers.  It 
does  no  passenger,  mail,  or  express  business. 

Complainants'  witness  testified  that  the  McKeesport  Railroad  had 
been  held  to  be  a  common  carrier  by  the  courts  of  Pennsylvania. 
The  trunk  lines  absorb  a  part  of  the  charge  which  the  McKeesi>ort 
Bailroad  makes  for  switching  to  and  from  other  interchange  tracks. 

A  statement  of  record  shows  that  for  the  year  1917  the  total  traffic 
handled  by  the  McKeesport  Railroad  amounted  to  6,916,080  tons, 
of  which  8,839,705  tons,  or  56  per  cent,  was  interchanged  with  con- 
necting carriers  and  3,076,325,  or  44  per  cent,  was  handled  in  plant 
and  interplant  switching.  Of  the  total  traffic  handled  during  that 
period  97.13  per  cent  was  for  the  tube  company,  2.66  per  cent  was 
for  the  tin  plate  company  and  0.21  per  cent  was  handled  for  the 
Keystone  Sand  &  Supply  Company  or  over  the  team  tracks.  For 
the  year  1915  the  proportion  of  the  total  revenue  derived  from  service 
performed  for  the  tube  company  and  the  tin  plate  company  was  99.24 
per  cent  and  from  all  other  service  0.76  per  cent. 

The  McKeesport  Railroad  was  formerly  a  party  to  the  per  diem 
agreement  and  received  reclaims,  but  that  arrangement  was  discon- 
tinued in  1914.  Both  before  and  since  that  date  it  has  assessed  and 
collected  demurrage  charges  from  shippers  and  consignees.  For  a 
number  of  years  it  was  party  to  an  average  agreement  with  the  tube 
company,  but  that  arrangement  was  canceled  December  81,  1917. 
Since  then  the  tube  company  has  paid  demurrage  charges  to  the 
McKeesport  Railroad  on  the  straight  48-hour  basis,  and  during  the 
same  period  the  trunk  lines  have  also  assessed  demurrage  charges 
on  the  same  cars.  Under  the  tariff  of  the  McKeesport  Railroad  de- 
murrage begins  to  run  48  hours  after  placement  of  the  car  at  the  in- 
dustry, and  under  the  trunk  lines'  tariff  48  hours  after  actual  or 
constructive  delivery  of  the  car  to  the  McKeesport  Railroad. 

This  road  files  tariffs  and  annual  reports  with  us  and  keeps  its 
accotmts  under  our  requirements.  It  complies  with  state  and  fed- 
eral laws  governing  common  carriers. 

MERCEB  VALLEY  RAILROAD. 

This  road  was  incorporated  January  3,  1900,  under  the  laws  of 
the  state  of  Pennsylvania.  It  has  a  capital  stock  of  $275,000,  all 
shares  of  which  were  issued  and  are  held  for  the  beneficial  interest 
of  the  Union  Steel  Company,  a  subsidiary  of  the  United  States  Steel 
Corporation.    It  has  no  funded  debt. 
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It  owns  and  operates  a  total  of  11.11  miles  of  track,  of  which  8.M 
miles  are  main  track  and  7.12  miles  yard  track  and  sidings.  The 
tracks  extend  entirely  around  the  plants  of  the  Carnegie  Steel  Com- 
pany and  the  wire  company,  and  partly  around  the  plant  of  the 
Sharon  Coke  Company.  The  right  of  way  is  owned  by  the  Mercer 
Valley.  Its  equipment  consists  of  nine  locomotives,  which  it  owns. 
It  has  no  cars  or  team  tracks. 

The  connecting  trunk  lines  are  the  Pennsylvania  (Western  lanes), 
the  Erie,  and  the  New  York  Central  The  tracks  of  the  Pennsyl- 
vania parallel  the  property  line  of  the  Carnegie  Steel  Company  and 
the  wire  company  on  the  east.  The  Erie  and  the  New  York  Central 
reach  connections  with  the  Mercer  Valley  at  the  boundary  of  the 
plant  property  by  means  of  tracks  crossing  the  Shenango  Siver 
on  the  west  side  of  the  plant. 

The  only  industries  served  are  the  Carnegie  Steel  Company,  the 
wire  company,  and  the  Sharon  Coke  Company,  at  plants  grouped 
together  at  Farrell,  all  owned  by  or  in  the  interest  of  the  United 
States  Steel  Corporation.  As  a  facility  of  the  manufacturing  op- 
erations these  industries  maintain  and  operate  systems  of  standard- 
gauge  tracks  for  the  movement  of  materials  between  the  several 
departments  of  their  plants.  The  Carnegie  Steel  Company  operates 
blast  furnaces  at  its  plant  and  also  leases  and  operates  the  plant  of 
the  Sharon  Coke  Company.  These  two  plants  are  operated  as  a 
unit.  The  wire  company  operates  separately.  The  greater  portion 
of  the  coke  manufactured  by  the  Sharon  Coke  Company  is  used  by 
the  Carnegie  Steel  Company  in  its  plant  at  Farrell,  but  some  of  it 
is  shipped  to  other  plants  of  the  Carnegie  Steel  Company  at  New 
Castle,  Pa.,  or  switched  to  its  plant  at  Sharon,  Pa.,  a  short  distance 
from  Farrell.  The  by-products  are  shipped  to  various  purchasers 
all  over  the  country.  The  property  on  which  these  plants  are  located 
is  not  entirely  inclosed,  but  there  is  a  fence  extending  along  the  east 
side  of  the  property  between  the  tracks  of  the  Pennsylvania  and  the 
Mercer  Valley,  and  a  portion  of  the  Sharon  Coke  Company's  plant 
is  inclosed. 

The  points  of  interchange  with  the  connecting  trunk  lines  imme- 
diately adjoin  the  property  of  the  Carnegie  Steel  Company,  the  wire 
company,  and  the  Sharon  Coke  Company.  All  outbound  traffic  is 
delivered  by  the  Mercer  Valley  to  the  trunk  lines  at  these  points  of 
interchange,  and  the  Pennsylvania  there  delivers  inbound  traffic  to 
the  Mercer  Valley,  but  the  Erie  and  the  New  York  Central  deliver 
inbound  traffic  in  the  classification  yards  of  the  Mercer  Valley  within 
the  plant,  the  tracks  of  the  Mercer  Valley  being  used  for  that  pur- 
pose. 
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The  general  character  of  service  performed  by  the  Mercer  Valley 
is  the  switching  of  cars  between  the  points  of  interchange  described 
and  the  points  of  loading  and  unloading  in  the  plants  of  the  indus- 
tries served.  The  various  commodities  to  be  consumed  by  the  blast 
furnace  are  switched  from  the  interchange  tracks  to  the  points  of 
unloading  as  required  by  the  industry.  The  inbound  coke,  ore,  and 
limestone  must  be  delivered  at  specified  intervals,  and  the  Mercer 
Valley  must  have  power  available  at  all  times  for  the  switching 
necessary  to  keep  the  furnaces  running  without  interruption. 

During  the  year  1917  the  total  traffic  handled  by  the  Mercer  Valley 
amounted  to  4,351,675  tons,  of  which  3,134,436  tons,  or  72.03  per 
cent,  was  interchanged  with  the  connecting  trunk  lines  and  1,217,239 
tons,  or  27.97  per  cent,  was  handled  by  the  Mercer  Valley  in  plant 
or  interplant  switching.  The  entire  traffic  handled  in  that  year  was 
for  the  proprietary  industries.  It  does  no  passenger,  maU,  or  ex- 
press business. 

The  trunk  lines  absorb  a  part  of  the  charge  which  the  Mercer  Val- 
ley makes  for  switching  to  and  from  their  interchange  tracks.  It 
files  tariffs  and  annual  reports  with  us  and  keeps  its  accounts  under 
our  requirements.  It  complies  with  state  and  federal  laws  governing 
common  carriers. 

It  was  formerly  a  party  to  a  per  diem  agreement,  but  that  agree- 
ment was  canceled  March  1, 1914.  Since  that  date  industries  served 
by  it  have  been  supplied  with  cars  by  the  trunk  lines  on  the  demur- 
rage basis.  Prior  to  March  1, 1914,  it  published  its  own  demurrage 
tariffs  and  assessed  and  still  assesses  demurrage  charges  against  the 
industries  on  its  line  under  the  uniform  demurrage  code,  the  same 
as  are  filed  by  the  trunk  lines.  It  also  entered  into  an  average  agree- 
ment with  the  industries  on  its  line  and  the  industries  have  regularly 
paid  the  amounts  due  it  under  that  agreement.  The  demurrage 
charges  assessed  by  the  trunk  lines  cover  the  total  detention  from  the 
time  the  cars  go  off  the  rails  of  the  trunk  lines  until  they  are  re- 
ceived back,  and  cover  the  time  they  are  on  the  Mercer  Valley  as 
well  as  the  time  they  are  in  possession  of  the  industry.  Demurrage 
assessed  by  the  trunk  lines  is  on  the  straight  48-hour  basis. 

The  evidence  in  support  of  complainants'  allegations  of  unjust 
discrimination  and  undue  prejudice  was  confined  to  mention  of  sev- 
eral industries  in  the  same  lines  of  business  as  complainants,  said  to 
be  competitors  and  located  in  the  Pittsburgh,  Pa.,  and  Youngstown, 
Ohio,  districts,  and  the  general  statement  that  for  such  industries 
the  trunk  lines  spot  cars  at  loading  and  unloading  points  and  com- 
pute detention  for  the  purpose  of  assessing  demurrage  from  the 
time  a  car  is  placed  at  the  loading  or  imloading  point  until  it  is 
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taken  therefrom.  The  basis  for  assessing  demurrage  by  the  tnmk 
lines  at  the  plants  mentioned  is  the  same  as  that  for  which  com- 
plainants contend,  and  the  discrimination,  if  any  there  be,  results 
from  the  action  of  the  trunk  lines  in  deUvering  and  receiving  freight 
for  the  competitors  at  their  loading  or  unloading  points  while  re- 
ceiving and  delivering  traffic  for  complainants  at  the  points  of  in- 
terchange with  the  industrial  railroads.  Such  discrimination  is  not 
in  issue  here  and  the  record  contains  no  details  as  to  physical  or 
other  conditions  at  the  competing  plants. 

Defendants  contend  that  complainants  are  ^^  industrial  plants  per- 
forming their  own  switching  service  "  through  the  medium  of  affili- 
ated industrial  railroads,  and  therefore  that  demurrage  should  be 
assessed  against  them  based  on  detention  coipputed  in  accordance 
with  the  following  provision  of  the  National  Car  Demurrage  Bules^ 
as  published  in  the  trunk  lines'  tariffs : 

On  cars  to  be  delivered  on  Interchange  tracks  of  industrial  plants  performing 
their  own  switching  service,  time  will  be  computed  from  the  first  7  a.  m.  fol- 
lowing actual  or  constructive  placement  on  such  interchange  tracks  until  return 
thereto.  See  rule  4  (Notification)  and  rules  5  and  6  (Constructive  placement). 
Gars  returned  loaded  wiU  not  be  recorded  released  until  necessary  billing  in- 
structions are  given. 

They  introduced  evidence  to  show  that  they  are  endeavoring  to 
apply  this  same  rule  to  all  plants  on  their  lines  situated  similarly 
to  those  of  the  complainants,  but  that  in  several  instances  where,  as 
in  this  case,  the  incorporated  industrial  roads  serving  particular 
plants  file  demurrage  tariffs  with  us,  the  controlling  industries  are 
resisting  the  assessment  of  demurrage  upon  the  basis  sought  to  be 
applied  by  the  trunk  lines,  and  that  the  disputes  upon  this  point  have 
not  been  adjudicated. 

On  brief  complainants  presented  elaborate  arguments,  and  cited 
in  support  of  their  contentions  many  decisions  by  us  and  by  the 
courts,  which  it  is  thought  unnecessary  to  discuss  in  detail. 

The  Mercer  Valley  and  the  industries  which  it  serves  are  con- 
trolled by  the  United  States  Steel  Corporation.  This  road,  while 
complying  with  laws  which  are  applicable  to  common  carriers  and 
formally  holding  itself  out  to  serve  the  public  by  publishing  and 
filing  its  tariffs  with  us,  obviously  is  intended  to  serve  the  affiliated 
industries  which  it  does  serve,  and  those  only,  and  has  no  facilities 
which  are  accessible  to  or  available  for  service  of  the  general  public 

Upon  this  record  we  find  that  the  Mercer  Valley  was  not  at  any 
time,  and  is  not  now,  a  common  carrier  subject  to  the  interstate 
commerce  act.  It  follows  that  its  demurrage  tariffis  on  file  with  us 
are  of  no  force  and  effect  and  that  the  demurrage  tariffs  of  the  trunk 
lines  are  applicable.    It  also  follows  that  the  trunk  lines  should  dis- 
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continue  their  practice  of  absoii)ing  a  portion  of  the  Merc^  Val- 
ley's charges;  but  this  is  not  to  say  that  it  is  unlawful  for  the  trunk 
lines  to  make  a  reasonable  allowance  to  the  Mercer  Valley  for  per* 
forming  for  them  any  portion  of  the  service  customarily  included  in 
the  interstate  line-haul  rates  which  they  do  not  elect  to  do  for  them- 
selves. We  further  find  that  demurrage  charges  resulting  from  the 
application  of  the  rule  in  the  trunk  lines'  tariffs  above  quoted  to  the 
cars  detained  by  complainants'  plants  served  by  the  Mercer  Valley 
are  not  shown  to  have  been  or  to  be  unreasonable  or  unduly  preju- 
dicial. 

The  McKeeq>ort  Railroad  and  the  Benwood  &  Wheeling  not  only 
hold  themselves  out  as  common  carriers,  but  have  facilities  which 
are  available  for  use  in  connection  with  their  service  for  the  public 
and  are  used  in  such  service  to  a  limited  but  appreciable  extent.  We 
find  that  at  all  times  covered  by  the  complaints  these  roads  were  and 
now  are  common  carriers  subject  to  the  interstate  commerce  act,  and 
that,  following  Birmingham  Southern  R.  R.  Co.  v.  Director  General^ 
61  I.  C.  C,  551,  the  following  arrangement  between  them  and  their 
tmnk  line  connections  with  respect  to  the  detention  of  cars  on  the 
lines  of  the  former,  and  demurrage  charges  thereon,  will  be  reason- 
able and  proper  for  the  future,  and  also  that  it  affords  a  reasonable 
and  proper  basis  for  the  adjustment  of  the  demurrage  charges  on 
past  shipments  which  are  here  in  controversy. 

The  McKeesport  Bailroad,  the  Benwood  &  Wheeling,  and  the  de- 
fendant trunk  lines  connecting  with  the  McKeesport  Bailroad  and 
the  Benwood  &  Wheeling,  shall  establish  rules  in  accordance  with 
the  provisions  of  appendix  C  of  the  United  States  Bailroad  Ad- 
ministration's circular  CS-5d  providing  for  assessment  of  charges 
for  use  and  detention  of  cars,  except  those  at  home  on  the  tracks  of 
the  McKeesport  Bailroad  and  the  Benwood  &  Wheeling  or  the  in- 
dustries located  thereon,  against  the  McKeesport  Bailroad  and  the 
Benwood  &  Wheeling  at  the  contemporaneous  demunrage  rates  on 
cars  delivered  loaded  and  returned  empty,  or  delivered  empty  and 
returned  loaded  after  the  expiration  of  72  hours'  free  time;  for  the 
similar  assessment  of  charges  for  use  and  detention  of  cars  at  the 
contemporaneous  demurrage  rates  on  cars  delivered  loaded  and  re- 
turned loaded  after  144  hours'  free  time;  and  for  the  like  assess- 
ment of  charges  for  use  and  detention  of  cars  on  cars  delivered  empty 
and  returned  empty  after  24  hours'  free  time.  Time  shall  be  com- 
puted from  the  first  7  a.  m.  after  actual  placement  on  the  inter- 
change track  until  returned  to  a  recognised  interchange  track; 
except  that  when,  through  no  fault  of  the  delivering  line,  such  actual 
placement  can  not  be  made  upon  the  interchange  track,  time  shall  be 
computed  from  the  first  7  a.  m.  after  notice  of  readiness  to  deliver 
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such  car  has  been  sent  or  given  to  the  industrial  carrier,  such  notice 
to  contain  a  statement  of  point  of  shipment,  car  initials  and  num- 
bers, car  contents,  consignee,  and,  if  transferred  in  transit,  the  initials 
and  number  of  the  original  car.  Sundays  and  legal  holidays,  but 
not  half  holidays,  shall  be  excluded  except  as  hereinafter  stated. 
On  cars  delivered  loaded  and  returned  empty  and  on  cars  delivered 
empty  and  returned  loaded  one  credit  shall  be  allowed  for  each  car 
returned  within  the  first  48  hours  of  free  time ;  after  the  expiration 
of  72  hours'  free  time,  one  debit  per  car  per  day  or  frac^on  of  a 
day  shall  be  charged  for  each  of  the  first  four  days;  in  no  case  shall 
more  than  one  credit  be  allowed  on  any  one  car  and  in  no  case  shall 
more  than  four  credits  be  applied  in  cancellation  of  debits  accruing 
on  any  one  car.  On  cars  delivered  loaded  and  returned  loaded  two 
credits  shall  be  allowed  for  each  car  retume<f  within  the  first  96 
hours  of  free  time,  one  credit  shall  be  allowed  for  each  car  r^umed 
within  the  first  120 hours'  free  time;  after  the  expiration  of  144 hours' 
free  time,  one  debit  per  car  per  day  or  fraction  of  a  day  shall  be 
charged  for  each  of  the  first  eight  days;  in  no  case  shall  more  than 
two  credits  be  allowed  accruing  on  any  one  car,  nor  more  than  eight 
credits  be  applied  in  cancellation  of  debits  accruing  on  any  one  car. 
After  a  car  has  accrued  the  debits  named,  charges  for  use  and  deten- 
tion of  cars  at  the  contemporaneous  demurrage  rates  shall  be  col- 
lected for  each  succeeding  day  or  fraction  of  a  day,  including  all 
subsequent  Sundays  and  legal  holidays.  At  the  end  of  the  calendar 
month  the  total  credits  shall  be  deducted  from  the  total  debits  and 
charges  for  use  and  detention  of  cars  at  the  contemporaneous  de- 
murrage rates  per  debit  charged  for  the  remainder.  If  the  credits 
equal  or  exceed  the  debits,  no  charge  or  payment  shall  be  made  on 
account  of  such  excess  credits,  nor  shall  credits  in  excess  of  the 
debits  of  any  one  month  be  considered  in  computing  the  average 
detention  for  another  month.  On  cars  delivered  empty  and  returned 
empty,  charges  for  use  and  detention  of  cars  at  the  contemporaneous 
demurrage  rates  per  car  per  day  or  fraction  of  a  day  shall  be  col- 
lected, after  the  expiration  of  24  hours'  free  time. 

Under  this  arrangement  shippers  located  on  the  McKeesport  Bail- 
road  and  the  Benwood  &  Wheeling  would  be  accorded  the  same  treat- 
ment in  the  matter  of  demurrage  as  those  located  on  the  lines  of  the 
common  carriers  and  the  McKeesport  Railroad  and  the  B«[iwood  A 
Wheeling  would  be  enabled  to  execute  average  demurrage  agree- 
ments with  industries  served  by  them  under  circumstances  similar 
to  those  which  control  the  making  of  such  agreements  between  other 
lines  and  the  industries  served  by  them. 
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Keparation  is  prayed  but  no  order  will  be  entered  at  this  time 
awarding  reparation.  The  principles  herein  announced  should  be 
applied  as  soon  as  possible  by  all  the  carriers  concerned  and  the  Com- 
mission advised  when  settlement  is  effected. 

McChord,  Commissioner^  dissenting: 

I  am  unable  to  agree  with  the  conclusion  reached  by  the  majority 
with  respect  to  the  status  of  the  Benwood  &  Wheeling  Connecting 
Railway  Company. 

Three  incidents  are  essential  to  constitute  a  railroad  company  a 
common  carrier.  There  must  be  facilities  of  common  carriage  avail- 
able to  the  public,  a  holding  out  on  the  part  of  the  carrier  to  use 
its  facilities  in  serving  the  public,  and  actual  use  of  such  facilities 
by  the  public. 

The  tracks  of  the  Benwood  &  Wheeling  are  located  almost  en- 
tirely within  the  limits  of  the  plant  of  the  proprietary  industry, 
the  National  Tube  Company,  its  connections  with  the  trunk  lines 
being  adjacent  to  the  plant  property.  It  has  no  team  tracks  or  sta- 
tions for  use  by  the  public,  does  no  passenger,  mail,  or  express  busi- 
ness, does  not  issue  bills  of  lading  or  make  waybills.  During  the 
year  ended  December  81,  1917,  99.72  per  cent  of  its  total  traflBc  was 
for  the  tube  company.  The  only  other  industry  served  is  located  on 
the  property  of  the  tube  company  engaged  in  manufacturing  coke 
and  by-products,  the  coke  being  used  by  the  tube  company. 

The  facilities  of  this  carrier,  are  not  available  to  the  public. 
While  the  theoretical  right  of  the  public  to  use  the  road's  facilities 
may  not  seriously  be  questioned,  its  tracks  are  so  situated  that  it 
would  be  a  vain  thing  for  the  public  to  demand  service  of  it.  This 
switching  service  is  performed  almost  entirely  at  the  direction  of 
the  proprietary  industry  and  the  only  other  service  it  performs  is 
for  a  necessary  adjunct  of  the  proprietary  industry.  The  service 
of  the  Benwood  &  Wheeling  is,  therefore,  exclusively  for  the  benefit 
of  the  two  industries  mentioned  and  primarily  for  the  proprietary 
industry,  and  there  is  no  bona  fide  holding  out  of  service  to  the 
public.  In  other  words,  the  Benwood  &  Wheeling  is  nothing  more 
or  less  than  a  plant  facility  of  the  tube  company. 

Commissioner  Eastman  authorizes  me  to  say  that  he  concurs  in 
this  dissent. 
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No.  11148. 
PRINCE-JOHNSON  LIMESTONE  COMPANY 


V. 


DIRECTOR  GENERAL,  AS  AGENT,  ATCHISON,  TOPEKA 
&  SANTA  FE  RAILWAY  COMPANY,  ET  AL. 


Suhmitted  December  20,  1920,    Decided  May  S,  1921. 


Rates  on  crushed  rock,  in  carloads,  from  Leeds,  Mo.,  and  Rosedale,  Kan&,  to 
destinations  within  a  radius  of  150  miles  from  Kansas  City,  Mo.,  on  lines 
of  defendants  other  than  the  originating  lines,  found  unreasonable  but  not 
unduly  prejudicial.  Reasonable  maximum  interstate  rates  prescribed  for 
the  future.    Reparation  denied. 

S.  C.  Bates  for  complainant. 

SUas  H.  Strawn,  E.  T.  MUler^  Frank  H.  Towner,  RoheH  N.  Nash, 
Hale  Houts,  F.  H.  Moore,  J,  C.  Burnett,  Z.  C.  Mahoney,  John  F. 
Finerty,  and  Thomas  M.  Woodward  for  defendants. 

Rbpobt  of  the  Commission. 

Division  8,  Commissioners  Hai^l,  Aitohison,  and  Eastman. 

Bt  Division  3: 

Exceptions  were  filed  by  defendant  Director  General  of  Railroads, 
as  Agent,  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  manufacturing  crushed  rock  at  and 
near  Leeds,  Mo.,  and  Rosedale,  Kans.,  in  the  suburbs  of  Kansas 
City,  Mo.,  by  amended  complaint  filed  January  19,  1920,  alleges  that 
the  rates  on  crushed  rock,  in  carloads,  from  Leeds  and  Rosedale  to 
destinations  within  a  radius  of  150  miles  from  Kansas  City  on  lines 
of  defendants  other  than  the  originating  lines  are  unreasonable  to 
the  extent  that  they  exceed  the  contemporaneous  rates  on  that  com- 
modity from  Kansas  City  to  the  same  destinations,  and  unduly 
prejudicial  compared  with  defendants'  contemporaneous  rates  on 
chat  from  the  Joplin,  Mo.,  district  to  the  same  destinations.  The 
prayer  is  for  just  and  reasonable  rates  for  the  future  and  for  repara- 
tion on  all  shipments  made  after  the  filing  of  the  complaint  Our 
jurisdiction  over  intrastate  rates,  except  under  circumstances  not 
here  present,  is  limited  to  cases  falling  within  the  provisions  of 
section  206  (c)  of  the  transportation  act,  1920.  Rates  are  stated 
in  cents  per  100  pounds  and  are  those  in  effect  immediately  prior 
to  the  general  increase  of  1920. 
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Complainant  has  two  plants  about  a  mile  apart  at  and  near  Lieeds, 
approximately  5  miles  southeast  of  the  union  station  at  Kansas  City. 
Both  plants  are  served  by  the  Kansas  City  Southern  and  one  of 
them  by  the  Chicago,  Rock  Island  &  Pacific.  The  Rosedale  plant 
is  on  the  St.  Louis-San  Francisco  about  5  miles  southwest  of  the 
same  union  station  and  2.7  miles  southwest  of  the  Sosedale  station 
of  that  carrier.  All  the  plants  are  outside  the  Kansas  City  switching 
limits. 

From  Bosedale  and  Leeds  to  destinations  on  the  lines  of  the  three 
carriers  named  the  rates  are  generally  the  same  as  or  lower  than 
from  Kansas  City  to  the  same  destinations.  There  are  no  joint  rates 
to  points  on  connecting  lines.  The  local  rate  from  Rosedale  or 
Leeds  to  Kansas  City  is  2  cents  and,  where  class  rates  are  in  effect 
to  points  beyond  Kansas  City,  is  used  in  combination  therewith. 
Where  commodity  rates  apply  beyond  Kansas  City  only  1  cent  is 
added  thereto  on  shipments  from  Rosedale  or  Leeds  under  the 
applicable  combination  rule.  Complainant  says  that  most  of  its 
rates  are  on  the  class  basis,  to  which  the  full  2-cent  local  is  added. 
From  Rosedale  the  combination  rate  to  Parkville,  Mo.,  18  miles, 
is  4  cents  and  to  Clements,  Kans.,  153  miles,  10  cents.  This  indi- 
cates the  range.  The  average  rate  is  about  6.5  cents  for  about  76 
miles. 

Complainant^s  witnesses  testify  that  the  movement  from  the 
crushers  to  railroad  connections  at  Kansas  City  is  ordinarily  per- 
formed by  switching  engines  and  crews,  even  though  in  isolated 
instances  a  road  engine  is  used,  and  is  therefore  essentially  a  switch- 
ing movement.  Defendants  contest  this  and  point  out  that  the 
hauls  into  the  congested  Kansas  City  terminals  approximate  10 
miles  from  Leeds  and  6  miles  from  Rosedale.  The  rules  governing 
switching  absorptions  at  Kansas  City  are  not  uniform.  Most  of 
them  are  limited  in  various  ways,  and  some  of  the  lines  absorb 
switching  charges  only  on  competitive  traffic. 

Complainant  refers  to  rates,  generally  lower  and  uniform,  on  sand 
from  points  in  and  near  Kansas  City  to  destinations  in  the  territory 
here  considered.  It  shows  that  in  a  few  instances  the  interstate 
rates  on  sand  from  Kansas  City  are  the  same  as  on  crushed  roek 

from  Leeds  and  Rosedale  to  the  same  destinations,  and  with  those 

*  

exceptions  range  down  to  5  cents  lower.  The  average  difference 
appears  to  be  about  2.5  cents.  The  indicated  average  earnings  are 
12.5  mills  per  ton-mile  and  62  cents  per  car-mile  on  sand,  and  18 
mills  per  ton-mile  and  90  cents  per  car-mile  on  crushed  rock.  The 
car-mile  earnings  are  based  on  a  weight  of  100,000  pounds. 

Comparisons  are  also  made  with  rates  on  chat  from  the  Joplin 
district  to  the  same  general  destination  territory.    These  rates  are 
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generally  lower,  in  many  instances  materially  lower,  than  the  rates 
assailed.  Chat  is  a  flint  stone  broken  into  small  pieces,  the  waste 
material  of  ore  concentration  at  the  zinc  and  lead  mines  of  that 
district.  At  the  time  of  the  hearing  it  was  worth  50  cents  per  ton 
and  crushed  rock  about  $2  per  ton.  The  exhibits  indicate  an  average 
revenue  under  the  chat  rates  of  about  10  mills  per  ton-mile  and  59 
cents  per  car-mile.  Some  of  those  rates  are  blanketed  for  long  dis- 
tances; one,  for  example,  from  50  to  156  miles.  The  two  com- 
modities are  used  for  practically  the  same  purposes,  such  as  road 
making  and  other  construction  work,  and  are  in  competition 
throughout  this  destination  territory  although  complainant's  wit- 
nesses testify  that  it  is  shut  out  from  it  on  shipments  southbound, 
and,  since  the  increases  under  general  order  No.  28  of  the  Director 
General  of  Railroads,  has  been  practically  put  out  of  business  ex- 
cept in  Kansas  City.  But  they  admit  that  complainant's  disadvan- 
tage is  due  in  some  measure  to  the  low  grade  and  value  of  the  chat, 
and  nothing  is  submitted  by  which  to  gauge  such  prejudice  as  may 
be  attributable  to  the  rate  adjustment,  or  to  determine  the  appropri- 
ate rate  relationship  between  the  two  commodities. 

Complainant  supports  its  contention  that  it  is  entitled  to  Kansas 
City  rates  by  citing  Kaw  River  Sand  <6  Material  Co.  v.  A.^T.  <&  S. 
F.  Ry.  Co.^  51  I.  C.  C,  350.  In  that  case  the  defendant  lines  were 
operated  as  a  unit  and  our  finding  of  undue  prejudice  was  predi- 
cated upon  the  facts  and  circumstances  there  presented.  We  made 
no  finding  of  imreasonableness. 

Defendants  contend  that  on  these  two-line  short  hauls  they  are 
entitled  to  something  more  than  on  one-line  hauls  as  recognized  by 
the  state  commissions  of  Missouri  and  Kansas  in  establishing  a  two- 
line  differential  which  in  Missouri  is  1  cent  over  single-line  rates 
for  distances  up  to  150  miles,  and  in  Kansas  generally  0.5  cent  for 
distances  up  to  110  miles. 

We  find  that  the  allegations  of  undue  prejudice  have  not  been 
sustained,  but  that  the  intrastate  rates  assailed  were,  during  the 
period  of  federal  control,  and  the  interstate  rates  assailed  were,  are, 
and  for  the  future  will  be  unreasonable  to  the  extent  that  th^ 
exceeded,  exceed,  or  may  exceed  by  more  than  1  cent  per  100  pounds 
the  contemporaneous  rates  on  the  same  commodity  from  Kansas 
City  to  the  same  destinations. 

There  is  no  proof  of  shipments  or  other  evidence  to  support  the 
prayer  for  reparation  and  it  will  be  denied* 

An  appropriate  order  will  be  entered. 
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No.  10554. 
E.  I.  DU  PONT  DE  NEMOUES  &  COMPANY 


V. 


DIRECTOR  GENERAL,  AS  AGENT,  CANTON  RAILROAD 

COMPANY,  ET  AL. 


Suhmttted  Au0U8t  20, 1919,    Decided  Map  6, 1921. 


Rate  on  crude  Bolpbar  (brimstone),  in  carioadB,  from  Canton  docks,  Baltimore, 
Md.,  to  Gibbstown  and  Carney's  Point,  N.  J.,  found  unreasonable.  Repara- 
tion awarded,  and  measure  of  reasonable  maximum  rate  prescribed  for 
the  future. 

Harvey  S.  Farrow  for  complainant. 
Henry  Wolf  BiMe  for  defendants. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Bt  Division  8 : 

Complainant,  a  corporation  manufacturing  explosives  at  Gibbs- 
town and  Carney's  Point,  N.  J.,  alleges  that  the  rate  charged  on  22 
carloads  of  crude  sulphur  (brimstone),  shipped  April  25  and  26, 
1918,  from  Canton  docks,  Baltimore,  Md.,  to  Gibbstown  and  Car- 
ney's Point,  was  unreasonable.  We  are  asked  to  award  reparation 
and  to  establish  a  reasonable  rate  for  the  future.  Rates  will  be 
stated  in  cents  per  100  pounds. 

The  shipments  moved  over  the  defendant  carriers'  lines  and  charges 
were  collected  at  the  applicable  sixth-class  rate  of  16  cents,  mini- 
mum 40,000  pounds,  governed  by  the  official  classification.  The 
present  rate  applicable  on  this  traffic  is  the  sixth-class  rate  of  26.5 
oent& 

In  support  of  its  contention  complainant  cites  Union  Suiphur  Co. 
V.  B.  €&  O.  R.  R.  Co.,  89  I.  C.  C,  849,  decided  May  9,  1916.  We 
found  that  the  defendants  in  that  case  had  justified  the  increased 
commodity  rates  on  crude  sulphur  from  Baltimore  and  other  Atlan- 
tic ports  to  points  in  central  territory  which  were  equivalent  to  80 
per  cent  of  sixth  class.  In  Du  Pont  de  NemowB  <&  Co.  v.  Director  Oen- 
erdly  60  I.  C.  C,  221,  we  also  found  that  the  sixth-class  rate  applied 
on  this  traffic  from  New  York,  N.  Y.,  to  Philadelphia,  Pa.,  Carney's 
Point  and  Paulsboro,  N.  J.,  and  from  Canton  docks,  Baltimore,  to 
Philadelphia  was  unreasonable  to  the  extent  that  it  exceeded  80  per 
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cent  of  the  sizth-olass  rate  contemporaneously  in  effect  from  and  to 
the  same  points,  and  awarded  reparation  accordingly. 

Following  the  cases  cited,  and  upon  this  record,  we  find  that  the 
rate  assailed  was  and  that  the  present  rate  is  unreasonable  to  the 
extent  that  it  exceeded  or  may  exceed  80  per  cent  of  the  sixth-class 
rate  contemporaneously  in  effect  from  and  to  the  same  points.  We 
further  find  that  complainant  made  the  shipments  as  described  and 
paid  and  bore  the  charges  thereon ;  that  it  has  been  damaged  thereby 
in  the  amount  of  the  difference  between  the  charges  paid  and  those 
which  would  have  accrued  upon  the  basis  herein  found  reasonable; 
and  that  it  is  entitled  to  reparation,  with  interest.  Complainant 
should  comply  with  rule  V  of  the  Rules  of  Practice, 

An  appropriate  order  will  be  entered. 
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No.  11514. 
DAVIS   MANUFACTURING  COMPANY,  INCORPORATED, 

V. 

DIRECTOR  GENTRAL,  AS  AGENT,  LOUISVILLE  &  NASH- 
VILLE RAILROAD  COMPANY,  ET  AL. 


PORTIONS  OF  FOURTH  SECTION  APPLICATIONS 

NOS.  1648  AND  1962. 


SubnUtted  December  22,  1920.    Decided  May  ^,  1921. 


1.  Rate  on  epsom  salts  in  barrels,  In  carloads,  from  Atlanta,  Ga.,  to  Knox- 

ville,  Tenn.,  found  onreasonable  and  unduly  prejudicial.  Reasonable 
maximum  and  nonprejudicial  rates  for  the  future  prescribed.  Repara- 
tion awarded. 

2.  Fourth  section  relief  denied. 

Daniel  J.  KeUy  for  complainant. 

C.  B.  Northrop  and  C.  J.  Rixeyy  jr.j  for  defendants. 

Repobt  of  the  Commission. 

DlVmON    3,    COMMISSIOKEBS    HaIX,   AttCHISON,    AND    EaSTMAN. 

By  Division  8 : 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner,  and  the  case  was  orally  argued. 

Complainant,  a  corporation  engaged  in  the  manufacture  of  drug- 
gists' sundries  at  Knoxville,  Tenn.,  by  complaint  filed  June  3,  1920, 
alleges  that  the  sixth-class  carload  rate  of  34  cents  per  100  pounds 
applicable  on  epsom  salts  in  barrels  from  Atlanta,  Ga.,  to  Knoxville, 
was  and  is  unreasonable  and  unduly  prejudicial  in  violation  of  sec- 
tions 1,  2,  3,  and  4  of  the  interstate  commerce  act  and  section  10 
of  the  federal  control  act.  We  are  asked  to  prescribe  a  rate  not 
exceeding  23.5  cents  per  100  pounds  and  to  award  reparation. 

Portions  of  fourth  section  applications  numbered  1548,  filed  by  the 
Southern,  and  1952,  filed  by  the  Louisville  &  Nashville,  by  which 
the  carriers  named  as  parties  thereto  a^  authority  to  continue  to 
charge  for  the  transportation  of  epsom  salts  from  Atlanta  to  Cincin- 
nati, Ohio,  rates  which  are  lower  than  rates  contemporaneously 
maintained  on  like  traffic  to  Knoxville  and  other  intermediate  points, 
Were  heard  with  the  complaint.  No  evidence  in  support  thereof  was 
submitted  by  the  Louisville  &  Nashville. 
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Bates  will  be  stated  in  cents  per  100  pounds,  and  are  those  in 
effect  prior  to  the  general  increases  of  1920. 

On  June  26,  1918,  the  former  sixth-class  rate  of  27  cents  from 
Atlanta  to  Eoioxville  was  increased  to  34  cents.  The  rating  on  ep- 
som  salts  was  changed  from  sixth  to  fifth  class  on  August  15,  1920, 
resulting  in  an  increased  rate  of  40  cents. 

In  October,  1919,  complainant  applied  for  a  commodity  rate  of 
23.5  cents,  1  cent  higher  than  the  rate  to  Chattanooga,  Tenn.,  and  1.5 
cents  less  than  that  to  Cincinnati.  Defendants  offered  to  establish 
the  Cincinnati  rate  of  25  cents.  Knoxville  is  intermediate  on  the 
direct  line  of  the  Louisville  &  Nashville  from  Atlanta  to  Cincinnati. 
The  shipments  moved  over  the  Southern  or  the  Louisville  &  Nash- 
ville. 

Complainant  receives  approximately  one  carload  monthly  of  ep- 
som  salts,  packed  in  barrels,  from  Atlanta.  The  contract  price  in 
1920  was  $2.25  per  100  pounds  f .  o.  b.  Atlanta.  Complainant  asserts 
that  it  has  never  filed  any  claim  for  damage.  Its  competitors  are  at 
Memphis,  Nashville,  and  Chattanooga,  Tenn.,  Louisville  and  Lex- 
ington, Ky.,  and  Cincinnati. 

Comparisons  follow  of  the  present  and  proposed  rates  to  Knox- 
ville with  commodity  rates  on  the  same  traffic  to  other  points : 


Vyom  Atlantm,  Oa.,  to— 

£xioxvllle,  Tenn 

Do 

Louisville,  Ky 

Cincinnati,  Ohio 

Memphis,  Tenn 

NashvUlcL  Tenn 

Jacksonville,  Fla 

Chattanooga,  Tenn. . 

New  Orleans.  La 

Lexington,  Ky 


ma- 

tance. 


JfUet. 

uge 

1196 
474 

M74 
414 
389 
848 

»187 
493 
409 


Ornto. 
«84 
>23.6 

25 

26 

25 

25 

25 

22.5 

25 

25 


Revenue 
per  ton- 
mile. 


JfUZf. 
S16 
24 

ia« 
lae 

12.1 

n.j 

114 
SSLS 

lai 
iza 


>  Short-line,  L.  &  N.  Southern  Ry.,  223  miles. 

*  Present  rate. 

*  Proposed  rate. 

*  Short-line,  L.  A  N.  Southern  Rj..  489  miles. 

*  Short-line,  W.  &  A.  Southern  Rj.,  152  mUes. 

The  evidence  for  defendants  shows  that  originally  a  20-cent  rate 
was  established  from  Atlanta  to  Cincinnati,  474  miles,  and  to  other 
Ohio  Biver  crossings  in  competition  with  a  9-cent  rate  from  Cleve- 
land, Ohio,  262  miles,  and  a  16-cent  rate  from  Baltimore,  Md.,  590 
miles ;  and  that  following  The  Five  Per  Cent  Case^  31  I.  C.  C,  351, 
The  Fifteen  Per  Cent  Case,  46  I.  C.  C,  303,  and  general  order  No. 
28,  these  rates  were  increased  to  15.5  cents  from  Cleveland  to  Cin- 
cinnati, and  to  25  cents  from  Baltimore  and  Atlanta  to  Cincinnati 

Defendants  state  that  the  Louisville  &  Nashville  endeavored  to 
establish  a  rate  of  29  cents  from  Atlanta  to  Knoxville,  but  desiring 
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to  avoid  litigation  proposed  a  25-cent  rate  in  response  to  com- 
plainant's request  for  a  rate  of  23.5  cents.  They  observe  that  if  the 
same  rate  per  mile  that  applies  to  Chattanooga  were  applied  to 
Knoxville  the  rate  would  be  82  cents,  or  2  cents  less  than  the  sixth- 
class  rate  assailed.  The  rate  from  Ohio  River  crossings  to  Ejiox- 
ville  at  the  time  of  hearing  was  41.5  cents.  From  Baltimore  to 
Knoxville,  water  and  rail,  it  was  67.5  cents,  and  all  rail  60  cents. 
Defendants  therefore  assert  that,  competition  considered,  complain- 
ant could  well  afford  to  pay  a  rate  of  34  cents  from  Atlanta.  They 
point  out  that  rates  on  manufactured  articles,  such  as  cotton  goods 
and  pig  and  manufactured  iron,  to  the  Ohio  River  from  the  south 
are  on  a  lower  basis  than  to  intermediate  points.  Defendants  con- 
ceded that  the  25-cent  rate  to  the  Ohio  River  was  not  unremunera- 
tive,  but  contend  that  it  was  unreasonably  low. 

Complainant  submitted  no  evidence  of  any  damage  due  to  the 
alleged  undue  prejudice. 

We  find  that  the  rate  assailed  was,  at  the  time  the  shipments  moved, 
unreasonable  and  unduly  prejudicial  to  the  extent  that  it  exceeded 
23.5  cents  per  100  pounds  and  is  and  for  the  future  will  be  unreason- 
able and  unduly  prejudicial  to  the  extent  that  it  exceeds,  or  may  ex- 
ceed, 23.5  cents  per  100  pounds  plus  the  general  increase  authorized 
in  1920.  We  further  find  that  the  shipments  were  made  as  described 
and  that  complainant  paid  and  bore  the  charges  thereon;  that  it 
has  been  damaged  in  the  amount  of  the  difference  between  the 
charges  paid  and  those  which  would  have  accrued  at  the  rate  herein 
found  reasonable ;  and  that  it  is  entitled  to  reparation,  with  interest. 
Complainant  should  comply  with  rule  V  of  the  Rules  of  Practice. 

Defendants'  fourth  section  applications  will  be  denied  in  so  far  as 
rates  to  Knoxville  and  points  between  Atlanta  and  KnoxvUle  are 
concerned.  The  remaining  portions  will  be  left  for  consideration 
upon  a  more  complete  record. 

Appropriate  orders  will  be  entered. 
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Investigation  and  Suspension  Docket  No.  1298. 

FRESH  MEATS  AND  DRESSED  POULTRY  FROM   OHIO 
RIVER  CROSSINGS  TO  SOUTHEASTERN  POINTS. 


Submitted  April  12,  1921.    Decided  May  17,  1921. 


Proposed  increase  of  0^  cent  per  100  pounds  in  commodity  rates  on  fresh  meats 
and  dressed  poultry,  in  carloads,  from  Cairo,  111.,  and  Ohio  River  crossinga 
to  destinations  in  the  southeast  found  not  Justified.  Suspended  schedules 
ordered  canceled. 

Charles  J.  Bixey^  H.  L.  Walker^  Robert  N.  Nash^  and  F.  H.  Lanv  for 
respondents. 
R.  D.  Rynder  and  Paul  E.  Blanchard  for  protestants. 

Report  of  the  Commission. 

Division  1,  Commissioners  McChord,  Meyer,  and  ArrcHiflON. 

Meter,  Commissioner: 

By  schedules  field  to  become  effective  February  18,  1921,  respond- 
ents propose  to  increase  by  0.5  cent  per  100  pounds  their  commodity 
rates  on  fresh  meats  and  dressed  poultry,  in  carloads,  from  Cairo,  111., 
and  Ohio  River  crossings  to  destinations  in  the  southeast.  Upon  pro- 
test by  Armour  &  Company  and  Swift  &  Company  we  suspended  the 
operation  of  the  proposed  schedules  until  June  18,  1921.  Rates  will 
be  stated  in  amounts  per  100  pounds. 

Fresh  meats  and  dressed  poultry  move  into  the  southeast  from 
points  beyond  the  Ohio  and  Mississippi  rivers  on  combination  rates 
based  on  the  river  crossings.  Proportional  rates  are  published  from 
Kansas  City,  Mo.,  and  other  Missouri  River  packing-house  points, 
Wichita,  Kan.,  Oklahoma  City,  Okla.,  and  Fort  Worth,  Tex.,  to  the 
river  crossings  on  traffic  destined  beyond  which  are  lower  than  the 
local  rates  to  the  river  crossings  proper.  For  years  prior  to  June  25, 
1918,  the  carriers  operating  to  the  river  crossings  from  the  west  main- 
tained rates  4  cents  lower  to  Cairo  and  Ohio  River  crossings  than  to 
Memphis,  Tenn.,  and  the  carriers  operating  from  the  river  crossings 
maintained  rates  4  cents  lower  from  Memphis  than  from  Cairo  and 
Ohio  River  crossings,  to  southeastern  points,  so  that  there  was  no 
difference  in  the  amount  of  the  through  rates  via  any  gateway  to 
destinations  in  the  southeast.  On  that  date,  under  general  order  No. 
28  of  the  Director  General,  the  difference  between  the  rates  to  Cairo 
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and  Ohio  River  crossings  and  Memphis,  became  5  cents,  but  the 
through  rates  were  the  same  whether  the  traffic  moved  through  Cairo 
and  Ohio  Biver  crossings  or  through  Memphis.  On  August  26, 1920, 
following  our  autiiorization  entered  July  29,  1920,  the  rates  to  the 
river  crossings  were  increased  85  per  cent  and  the  rates  from  the  river 
crossings  25  per  cent.  The  percentage  increases,  accentuated  by  the 
application  of  the  rule  for  the  disposition  of  fractions,  had  the  effect 
of  further  widening  the  difference  in  the  rates  to  the  river  crossings, 
in  some  instances  to  6.5  cents  and  in  others  to  7  cents.  The  same  rela- 
tive situation  obtained  with  respect  to  the  rates  from  the  river  points 
to  points  in  the  southeast,  the  difference  becoming  in  some  cases  6 
cents  and  in  others  6.5  cents.  The  result  was  that  the  rates  from 
Kansas  City  and  certain  other  western  points  to  Atlanta,  6a.,  and 
106  other  points  in  the  southeast  became  1  cent,  and  to  Birmingham, 
Ala.,  and  147  other  points  in  the  southeast  0.5  cent,  higher  through 
Memphis  than  through  Cairo.  The  rates  from  Wichita  and  other 
points  to  Birmingham  and  147  other  southeastern  points  remained  the 
same  through  both  gateways.   ^ 

On  December  2,  1920,  the  carriers  operating  to  the  river  crossings 
effected  increases  of  0.5  cent  in  the  rates  to  Cairo  and  Ohio  Biver 
crossings  when  such  rates  were  7  cents  lower  than  to  Memphis,  with 
the  result  that  the  rates  to  Cairo  and  Ohio  River  crossings  there- 
after became  uniformly  6.5  cents  less  than  the  rates  to  Memphis. 
A  fonnal  complaint  filed  by  one  of  the  protestants,  assailing  the 
increase  on  December  2,  1920,  is  now  pending.  At  present  the  rate 
from  Kansas  City  to  Atlanta  is  made  up  of  37.5  cents  to  Cairo  and 
75  cents  beyond,  or  $1,125,  while  through  Memphis  the  through  rate 
is  composed  of  44  cents  to  Memphis  and  69  cents  beyond,  or  $1.13. 
The  suspended  schedules  would  increase  by  0.5  cent  the  rates  from 
Cairo  and  Ohio  River  crossings  to  southeastern  points  in  those  in- 
stances where  the  through  rates  from  points  beyond  are  higher 
through  Memphis  than  through  Cairo,  equalizing  the  rates  via  all 
gateways.  Approximately  41.9  per  cent  of  the  rate-basing  points 
in  the  southeast  would  be  affected  by  such  increases. 

Respondents  state  that  the  purpose  of  filing  the  suspended  sched- 
ules is  to  place  the  rates  through  Cairo  and  Ohio  River  crossings 
on  a  parity  with  the  rates  through  Memphis,  which  relationship 
had  existed  for  many  years.  They  state  that  proportional  rates 
from  Kansas  City  to  the  river  crossings  were  established  for  the 
purpose  of  enabling  Kansas  City  packers  to  meet  the  competition 
from  St.  Louis,  East  St  Louis,  and  Chicago,  and  are  considerably 
lower  than  the  rates  to  these  crossings  proper,  and  lower  than  the 
local  rates  to  points  in  Oklahoma  and  Arkansas,  the  distance  to 
Memphis  being  greater.    Had  the  through  rates  from  Kansas  City 
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and  Chicago  to  southeastern  points  been  publifibed  as  jcHiit  rates, 
they  would  have  been  subject  to  an  increase  of  83^  per  cent  under 
Ex  Parte  74,  and  the  resulting  rates  would  have  been  higher  than 
the  rates  increased  as  proposed.  The  respondents  also  introduced 
testimony  purporting  to  show  the  low  level  of  the  rates  in  the 
southeast. 

The  proposed  increases  are  in  excess  of  those  authorized  by  us  on 
July  29,  1920 ;  and,  although  the  increase  is  slight,  protestants  esti- 
mate that  it  will  result  in  an  addition  of  from  $10,000  to  $16,000  per 
year  in  the  revenue  which  respondents  receive  from  protestants  on 
this  traffic.  Protestants  urge  that  the  equalization  of  rates  via  these 
gateways  is  of  advantage  to  the  carriers  but  not  to  the  shippers,  as 
they  do  not  have  to  route  their  shipments  to  the  southeast  through 
Memphis,  and  the  rates  through  Cairo  are  now  the  same  as  or  lower 
than  the  rates  through  Memphis.  They  urge  that  it  has  been  cus- 
tomary in  the  past  for  the  carriers  to  observe  the  lower  rates  through 
any  one  river  crossing  as  the  maximum  rate  to  apply  through  all 
other  crossings,  and  that  the  equalization  of  the  routes  to  the  south- 
east can  be  accomplished  as  well  by  reductions  in  the  rates  through 
Memphis  as  by  the  proposed  increase  in  the  rates  through  Cairo  and 
Ohio  River  crossings. 

Upon  consideration  of  the  record  we  find  that  the  respondents  have 
not  justified  the  proposed  increased  rates.  An  order  will  be  entered 
requiring  the  cancellation  of  the  suspended  schedules  and  discon- 
tinuing this  proceeding. 
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No.  10422. 
LEHIGH  PORTLAuND  CEMENT  COMPANY 

DIBECTOR  GENERAL,  MIDLAND  CONTINENTAL 

RAILROAD,  ET  AL. 


Submitted  November  IS,  J9tO.    Decided  May  10,  1921. 


Rates  on  cement,  in  carloads,  from  Mason  City,  Iowa,  to  points  in  North 
Dakota  and  to  points  in  northern  Minnesota  found  to  be  unreasonable  and 
to  be  nndnly  prejudicial  to  Mason  City  as  compared  with  the  rates  from 
Diilatb  (Ste^lton),  BRmi.,  to  the  same  points.  Reasonable  and  nonprejudi- 
cial rates  prescribed. 

F.  E.  PcmUon  and.i?.  S.  Crubemator  for  complainant  and  North- 
western States  Portland  Cement  Company,  intervener. 

Murray  N.  BiUings^  George  Low^  and  F.  T.  Bentley  for  Universal 
Portland  Cement  Company  and  TF,  S.  Morrison  for  Three  Forks 
Portland  Cement  Company,  interveners. 

Frank  Lyon  for  Atlas  Portland  Cement  Company, 

/.  N.  Davis  for  defendants. 

BePOBT  or  THE  COMKISSION. 

DivisioK  2,  Commissioners  Haix,  Danikls,  Eastmak,  and  Esch. 

Danibls,  Commissioner: 

The  issues  in  this  proceeding  were  made  the  subject  of  a  proposed 
report  which  was  served  on  the  parties.  Exceptions  were  filed  and 
oral  argument  had. 

Complainant  corporation  is  engaged  in  the  manufacture  of  cement 
at  Mason  City,  Iowa.  By  complaint  filed  January  23,  1919,  as 
amended,  it  assails  the  rates  on  portland  cement,  in  carloads,  from 
Mason  City  to  points  in  North  Dakota  and  to  points  in  northern 
Minnesota  as  unreasonable,  unjustly  discriminatory,  and  unduly 
prejudicial.  The  destination  territory  embraces  North  Dakota  and 
that  part  of  Minnesota  north  of  the  line  of  the  Great  Northern 
Railway  extending  from  Duluth,  Minn.,  southwestwardly  to  Granite 
Falls,  Minn.,  and  north  of  the  line  of  the  Chicago,  Milwaukee  &  St. 
Paul  Railway  extending  from  Granite  Falls  through  Ortonville  and 
Graceville,  Minn.,  to  the  northern  boundary  of  South  Dakota.  Ce- 
ment manufacturers  located  at  Steelton,  Minn.,  are  alleged  to  be 

888Kr— 21— v6r,ei fl. 


: 


614  INTEB8TATB  OOICKBBOB  COMBdSSION  BBPOBTS. 

unduly  preferred.  Future  relief  only  is  asked.  Rates  will  be  stated 
herein  in  cents  per  100  pounds  and  the  rates  described  as  present 
rates  do  not  include  the  increases  authorized  in  Increased  Rates^ 
19e0^  58  I.  C.  C,  220,  hereinafter  referred  to  as  Ex  Parte  74. 

The  Northwestern  States  Portland  Cement  Company,  also  engaged 
in  the  manufacture  of  cement  at  Mason  City,  intervened  in  support 
of  the  complaint.  The  Atlas  Portland  Cement  Company,  Hannibal^ 
Mo.,  was  also  represented.  The  cement  manufacturer  located  at 
Steelton,  the  Universal  Portland  Cement  Company,  intervened  in 
opposition  to  the  relief  sought.  The  Three  Forks  Portland  Cement 
Company,  with  mills  at  Trident  and  Hanover,  Mont,  also  intervened, 
but  introduced  no  evidence.  A  copy  of  the  complaint,  together  with 
notice  of  hearing,  was  transmitted  to  the  Biinnesota  Railroad  and 
Warehouse  Commission,  but  that  commission  was  not  represented 
at  the  hearing. 

Mason  City  is  in  northern  Iowa,  139  miles  south  of  St.  Paul,  Minn. 
The  mills  of  complainant  and  the  Mason  City  intervener,  hereinafter 
collectively  referred  to  as  complainants,  are  served  by  the  Chicago 
Great  Western,  Minneapolis  &  St.  Louis,  Chicago  &  North  Western, 
and  Chicago,  Rock  Island  &  Pacific  railways.  The  Chicago,  Mil- 
waukee &  St.  Paul  Railway,  hereinafter  termed  the  Milwaukee,  also 
serves  Mason  City,  but  does  not  reach  complainants'  mills.  Steelton 
is  8.5  miles  southwest  of  Duluth  over  the  Duluth,  Missabe  &  North- 
em  Railway.  The  cement  mill  at  Steelton  is  served  only  by  the 
last-named  carrier.  In  Western  Cement  Ratea^  48  I.  C.  C,  201;  52 
I.  C.  C,  225,  hereinafter  referred  to  as  the  Cement  Case^  Duluth  was 
used  as  a  point  of  production  instead  of  Steelton,  and  the  scale  rates 
were  based  on  the  distances  from  the  former  point;  and  in  this 
report  the  same  course  will  be  followed.  The  rates  from  Duluth  to 
the  destinations  here  involved,  on  or  reached  in  connection  with  the 
lines  of  the  principal  carriers,  the  Minneapolis,  St.  Paul  &  Sault 
Ste.  Marie,  hereinafter  termed  the  Soo  line,  Northern  Pacific,  and 
Great  Northern,  respectively,  apply  via  Pokegama  or  Saunders, 
Wis.  The  Northern  Pacific  also  connects  with  the  Duluth,  Missabe 
&  Northern  at  Duluth,  from  which  point  it  has  an  intrastate  rente 
to  points  in  Minnesota,  but  on  account  of  operating  conditions  the 
trafiic  moves  from  Steelton  over  the  interstate  route.  To  points  on 
the  Duluth,  Missabe  &  Northern  the  movement  is  intrastate. 

In  the  Cement  Case  we  prescribed  reasonable  maximum  rates  for 
the  interstate  transportation  of  cement,  in  carloads,  between  points 
in  western  trunk  line  territory  and  between  points  in  western  trunk 
line  territory  and  certain  territories  adjacent  thereto.  Specific  rates 
were  generally  prescribed  from  the  various  mills  to  so-called  key 
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points,  one  of  which  was  St.  Paul,  and  distanoe  scale  rates  were  pre- 
scribed to  points  to  which  specific  rates  were  not  provided. 

As  amended  by  the  supplemental  report,  scale  II  applies  between 
points  in  Illinois,  Wisconsin,  northern  Michigan,  southern  Minne- 
sota, Iowa,  and  northern  Missouri ;  scale  III  applies  between  certain 
points  in  Missouri,  in  the  eastern  parts  of  South  Dakota,  Nebraska, 
mnd  Kansas,  and  in  a  small  portion  of  southwestern  Minnesota ;  and 
scale  IV  applies  in  the  central  and  western  parts  of  South  Dakota, 
Nebraska,  and  Kansas,  and  in  eastern  Colorado.  The  northern 
boundary  of  scale  territory  II  in  part  follows  the  line  of  the  Great 
Northern  from  Duluth  through  Willmar,  Minn.,  to  Granite  Falls; 
the  northern  boundary  of  scale  territory  III  follows  the  line  of  the 
Milwaukee  from  Granite  Falls  through  Ortonville  and  GraceviUe  to 
the  northern  boundary  of  South  Dakota,  thence  west  along  the 
boundary  to  the  intersection  with  the  branch  of  the  Milwaukee 
extending  from  Aberdeen,  S.  Dak.,  to  Edgeley,  N.  Dak.;  and  the 
northern  boundary  of  scale  territory  IV  follows  the  northern  bound- 
ary of  South  Dakota  west  of  the  Aberdeen-Edgeley  branch  of  the 
Milwaukee.  The  report  provided  that  distance  rates  between  points 
in  different  territories  should  be  based  on  the  average  of  the  rates 
for  the  entire  distance  under  the  scales  in  effect  in  the  different  ter- 
ritories through  which  the  shipments  moved.  In  Cement  to  Montana^ 
48  I.  C.  C,  402,  we  approved  the  inclusion  within  scale  territory 
IV  of  points  on  the  Chicago,  Burlington  &  Quincy  Bailroad  in  Mon- 
tana and  Wyoming. 

In  our  original  report  in  the  Cement  Ccae^  at  pages  250  and  251, 
we  referred  to  the  methods  which  then  prevailed  of  making  through 
rates  to  points  north  and  west  of  St.  Paul  and  to  points  west  of  the 
Missouri  Eiver  on  basis  of  the  combinations.  The  carriers  contended 
that  the  combination  basis  was  proper,  while  certain  shippers  con- 
tended that  it  resulted  in  an  unreasonably  high  level  of  rates.  The 
following  is  an  excerpt  from  that  report : 

In  South  Dakota  and  Nebraska  certainly  the  movement  of  cement  from  origi- 
nating points  east  of  the  Mlssonrl  River  la  dominated  by  such  systems  as  the 
Borlington,  the  North  Western,  and  the  Mllwatikee.  The  rate-breaking  points 
at  the  Uisaoiiri  BiTer  hare  no  signlflcance  for  them,  as  their  lines  extend  east- 
ward to  Chicago  and  nortiiw^stward  into  the  far  west.  The  principal  move- 
ments of  cement  from  origin  to  destination  are  generally  one-line  hauls,  and 
the  single  lines  undoubtedly  make  the  rates  on  cement  for  the  territory.  Three- 
quarters  of  the  entire  movement  Into  South  Dakota  is  over  the  Milwaukee  and 
the  North  Western. 

No  good  reoBon  appears  why  under  such  circumstances  the  adjustment  of  cement 
rates  should  continue  to  be  made  on  the  combination  of  locals.  But  the  situation 
is  quite  different  at  St.  Paul.  While  all  these  three  carriers  reach  that  point,  the 
St  Paul  gateway  is  used  primarily  in  connection  with  northern  carriers  which 
terminate  there.    The  next  question  is  whether  this  principle  results  in  a  reason^ 
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able  system  of  rates.  The  NiMrthem  Pacific  has  shown  an  entirely  diflerent  sst 
of  conditions  prevailing  in  the  territory  served  by  it  from  what  iHrevails  soath 
of  the  northern  lines.  The  rates  appear  to  be  high  in  North  Dakota  in  com- 
parison with  the  average  in  the  states  south,  but  the  witness  maintains  that 
they  are  now  in  proper  relationship  to  the  rates  from  the  mills  farther  west 
along  the  lines  of  the  northern  carriers.  There  are,  of  course,  instances  where 
the  rule  of  combinations  is  departed  from  by  the  northern  carriers,  but  the 
witness  insists  tliat  this  is  done  only  at  Junction  points  to  meet  the  competitive 
rates  of  single-line  carriers.  Upon  a  full  consideration  of  all  the  facts  of  record, 
we  are  of  opinion  and  find  that  the  present  basis  of  making  rates  upon  the 
combination  of  locals  on  St.  Paul  is  not  unreasonable  upon  cement  traffic  to 
points  beyond  St  Paul  which  are  not  included  within  the  rate  scale  territories 
herein  prescribed. 

At  the  hearing  no  evidence  was  submitted  by  defendants,  and  their 
counsel  moved  to  dismiss  the  complaint  on  the  ground  that  the 
issues  presented  were  considered  and  determined  in  the  Cement  Case; 
and,  further,  if  that  motion  be  denied,  that  the  Cement  Case  be 
reopened  for  further  investigation  and  consolidated  for  hearing  with 
this  proceeding.  In  support  of  the  latter  motion  it  was  urged  that 
the  rates  from  other  producing  points  must  also  be  revised  if 
changes  are  made  necessary  herein.  A  petition,  filed  by  the  Uni- 
versal Portland  Cement  Company,  asking  that  the  Cement  Com 
be  reopened  to  the  extent  necessary  and  consolidated  with  this  pro- 
ceeding was  denied  on  April  7,  1919.  We  are  of  opinion  that  the 
issues  raised  by  the  complaint  can  and  should  be  decided  on  the 
present  record. 

The  mill  of  the  Northwestern  company  commenced  operations  in 
1909  and  that  of  the  Lehigh  company  in  1911.  There  were  then  no 
other  mills  in  the  northern  Mississippi  Valley  territory,  and  competi- 
tion in  northern  Minnesota  and  North  Dakota  was  with  producers 
located  south  of  Mason  City  and  with  producers  in  Michigan  and 
certain  other  states  who  shipped  by  water  to  Duluth  and  thence  by 
rail.  Mason  City  was  the  nearest  producing  point  to  tiie  destinatioDB 
in  question  until  the  Steelton  mill  was  constructed  in  1916. 

Prior  to  January  25,  1915,  the  rate  from  both  Mason  City  and 
Duluth  to  St.  Paul  was  5  cents  and  the  lake  rate  to  Duluth  fnun 
Alpena,  Mich.,  the  nearest  producing  point  east  thereof,  was  5  centa 
The  rate  from  Mason  City  and  Duluth  to  St.  Paul  was  increased 
to  6  cents  on  that  date,  in  accordance  with  Cem^ent  Rates  from  PoinU 
in  lUinoiSj  32 1.  C.  C,  369,  and  under  general  order  No.  28  the  6-cent 
rate  was  increased  to  8  cents  on  June  25, 1918.  In  the  Cement  CasSy 
decided  January  15, 1918,  key-point  rates  were  prescribed  to  St.  Paul 
of  7  cents  from  Mason  City  and  7.8  cents  from  Duluth,  151  miles, 
and  as  increased  imder  general  order  No.  28  the  rate  from  MasoD 
City  was  made  9  cents  and  from  Steelton  9.5  cents  on  August  8) 
1918,  the  effective  date  of  the  order  in  the  Cement  Case. 
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Commodity  rates  about  the  same  as  class  D  are  usually  maintained 
on  cement  from  Duluth  and  St.  Paul  to  the  points  of  destination 
bere  involved.  To  points  in  western  and  northwestern  Minnesota 
and  in  North  Dakota  the  rates  are  generally  the  same  from  St  Paul 
and  Duluth.  Prior  to  June  25, 1918,  the  through  rates  from  Mason 
City,  with  some  unimportant  exceptions,  were  based  on  the  combi- 
nations on  St.  PauL  Under  general  order  No.  28  the  through  rates 
from  Mason  City  were  increased  2  cents,  which  resulted  in  through 
rates  2  cents  less  than  the  combinations  on  St.  Paul.  The  rates  pre- 
scribed in  the  Cement  Case  resulted  in  a  further  increase  of  1  cent  in 
the  rates  from  Mason  City  to  the  points  here  involved,  but  no  in- 
crease was  made  in  the  rates  from  Steelton  to  the  same  points  except 
for  the  2-cent  increase  under  general  order  No.  28. 

The  following  table  shows  the  rates  and  distances  from  Mason 
City  and  Duluth  to  representative  points  in  northern  Minnesota  or 
in  North  Dakota  on  or  east  of  the  line  of  the  Milwaukee  extending 
from  the  South  Dakota  state  line  to  Edgeley,  thence  Northern  Pacific 
through  La  Moure  and  Jamestown^  N.  Dak.,  to  Leeds,  N.  Dak., 
thence  Great  Northern  through  Church's  Ferry  and  BoUa,  N.  Dak., 
to  the  Canadian  boundary,  hereinafter  defined  as  extended  scale 
territory  III,  together  with  the  distances  from  St.  Paul.  For  com- 
parative purposes  the  rates  which  would  apply  under  an  average 
of  scales  II  and  III  from  Mason  City  and  those  which  would  apply 
under  scale  III  from  Mason  City  and  Duluth  are  also  shown. 
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The  following  table  shows  similar  data  with  respect  to  represent- 
ative points  in  North  Dakota  west  of  the  lines  above  referred  to, 
hereinafter  termed  extended  scale  territory  IV: 
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The  average  differences  in  distances  and  rates  in  favor  of  Duluth 
as  compared  with  Mason  City  to  the  extended  scale-Ill  points  shown 
are :  Northern  Pacific  points,  137.8  mUes  and  7  cents ;  Great  Northern 
points,  158.&  miles  and  7.5  cents;  Soo  hne  points,  148.5  miles  and  6.7 
cents ;  and  Duluth,  Missabe  &  Northern  points,  290.6  miles  and  10.5 
cents.    The  average  differences  in  distance  in  favor  of  Duluth  as 
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ocnnpared  with  St.  Paul  are  8.2  miles  to  Northern  Pacific  points, 
3S.1  miles  to  Great  Northern  points,  18.4  miles  to  Soo  line  points, 
and  161  miles  to  Duluth,  Missabe  &  Northern  points.  The  average 
differences  in  distances  and  rates  in  favor  of  Dulitth  as  compared 
with  Mason  City  to  the  extended  scale-IY  points  are  110.5  miles  and 
6.8  cents.  The  average  difference  in  distance  in  favor  of  St.  Paul 
as  compared  with  Dnluth  is  19.6  miles. 

The  present  rates  from  Mason  City  and  Duluth  to  points  here  in- 
volved are  out  of  alignment  with  rates  prescribed  in  the  Cement 
Caee  to  points  near  the  northern  boundaries  of  the  various  scale  ter- 
ritories. To  St.  Cloud,  Minn.,  a  scale- II  point,  the  rate  from  Mason 
City  is  11  cents  for  a  distance  of  209  miles  and  from  Duluth  9.6 
cents  for  a  distance  of  189  miles,  or  a  difference  of  1.5  cents  in  favor 
of  Duluth,  whereas  to  St.  Joseph,  Minn.,  7  miles  west  of  St.  Oloud, 
the  difference  in  favor  of  Duluth  is  3.5  cents.  To  Graceville,  Minn., 
a  scale-Ill  point,  the  rate  from  Duluth  is  1  cent  lower  than  that  from 
Mason  City,  and  the  distance  is  17  miles  less,  whereas  the  rate  from 
Duluth  to  Johnson,  Minn.,  7  miles  east  of  Grraceville,  is  4.5  cents  less. 
To  White  Rock,  S.  Dak.,  another  scale-Ill  point,  the  rate  from 
Mason  City  is  1  cent  less  than  that  from  Duluth,  the  distance  from 
Duluth  being  46  miles  greater,  and  to  Blackmer,  N.  Dak.,  4  miles 
north  thereof,  the  rate  from  Duluth  is  8.6  cents  less  than  that  from 
Mason  City. 

TTie  rates  from  Duluth  to  Minnesota  points  are  based  generally 
on  the  Minnesota  intrastate  scale  plus  an  increase  of  2  cents  under 
general  order  No.  28.  This  scale  applies  for  distances  up  to  400 
miles,  and  the  rates  as  increased  range  from  1.5  to  2.5  cents  less  than 
the  scale-HI  rates  prescribed  in  the  Cement  Case,  To  many  points 
in  Minnesota  the  rates  from  Duluth  are  less  than  the  Minnesota 
intrastate  scale;  the  average  rate  to  49  points  in  the  territory  here 
involved  being  about  0.75  cent  lower. 

A  large  part  of  the  movement  from  Mason  City  to  the  Minnesota 
destinations  on  the  Great  Northern  is  through  scale  territory  II, 
the  distances  to  the  principal  gateways,  St.  Cloud  and  Willmar, 
being  209  and  236  miles,  respectively,  while  the  movement  from 
Duluth  to  the  same  points  is  in  large  part  north  of  scale  territory 
H.  Notwithstanding  this  fact,  the  rates  from  Mason  City  are 
generally  higher  than  the  scale-HI  rates,  while  the  Duluth  rates  are 
lower  in  every  instance,  as  is  shown  in  the  following  statement : 

From  Mason  City.       From  Dulath. 

Lower  than  scale  11 1 4  points.  61  points. 

Same  as  scale  11 . 1  point  26  points. 

Lt(»er  than  scale  III .. -.    U  points.         147  points. 

Sann  as  scale  III —    23  points. 

Over  scale  III 196  polnU 
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The  rates  from  Masou  Gty  axxd  Dulutli  to  pointe  in  North  Dakota 
are  usually  higher  than  scale  IV,  but  the  rat^  from  the  former  point 
are  relatively  higher  than  those  from  Buluth. 

With  respect  to  cement  traffic  to  all  points  in  scale  territories  II, 
III,  and  IV  the  right  of  Duluth  to  compete  with  Mason  City  under 
the  same  scale  or  scales  of  rates  was  recognized  in  the  Cement  Coie. 
There  is  clearly  no  justification  for  the  maintenance  of  hi^er  rates 
mile  for  mile  from  Mason  City  than  from  Duluth  to  the  destination 
territory  in  question.  In  the  Cement  Ca^e  we  declined  to  disturb  the 
then  existing  method  of  constructing  rates  on  the  St.  Paul  combina- 
tion. However,  at  that  time  Duluth  had  not  become  an  important 
factor  in  the  shipment  of  cement  in  competition  with  Mason  City, 
most  of  the  cement  shipped  from  Duluth  originating  at  Michigan 
points  and  paying  for  the  movement  up  to  Duluth  practically  the 
same  rate  that  Mason  City  paid  for  the  movement  up  to  St.  Paul 
In  the  Cement  Case  we  also  called  attention  to  the  fact  that  the 
rates  to  North  Dakota  points  appeared  to  be  high  as  compared  with 
the  average  of  the  states  south,  although  we  observed  that  they  ap- 
peared to  be  properly  aligned  with  the  rates  from  mills  farther  west 
along  the  lines  of  the  northern  carriers.  As  heretofore  stated,  the 
transportation  conditions  from  St.  Paul  and  Duluth  to  the  territory 
in  question  are  substantially  the  same,  and. for  many  years  the  rates 
to  points  in  western  Minnesota  and  in  North  Dakota  have  been 
about  the  same  from  Duluth  as  from  St.  Paul.  At  the  same  time 
we  have  found  herein  that  to  the  destination  territory  involved 
Mason  City  is  entitled  to  a  basis  of  rate»  no  higher  than  from 
Duluth.  This  relief  is  denied  to  Mason  City  under  the  present 
method  of  constructing  through  rates  from  Mason  City  on  the 
St.  Paul  combination,  notwithstanding  the  fact  that  to  certain 
destinations  there  are  shorter  available  routes  than  via  St.  Paul, 

In  the  Cement  Case  traffic  density,  among  other  things,  was  con- 
sidered in  determining  the  boundaries  of  the  various  scale  territories. 
As  heretofore  stated,  the  northern  boundary  of  scale  territory  II 
in  part  extends  southwestwardly  from  Duluth  oyer  the  line  of  the 
Great  Northern  to  Granite  Falls.  The  population  per  square  mile  in 
Minnesota  in  1910  was  25.6;  south  of  the  forty-fifth  degree  of  lati- 
tude, substantially  an  average  of  the  northern  boundary  of  scale 
territory  II,  the  population  per  i^quare  mile  was  41.7  and  north 
thereof  18.3.  To  points  in  eastern  Soutii  Dakota  we  j)rescribed  scale- 
Ill  rates.  The  conditions  in  eastern  North  Dakota  do  not  appear 
to  be  sufficiently  dissimilar  from  those  in  eastern  South  Dakota  to 
warrant  a  higher  ba^  of  cement  rates  for  application  within  the 
former  territory.  The  density  of  population  in  eastern  North  Dakota 
is  greater  than  in  central  and  western  North  Dakota.    Scale  territory 


in  should  be  e(xtended  to  ihclude  pomto  iA  Minnesota  north  of 
scale  territories  II  and  lU  and  to  include  points  in  Noirth  Dakota 
cm  or  east  of  the  following  lines:  The  Milwaukee,  from  the  South* 
Dalrota  boundary  to  Edgeley,  thenoe  Korthem  Paqifio  through  Iia> 
Moure  and  Jamestown  to  Leeds,  thence  Oreat  Northern  throu^ 
Qmroh's  Ferry  and  Bolla  to  the  Canadian  boundary.  Scale  ter- 
ritory IV  should  be  extended  to  indude  points  in  North  Dakota  west 
of  the  lines  referred  to. 

CSomplainants  ask  that  the  Cement  Case  scale  rate»  and  basis  of 
constroeting  through  rates  Where  traffic'  originates  in  oiie  territory 
and  is  delivered  in  anotiier,  that  is,  adding  together  the  various  rat^ 
and  dividing  by  the  numbeir  of  groups  tihreiigk  whidi  shipmeikts 
move,  be  established  for  the  future;  This  would  not  only  necessi- 
tttto  radical  redactions  in  the  present  rates  from  Mason  City,  but 
would  result  in  the  appHcation  of  the  same  rate  from  Mascm  City 
as  from  Duluth  to  a  point  approximately  100  miles  nearer  to  Dulltth 
tkui  to  MasiMi  City.  For  example,  as  already  shown,  the  gtand 
average  rate  from  Mason  City  to  28  r^resentative  pointo  in  scale 
territory  lit  under  scales  II  and  III  would  be  16  cents,  and  the  scale* 
m  rate  from  Duluth  would  be  16  o^ts^  or  a  difference  of  iS  cents  for 
a  <iifferenoe  of  168.7  miles.  The  avwage  rate  from  Mason  CSty 
to  nine  representative  points  in  eoale  territory  IV.  under  scales  II, 
m,  and  IV  would  be  0.2  cent  lower  Uiaa  the  scale  III  and  IV  rates 
from  Duluth,  although  the  distance  from  Mkson  <Hty 'is  110.6  miles 
greater.  Complainants  expressly  disclaim  aAy  desire  to  reduce  Vtie 
revenues  of  the  carrietrs  oA  this  traffic,  but  insiet  thait  tbey  are  pri- 
marily interested  in  securing  a  proper  adjustment  of  mtes  fts  com* 
pared  with  Duluth.  lii  ike  Cement  Caee^  points  in  the  Kansas  gas 
belt,  although  located  in  scale  territory  III,  were  actorded  soale^II' 
rates  into  scale  territory  II.  In  the  supplemental  report  in  the 
Cement  Case^  in  ref etring  to  the  results  reached  by  averaging  scale 
rates  when  a  number  of  territories  are  traversed  by  the  mcnrement, 
we  stated  that  the  amalgamation  undei*  tiiat  decision  of  scales  I  and 
n  would  largely  eliminate  situations  of  that  kind  where  practical 
injustice  resulted,  and  that  any  such  situations  which  were  not  cor^ 
rected  by  that  decision  could  be  brought  to  our  attention.  Tlite  aver^ 
age  hatd  for  cement  in  the  scale  territories  pr^cribed  in  tJie  Cement 
Case  is  perhaps  not  over  250  miles,  while  ffom  ph>ducirig  points  to 
the  destination  territory  here  involved  the  hauls  are  for  much  greater 
distances.  There  is  no  cemeUt  miH  in  this  territory  l)€tween  Duluth 
and  Trident,  a  distance  of  1,064  miles,  and  in  this  and  other  respects 
the  conditions  differ  from  those  which  prevail  in  the  general  terri- 
tory to  the  south,  and  warrant  a  departure  from  the  general  rule 
followed  in  the  Cem^ent  Case  of  averaging  the  scale  rates.    Scale  III 
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should  be  used  from  Mason  City  and  Dulmth  to  pomts  in  northern 
Minnesota  and  in  easteiti  NorUi  Dakota  in  extended  scale  territory 
III,  and  scale  IV  should  be  used  from  those  producing  points  to 
poaits  in  central  and  western  North  Dakota  in  extended  scale  tes^ 
ritory  IV, 

We  find  that  the  rates  assailed  from  Mason  City  are,  and  for  the 
future  tnll  be^  unreasonable  to  the  extent  that  they  exceed  scale-ULl 
rates  prescribed  in  the  Cement  Caae^  as  increased  under  general 
order  No.  28  and  Ex  Parte  74,  to  points  in  Minnesota  and  North 
Dakota  in  the  ext^ided  scale  territory  III,  and  to  the  ext^at  that 
they  exceed  scale-IV  rates  prescribed  in  tibe  Cement  Caae^  as  in- 
creased under  general  order  No.  28  and  Ex  Parte  74,  to  points  in 
North  Dakota  in  the  extended  scale  territory  IV,  distances  to  be 
computed  under  the  rules  laid  down  in  the  supplemental  report  in 
the  Cement  Case.  We  further  find  that  the  rates  from  Mason  City 
to  the  extended  scale  territories  III  and  IV  are,  and  for  the  future 
will  be,  unduly  prejudicial  to  Mason  City  to  tke  extent  that  they 
exceed  the  rates  from  Dulutii  to  the  same  destinations  by  more  than 
the  differences  betweai  the  rates  found  reasonable  from  Mascm  Ci^ 
and  rates  from  Duluth  constructed  under  scale  III,  as  increased 
under  general  order  No.  28  and  Ex  Patte  74,  to  the  extended  scale 
territory  III,  and  under  scale  IV,  as  similarly  increased,  to  the  ex- 
tended scale  territory  IV,  distances  to  be  computed  in  the  same 
manner  as  from  Mason  City. 

While  the  mills  at  Hannibal  and  other  points  south  of  Mascm 
Ctfy  are  not  asking  any  specific  relief  in  this  proceeding,  which  re- 
lates solely  to  the  rates  from  Mason  City  as  compared  witii  those 
from  Duluth,  (lie  rates  from  the  producing  points  south  and  from 
Giln^re  City,  Iowa,  are  related  to  the  rates  from  Mason  City,  and 
counsel  for  defendants  have  suggested  that  some  expression  ^ould 
be  given  as  to  the  proper  adjustment  to  be  sfiade  in  those  rates  if 
any  diange  is  ordeifed  in  the  basis  of  rates  from  Mason  City.  We 
express  the  tentative  view  that  the  present  differential  of  Gilmore 
City  over  Mason  CUgr  upon  a  movement  to  St.  Paul  should  not  be 
exceeded  and  that  the  rates  from  the  other  related  producing  points 
dkould  not  exceed  the  rates  from  Mason  City  by  any  greater  amounts 
than  the  amounts  by  which  the  key-point  rates  from  such  producing 
points  to  St.  Paul  exceed  the  corresponding  kcgr-point  rate  from 
Mason  City  to  St  Paul. 

An  appropriate  order  will  be  entered. 
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BUXTON-SMITH  COMPANY 

V. 

DIBECTOE  GENERAL,  AS  AGENT,  ATCHISON,  TOPEKA  & 
SANTA  FE  RAILWAY  COMPANY,  ET  AL. 
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Bates  im  fresb  fruits  and  regetables,  hi  mixed  carloads,  from  Los  Angeles  and 
San  Francisco^  Oalif^  to  Bisbee  and  Douglas,  Arfz.,  found  unreasonable. 
Beasonable  maximum  rates  prescribed  sad  reparation  awarded. 

E.  R.  Raumaker  for  complainant. 

Roland  Johnston  for  Chamber  of  Commerce,  Phoenix,  Ariz;  F.  A, 
Jonee  for  Arizona  Corporation  Commission ;  and  Hugh  H,  WUUams 
for  State  Corporation  Commission  of  New  Mexico,  interveners. 

Frank  B.  Austin^  E.  W.  Oamp^  Del  W.  HaHmgton^  and  (}.  H. 
Baker  for  defendants. 

*  Report  op  the  Commission. 

DivisioK  3,  Commissioners  Hall,  Aitchibok,  ani>  Eastman. 

By  Division  8 : 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by  the 
examiner.  Upon  consideration  of  the  record  we  have  reached  con- 
clusions differing  from  those  suggested  by  him. 

Complainant  is  a  corporation  dealing  in  fruits  and  vegetables  at 
Bisbee  and  Douglas,  Ariz.  By  complaint  filed  February  16,  1920, 
as  amended,  it  alleges  that  the  commodity  rates  on  fresh  fruits  and 
vegetables,  in  mixed  carloads,  moving  subsequent  to  January  1, 1916, 
from  San  Francisco  and  Los  Angeles,  Calif.,  and  points  taking  the 
same  rates,  to  Bisbee  and  Douglas,  were  and  are  unjust  and  unreason- 
able to  the  extent  that  they  exceeded  and  exceed  the  class-C  rates; 
and  that  the  class-C  rates  are  unreasonable  and  unduly  prejudicial 
as  compared  with  the  rates  to  competitive  points.  We  are  asked 
to  award  reparation  and  to  establish  reasonable  rates  for  the  future. 
Rates  are  stated  in  amounts  per  100  pounds  and  are  those  in  effect 
prior  to  the  increases  authorized  by  us  on  July  29, 1920. 
'  The  Chamber  of  Commerce  of  Phoenix,  Ariz.,  the  Arizona  Cor- 
poration Commission,  and  the  State  Corporation  Commission  of  New 
Mexico  intervened  in  support  of  the  complaint. 

eiLaa 


6)24  INT&BSTATB  COMMEBGE  OQMMISSIOK  BBPOBTS. 

Bisbee  and  Douglas  are  on  the  El  Paso  &  Southwestern,  respec- 
tively 1,092  and  1,107  miles  from  San  Francisco  and  608  and  623 
miles  from  Los  Angeles.  The  shipments  moved  in  refrigerator  cars 
over  the  Southern  Pacific  to  Tucson,  Ariz.,  and  thence  over  the  CI 
Paso  &  Southwestern. 

Prior  to  June  25,  1918,  the  commodity  rates  on  this  traffic  "were 
$1  from  San  Francisco  to  Bisbee  and  Douglas,  and  90  cents  from 
Los  Angeles.  The  class-C  rate  from  San  Francisco  to  the  named 
points  was  83  cents,  and  from  Los  Angeles  74  cents  to  Bisbee  and 
76  cents  to  Douglas.  On  June  26, 1918,  these  rates  were  increased  25 
per  cent  pursuant  to  general  order  No.  28  of  the  Director  (Jeneral 
of  Kailroads,  with  the  result  that  the  commodity  rates  became  $1.25 
from  San  Francisco  to  Bisbee  and  Douglas,  and  $U25  frcun  Lioe 
Angeles.  The  class*C  rate  from  San  Francisco  to  the  same  points 
became  $1.04 ;  from  Los  Angeles  92.6  cents  to  Bisbee  and  95  cents  to 
Douglas.  These  class-C  rates  are  governed  by  western  classification 
and  exceptions  thereto. 

Complainant  secures  the  greater  part  of  its  fruits  and  vegetables 
from  points  in  Califorma.  It  received  annually,  during  the  four 
years  proceeding  the  hearing  in  April,  1920,  from  25  to  50  mixed 
carloads.  From  points  in  other  states  it  obtained  during  the  same 
period  three  or  four  carloads  annually.  It  receives  no  straight  car- 
loads of  either  fruits  or  vegetables.  Complainant  distributes  north- 
ward towards  Tucson  and  eastwaird  towai:ds  £1  Paso,  Tex.,  and  com- 
petes with  jobbers  located  at  Tucson  and  £1  Paso.  It  asks  for  rates 
of  90.5  cents  from  San  Francisco  to  Bisbee  and  Douglas  and  88  cents 
from  Los  Angeles. 

The  joint  agency  tariff  containing  exceptions  to  the  western  classifi- 
cation applicable  in  this  territory  has  for  a  nimiber  of  years  rated 
fruits  and  vegetables,  in  mixed  carloads,  class  C.  The  history  of 
this  rating  and  of  the  commodity  rates  higher  than  the  class-C  rates  is 
discussed  in  Rates  on  Fruits  and  Vegetables,  30  I.  C.  C,  56.  Wo 
did  not  in  that  proceeding  consider  separately  the  specific  rates  here 
assailed. 

The  subjoined  table  is  taken  from  complainant's  exhibits,  except 
that  the  car-mile  earnings  are  based  on  a  weight  of  29,000  pounds, 
testified  by  a  traffic  official  of  the  Southern  Pacific  to  be  the  average 
loading  of  this  class  of  traffic.  The  rates  are  those  effective  June 
25, 1918 ; 
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From  San  Francisco  to— 

BislMe,ArU 

Douglas,  Aril 

Tucson,  Aiix..,*, 

Albnquerqiie,  K.  Hex . 

DflBlns,  N.  Max 

XI  Paso,  Tex 

From  Los  Anfeles  to— 

BisbM,  Ans 

Douglas,  Arts 

TocsoD,  Arts. 

AJbuoueraue,  N.  Moz,.,.. 

Demmg ,  N.  If  «x 

Bl  Paso,  Tex 


Distaaoe. 


983 
1,207 


«08 
628 
4d0 
888 
728 
812 


Commodity  rates. 


Rate. 


12& 
125. 
114. 
MM. 

^ 

in.  5 

112.5 
05.5 
104. 
112.5 
112.5 


Ton-tnlle 
earnings. 


JfUtt. 
23.89 
22.58 
28.19 
17.36 
2a  71 
19L2i 

87.61 
86.11 
88.28 
23.42 
81.12 
27.71 


Cait-niile 
earnings. 


Ont»» 

33^19 
32.75 
33.63 
25.18 
3a03 
27.97 

58.66 
52.37 
5&S0 
33.96 
45.12 

4a  18 


Class-Crates. 


Rate. 


104. 
104. 

8L5 
104. 
104. 
104. 

918 

96. 

69. 
104. 
104. 
104. 


Ton-mllB 
earnings. 


Mm. 
19.05 
18.79 
16.58 
17.86 
17.23 
16k  05 

8a  48 
30.50 
37.66 
23.42 
28.77 
25.62 


Car-mile 
earnings. 


VevU, 

27.69 
97.2tl 
24.04 
25.18 
24.99 
28.27 

44.12 
44.22 
4a  10 
33.96 
41.72 
37.14 


Complainant  shows  that  the  commodity  rates  on  fruits  and  vege- 
tables in  straight  and  mixed  carloads  to  and  from  stations  in  Cali- 
fomiai,  Oregon,  Nevada,  Colorado,  and  other  states  are  generally 
less  than  the  olass-C  rates.  The  commodity  rates  cited  range  from 
48.6  to  100  per  cent  of  t^  corresponding  clajss-C  rates.  It  also  shows 
that  the  maximum  rate  on  fruits  and  vegetables  in  mixed  carloads 
prescribed  in  Railroad  Commission  of  Louidam^a  y.  A.H.  T.  Ry.  Co^^ 
48  I.  C.  C,  312,  commonly  known  as  the  Shreveport  Case^  as  in- 
creased under  general  order  No,  28,  is  72.6  per  cent  of  the  cor- 
responding class-C  rate«  The  rates  assailed  average  approximately 
120  per  cent  of  the  class-C  rates,  and  the  earnings  under  the  class-C 
rates  would  be  high- 

Complainant  cited  commodity  rates  on  fruits  and  vegetables  in 
mixed  carloads  moving  intrastate  in  California  which  are  consider- 
ably lower  than  class-C  rates,  and  are  on  a  much  lower  basis  than  the 
commodity  rates  assailed  For  example,  the  rate  from  San  Fran- 
cisco to  Los  Angeles,  476  miles,  \a  31.5  cents,  or  91.3  per  cent  of  the 
class-C  rate  of  34.5  cents.  This  commodity  rate  produced  ton-mile 
earnings  of  13.26  mills.  Defendants  contend  that  the  California 
local  rates  apply  on  a  different  character  of  traffic  from  that  moving 
to  Arizona  points.  They  state  that  the  local  traffic  in  California 
moves  in  very  heavy  volume  in  stock  cars,  ventilated  freight  cars, 
or  box  cars,  most  of  it  being  packed  in  lug  boxes  from  the  orchards 
and  farms;  that  it  moves  principally  to  canning  factories  or  into 
plants  where  it  is  sorted,  graded,  and  packed  for  shipment  to  final 
markets;  that  the  traffic  to  Arizona,  on  the  other  hand,  is  made  up 
of  selected  fruits  and  vegetables  in  mixed  carloads  specially  packed, 
moving  in  refrigerator  cars,  and  that  the  volume  of  movement  is 
relatively  small.  Complainant  asserts  that  the  California  State 
rates  are  not  restricted  in  their  application  to  the  class  of  traffic  de- 
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scribed  by  defendants,  and  contends  that  these  rates  are  properly 
comparable  with  the  rates  assailed. 

Defendants  compared  the  rates  assailed  and  their  earnings  with 
the  rates  on  various  commodities  in  common  use  moving  between  the 
same  points.  In  computing  the  gross  ton-mile  revenues,  the  follow- 
ing factors  were  considered:  Weight  of  average  paying  load,  weight 
of  car,  allowance  for  empty  haul  westbound,  and  the  percentage 
relationship  of  pajdng  load  to  the  total  gross  weight  handled.  It 
was  testified  that  the  empty  refrigerator-car  movement  westbound 
passing  through  Yuma,  Ariz.,  during  1919  was  86.11  per  cent  of 
the  total  westbound  movement  of  refrigerator  cars,  and  that  from 
Bisbee  and  Douglas  the  empty  movement  is  relatively  higher.  The 
gross  ton-mile  revenues  thus  computed  are  lower  than  those  accru- 
ing on  other  commodities  shown.  Complainant  cont^ids  that  the 
abnormal  movement  westbound  of  empty  refrigerator  cars,  as  com- 
pared with  other  kinds  of  equipment,  is  due  to  a  rule  of  their  owners 
which  requires  the  return  of  the  cars  empty  unless  a  load  is  imme- 
diately available.  The  westbound  movement  of  empty  refrigerator 
cars  through  Yuma  is  16  per  cent  greater  than  the  eastbound  move- 
ment of  refrigerator  cars  both  loaded  and  empty,  a  fact  which  has 
its  bearing  on  the  weight  to  be  attached  to  defendants'  computations. 

In  Murray  <&  Layne  Co.  v.  S.  P,  Co.^  69  I.  C.  C,  562,  we  found 
that  the  commodity  rates  on  fruits  and  vegetables,  in  mixed  carloads, 
from  Los  Angeles  to  Deming,  N.  Mex.,  were  unreasonable  to  the  ex- 
tent that  they  exceeded  83  cents  prior  to  June  26,  1918,  and  $1.04  on 
and  after  that  date,  these  being  the  class-C  rates. 

We  find  that  the  rates  assailed  were,  are,  and  for  the  future  will 
be  unreasonable  to  the  extent  that  they  exceeded  83  cents  per  100 
pounds  from  San  Francisco  to  Bisbee  and  Douglas,  74  cents  per 
100  pounds  from  Los  Angeles  to  Bisbee,  and  76  cents  per  100  pounds 
from  Los  Angeles  to  Douglas  during  the  period  January  1,  1916,  to 
June  24, 1918,  inclusive;  and  $1.04  per  100  pounds  from  San  Fran- 
cisco to  Bisbee  and  Douglas,  92.5  cents  per  100  pounds  from  Los 
Angeles  to  Bisbee,  and  95  cents  per  100  pounds  from  Los  Angeles 
to  Douglas  thereafter,  subject  to  the  increases  authorized  by  us  on 
July  29,  1920.  We  further  find  that  complainant  made  the  ship- 
ments as  described  and  paid  and  bore  the  charges  thereon;  that  it 
has  been  damaged  thereby  in  the  amount  of  the  difference  between 
the  charges  paid  and  those  which  would  have  accrued  at  the  rates 
herein  found  reasonable;  and  that  it  is  entitled  to  reparation,  with 
interest.  Complainant  should  comply  with  rule  V  of  the  Rules  of 
Practice. 

The  allegation  of  undue  prejudice  is  not  sustained. 

An  appropriate  order  will  be  entered. 
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No.  1183T, 
ROLLING  FORK  OIL  COMPANY 

V. 

DIBECTOR  GENERAL,  AS  AGENT,  AND  YAZOO  A  MISSIS- 

SIPPI  VALLEY  RAILROAD  COMPANY. 


BubnUited  December  SI,  1920.    Decided  Mwy  5,  19tl. 


Rate  on  copra,  in  carloads,  f ronr  Rolling  Fork,  Miss.,  to  New  Orleans,  La„  found 
unreasonable  bat  not  unduly  prejudicial.   Reparation  awarded. 

T.  P.  Goodvym  for  complainant. 

JoJm  F.  Firierty^  A,  P.  Humburg^  and  Alex.  M.  BuU  for  defend- 
ants. 

Bepobt  of  the  Cohhission. 

DivisioK  3,  C0KKIS810NEI8  Hall,  Aitchibok,  and  Eastmak. 

Bt  Division  8: 

Exceptions  were  filed  by  defendants  to  the  report  proposed  by  the 
examiner. 

Complainant,  a  corporation  manufacturing  vegetable  oils  at  Boil- 
ing Fork,  Miss.,  alleges  that  the  rate  charged  on  nine  carloads  of 
copra  shipped  from  Boiling  Fork  to  New  Orleans,  La.,  in  October 
and  November,  1918,  was  unreasonable  and  unduly  prejudicial.  We 
are  asked  to  award  reparation.  Bates  will  be  stated  in  cents  per  100 
pounds. 

The  shipments,  aggregating  540,420  pounds,  moved  over  the  Yaioo 
A  Mississippi  Valley,  hereinafter  referred  to  as  defendant,  278  miles. 
Charges  of  $8,458.69  were  collected  at  the  applicable  third-class  any- 
quantity  rate  of  64  cents,  governed  by  the  southern  classification. 

Copra  is  the  dried  meat  of  the  coconut,  and  is  imported  from  the 
south  Pacific  islands.  Its  products,  oil,  cake,  and  meal,  are  used  for 
the  same  purposes  as  the  corresponding  products  of  cotton  seed,  and 
come  into  direct  competition  therewith. 

Prior  to  1914  there  was  little  or  no  movement  of  copra  in  this 
territory.  On  April  20, 1914,  it  was  first  listed  in  the  southern  clas- 
sification, and  was  given  an  any-quantity  rating  of  third  class,  that 
being  the  less-than-carload  rating  on  dried  fruit.  On  December  30, 
1919,  the  fifth-class  carload  rating,  applicable  on  dried  fruit,  and  on 
F^ruary  20, 1920,  the  class-D  rating,  applicable  on  cotton  seed,  were 
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made  applicable  on  copra.  When  the  shipments  moved  the  class-D 
rate  from  Boiling  Fork  to  New  Orleans  was  28  cents.  At  the  same 
time  the  class-M  rate  of  20  cents  applied  on  cotton  seed  mider  de- 
fendant's exceptions  to  the  southern  classification. 

Complainant  seeks  reparation  to  the  basis  of  the  latter  rate  and 
compares  the  rate  charged  with  rates  contemporaneously  in  effect 
between  various  southern  points,  Including  rates  of  26.6  and  31.5 
cents  to  Atlanta;,  Oa.,' from  Memphis,  Tenn.,  422  miles,  and  from 
Natchez,  Miss.;  $12  miles,  respectively.  These  were  class-D  rates 
governed  by  exceptions  to  the  southern  classification.  Complainant 
also  refers  to  interstate  distance  raties  for  278  miles,  p^blished  by 
defendant  on  various  commodities,  including  15.5  cents  on  pressed 
brick,  2Q  cents  on  ice,  28  cents  on  grain,  30  cents  on  bagging  and  ties, 
and  34  cents  on  canned  meats; 

Defendant's  class-M  rates  are  essentially  commodity  rates  and  said 
to  be  subnormaL  They  were  established  at  a  time  when  cotton  seed 
was  of  little  value  and  when  water  competition  was  active  on  the 
Mississippi  River  which  parallels  defendant's  line.  Commodity 
rates  on  copra  are  frequently  higher  than  class  D,  but  none  is  shown 
which  is  lower  than  the  class^D.  ba£ds  in  southern  territory.  No  fur- 
ther movement  from  Boiling  Fork  is  probable. 

Complainant  received  $160  per  ton  for  the  copra  shipped.  The 
value  of  cotton  seed  at  that  time  was  about  $70  per  ton.  The  64-ceiit 
rate  yielded  4.6  cents  per  ton-mile  and,  computed  on  60^046  pounds, 
the  avera^  loading  of  these  shipments,  138.2  cents  per  car-mile. 
The  claas-D  rate  of  28  cents  would  have  yielded  2  cents  per  ton^inile, 
and  60.5  cents  per  car-mile. 

We  find  that  the  rate  charged  w^  not  unduly  prejudicial  but  that 
it  was  unreasonable  to  the  extent  that  it  exceeded  28  cents  per  100 
pounds;  that  complainant  made  the  shipments  as  described  and  paid 
and  bore  tbe  charges  thereon;  tha4^  it  has  been  damaged  in  the 
amount  of  the  difference  between  the  changes  paid  and  those  which 
would  have  acprued  at  the  rate  herein  found  reasonable;  and  that 
it  is  entitled  to  reparation  in  the  sum  of  $1,945.50|  with  interest. 

An  appropriate  order  will  be  entered* 
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ILLINOIS  NORTHERN  RAILWAY. 

SECOND  INDUSTRIAL  RAILWAYS  CASE. 

No.  4181. 

IN  THE  MATTER  OF  ALLOWANCES  TO  SHORT  LINES  OF 

RAILROAD  SERVING  INDUSTRIES. 


Investigation  and  Suspension  Docket  No.  414. 

CANCELLATION  OF  RATES  IN  CONNECTION  WITH 
SMALL  LINES  BY  CARRIERS  IN  OFFICIAL  CLASSIFI- 
CATION  TERRITORY. 


SuhmUied  March  19,  1920,    Decided  March  $4,  1921. 


1.  The  Illinois  Northern  Railway  found  to  be  a  common  carrier,  lawfully  en- 

tlded  to  receive  divisions  of  Joint  rates  or  absorptions  of  switching  charges 
tinder  appropriate  tariffs  from  its  trunk  line  connections,  sudi  divisions 
or  absorptions  to  be  reasonable. 

2.  Bases  for  payment  by  Illinois  Northern  Railway  for  use  or  detention  of 

foreign  cars  on  Its  line  prescribed. 

iSarrvuel  D.  Snow  and  Clifford  E.  Browder  for  Illinois  Northern 
Railway. 

S.  H.  West  and  Z>.  P.  ConneU  for  Director  General  of  Railroads. 

SuFFUiMBNTAIi  RsFOBT  OF  THE  COMMISSION. 

By  the  Commission  : 

The  questions  presented  for  consideration  in  this  proceeding  are 
(1)  whether  the  Illinois  Northern  Railway,  hereinafter  called  re- 
spondent, was  and  is  a  common  carrier  of  property  subject  to  the 
interstate  commerce  act,  (2)  the  nature  and  extent  of  the  services 
rendered  to  those  using  its  facilities,  and  (3)  whether  it  may  lawfully 
receive  divisions  of  joint  rates  or  absorptions  of  switching  charges 
out  of  through  rates  on  interstate  shipments  to  and  from  points  on 
its  line. 

Respondent  was  incorporated  May  16, 1901,  under  the  general  rail- 
road incorporation  laws  of  Illinois,  with  an  authorized  capital  stock 
of  $500,000,  all  shares  of  which  have  been  issued.  There  are  no  bonds 
or  equipment  obligations. 

It  is  controlled  by  the  International  Harvester  Company  through 
the  beneficial  ownership  of  all  shares  of  its  capital  stock  except 
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the  qualifying  shares  of  the  directors.  The  president,  vioe  presi- 
dent, and  treasurer  of  respondent  are  also  officials  of  the  indu^ 
try,  and  devote  only  a  part  of  their  time  to  the  business  of  re- 
spondent. The  president  receives  a  salary  of  $1,440  and  the  vice 
president  $960  per  annum.  The  treasurer  receives  no  compensation 
from  respondent.  Its  clerical  force  is  paid  in  part  by  controlling 
or  affiliated  interests,  but  it  has  a  separate  operating  force  of  202 
men,  whose  wages  are  approximately  oh  the  same  basis  as  those  paid 
by  the  trunk  lines. 

It  owns  1.32  miles  of  main  track  and  7.89  miles  of  spur  tracks  and 
sidings  in  the  city  of  Chicago,  111.,  all  standard  gauge  and  laid  with 
75,  80,  and  90  pound  steel  rails.  In  addition  it  has  leased  until  1952 
the  exclusive  use  of  4.29  miles  of  main  track  and  2.97  miles  of  spurs 
and  sidings  from  the  Atchison,  Topeka  &  Santa  Fe  Railway  Com- 
pany, and  has  trackage  rights  over  1.34  miles  of  main  track  and 
11.13  miles  of  spurs  and  sidings.  It  thus  operates  over  a  total  of 
28.94  miles  of  standard-gauge  tracks  and  connects,  eitiier  directly 
or  by  means  of  trackage  rights,  with  the  Indiana  Harbor  Belt  Bail- 
way,  the  Belt  Railway  Company  of  Chicago,  and  a  number  of 
trunk  lines.  It  owns  7  locomotives,  68  freight  cars,  and  1  company 
service  car,  and  leases  1  locomotive.  Its  freight  cars  are  interchanged 
with  the  trunk  lines. 

Respondent  files  annual  reports  and  tariffs  with  us  and  keeps  its 
accounts  under  our  requirements.  It  also  files  tariffs  with  the  Pub- 
lic Utilities  Commission  of  Illinois.  It  issues  bills  of  lading  for 
shipments  originating  on  its  line.  These  are  moved  to  the  trunk 
lines  on  interline  switching  waybills  and  the  trunk  lines  issue  the 
through  waybills.  For  plant  and  interplant  service  a  switching 
ticket  is  used.  Respondent's  freight  charges  are  collected  from  the 
connecting  carrier  except  that-  on  Chicago  district  business  originat- 
ing on  its  line  the  charges  are  prepaid  by  the  shipper.  It  publishes 
less-than-carload  rates  but  does  no  mail,  express,  or  passenger 
business. 

Respondent  publishes  demurrage  tariffs  and  collects  demurrage 
thereunder  for  its  own  accoimt,  settling  with  the  trunk  lines  on  a 
per  diem  and  reclaim  basis.  Nineteen  of  the  shippers  served  by 
respondent  have  executed  with  it  average  demurrage  agreements. 
It  is  not  a  member  of  the  American  Railway  Association,  but  is  a 
subscriber  to  the  per  diem  rules  agreement  of  that  association.  In 
1918  it  paid  per  diem  charges  aggregating  $123,929.20  and  received 
per  diem  reclaims  to  the  amount  of  $149,586.80  on  the  basis  of  an 
allowed  detention  period  of  five  days.  Since  January  1, 1919,  reclaim 
settlements  have  been  made  with  the  trunk  lines  on  the  basis  of  an 
actual  average  detention  of  3.65  days. 
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In  addition  to  the  controlling  industry  respondent  serves  38  inde* 
pendent  shippers  and  receivers  of  freight,  26  of  which  are  exclusively 
served  by  it.  Thirty  of  the  38  have  standard-gauge  industrial 
tracks  or  sidings  over  which  respondent  operates  for  distances  rang- 
ing from  68  feet  to  over  4  miles  but  for  the  use  of  which  it  pays  no 
oompensation.  None  of  the  industries  served  has  either  engines  or 
equipment  except  the  Crane  Company,  which  operates  one  or  two 
engines  for  spotting  cars. 

For  the  year  ended  December  31,  1918,  approximately  60  per  cent 
of  the  traffic  and  61  per  cent  of  the  revenue  were  from  other  than  the 
controlling  or  affiliated  industries. 

Operation  of  trunk  line  power  and  equipment  is  safe  and  prac- 
ticable over  respondent's  line  and  such  operation  occurs  daily.  The 
Grand  Trunk  Western  Railway  moves  approximately  9,000  cars  per 
year  over  resp<mdent's  line  under  a  trackage-right  agreement. 

Bespondent  has  classification  and  storage  yards,  freight  stations 
for  incoming  and  outgoing  freight,  and  five  public  team  tracks, 
located  outside  the  plant  enclosure,  on  Twenly-sixth  street.  Thirty- 
first  street,  Western  avenue,  Central  Park  avenue,  and  Qakley  ave- 
nue, from  or  over  which  1,659  cars  were  handled  in  1918. 

The  ^^  book  value  "  of  the  various  classes  of  property,  including 
materials  and  supplies,  owned  by  respondent  on  December  31,  1918, 
is  said  to  have  been  $862,703.34.  This  ^  value  "  it  is  claimed  repre- 
sents the  original  cost  of  the  property  used  in  public  service,  includ- 
ing a  leasehold  account  of  $204,835.75,  less  reserve  for  accrued  de- 
preciation, and  no  part  of  the  plant  facilities  of  the  controlling 
industry  is  included.  A  valuation  is  now  being  made  by  us  imder 
section  19a  of  the  act  but  has  not  yet  been  completed. 

Respondent  has  not  so  kept  its  records  as  to  separate  its  intrastate 
and  interstate  traffic,  but  from  tests  made  for  a  month  in  1918  and 
for  10  days  in  1919  it  was  found  that  about  80  per  cent  of  the  inter- 
change, overhead,  and  less-than-carload  traffic  was  interstate. 

The  average  haul  from  the  various  interchange  points  to  or  from 
the  controlling  or  affiliated  industries  ranges  from  0.59  mile  to  4.74 
miles,  of  which  0.42  mile  and  4.07  miles,  respectively,  is  over 
tracks  of  respondent;  to  or  from  independent  industries  0.24  mile, 
wholly  over  respondent's  tracks,  to  6.98  miles,  4.13  miles  of  which 
is  over  its  tracks;  and  to  or  from  team  tracks  and  freight  stations 
0.24  mile  wholly  over  respondent's  tracks,  to  4.7  miles,  4.2  miles  of 
which  is  over  its  tracks. 

Respondent's  interchange  switching  for  the  controlling  industry 

does  not  differ  from  that  performed  for  independent  shippers  or 

which  would  be  performed  by  the  trunk  lines  if  they  served  the 
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controUing  industry  directly.  Interchange  with  the  trunk  lines  is 
generally  made  at  junction  points,  but  beyond  in  some  inirtances,  as 
in  the  Chicago  switching  district,  it  is  the  priyilege  of  the  reoeiy- 
ing  line  to  indicate  where  its  connection  shall  make  delivery. 

Respondent's  division  for  interchange  service,  collected  from  the 
trunk  lines,  is  $1.38  per  car  of  60,000  pounds  and  12.5  cents  per  net 
ton  or  fraction  thereof  in  excess  of  60,000  pounds ;  except  that  in  the 
case  of  coal  the  division  is  $1.38  per  car  of  60,000  pounds,  plus  12Ji 
cents  per  net  ton  or  fraction  thereof  up  to  70,000  pounds,  when  i 
flat  division  of  $5  per  car  is  allowed,  plus  10  cents  per  net  ton  in  ex- 
cess of  70,000  pounds,  the  latter  excess  being  paid  by  the  shipper. 
On  less-than-carload  traffic  respondent  receives  6.25  cents  per  100 
pounds. 

Bespondent's  charges  for  performing  an  intermediate  service  be- 
tween trunk  lines  are  $3  per  loaded  car,  $1.50  per  empty  car,  $3iM) 
per  new  empty  car,  and  $6.60  per  coach,  baggage,  caboose,  or  sleeping 
car. 

At  the  time  of  the  hearing  its  published  charge  for  local  switching 
from,  to,  ox  between  industries  was  $4.60  per  car  of  60,000  pounds, 
plus  10  cents  per  net  ton  or  fraction  in  excess  thereof.  On  Feb- 
ruary 23,  1920,  a  charge  of  1  cent  per  100  pounds,  minimum  60,000 
pounds,  became  effective.  On  team  tracks  the  rate  is  $1  per  car 
higher.  It  charges  $2.60  per  car  for  plant  and  interplant  switching 
regardless  of  weight. 

On  less-than-carload  local  traffic  the  charges  are  6.5  cents  per  100 
pounds,  minimum  50  cents  per  shipment;  across-platform  handling 
charges,  $1  per  net  ton.  On  trap  cars  between  trunk  lines  and  in- 
dustries on  its  line  respondent  receives  carload  divisions.  On  move- 
ments in  trap  cars  for  industries  on  its  line  to  respondent's  fright 
house,  in  lots  of  6,000  poimds  or  more,  no  charges  are  made,  this  being 
a  common  practice  in  the  Chicago  switching  district  on  all  roads,  sub- 
ject to  certain  minimum  rates.  If  the  lot  is  less  than  6,000  pounds, 
the  carload  rate  is  charged. 

It  was  testified  that  respond^it's  divisions  are  lower  than  those  of 
the  trunk  lines  for  similar  services  and  approximately  the  same  as 
those  of  other  industrial  railroads. 

In  the  past  few  years  the  cost  of  labor  and  materials  has  greatly 
increased  and  respondent  has  made  wage  increases  corresponding  to 
those  of  the  trunk  lines.  The  compensation  of  respondent  was  in- 
creased 26  per  cent  under  general  order  No.  28  of  the  Director  Gen- 
eral T>f  Bailroads. 
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The  foUowing  figaree  from  inoome  aooount  are  taken  from  the 
annnal  reports  of  respondent  for  ldl7  and  1918  and  from  an  ex- 
hibit for  the  first  nine  months  of  1919 : 


Items. 

m? 

1918 

Ninemonttaf 
in  1910. 

llillwBT  otMratlDC  nymuM 

9463, 9n.  58 

8454,388.80 
484;  168. 96 

8315,753.08 
389,007.10 

PaUiTty  oiHndng  txptosM 

N^t  f  WW  from  fiUwiy  optrattoni 

8S,SBL46 

80,119.82 

90,144.84 

T^tfi^pfij  tux  Momtli  ....k , 

10^870.07 

8,786.16 

7,86155 

73,44178 

90,884.66 

18,388  30 

TotelraOwAyoptrittikCtJiMBiiL , 

73,443.78 

30,884.66 

18,382.30 

BlnofflrtlchtflRV— Cr«4ttbtl«P0fT 

40,111.46 
7,079.38 

35,657.60 
8,604.28 

050.54 

Ottaw  non^pereting  inoome 

3,198.16 

Total  xi4n<7p4niiting  innmie 

fi3,10a78 

30,851.88 

8,157.70 

Gms  inoome.                   ,.        ^     .^ 

135,633.51 

40,686.54 

31,430.00 

]>tdnctionff  from  crom  inoome 

119,393.30 

96,046.97 

66,88134 

Net  inoome. . . . . . . .  x . . 

6,34a  33 

^  40,860, 4S 

^46,44$.  MS 

iDtlloite. 

Exhibits  were  introduced  purporting  to  show  the  cost  of  the  serv- 
ice in  1918  and  for  the  first  nine  months  in  1919,  apportioned  be- 
tween interchange  and  other  switching  on  the  engine-hour  basis. 
This  apportionment  was  based  upon  a  formula  apparently  employed 
by  the  so-called  Huddleston  committee  of  railroad  operating  men 
and  auditors,  representatives  of  which  in  1916  made  a  study  of  the 
time  consumed  in  handling  the  intermill  traffic,  and  concluded  that 
95.0421  per  cent  of  the  engine-hours  were  chargeable  to  interchange 
traffic,  and  the  remainder  to  the  intermill  switching.  It  was  testi- 
fie(][  that  this  percentage  has  since  been  tested  several  times  by  re- 
spondent and  found  to  be  as  nearly  correct  as  could  be  determined ; 
but  it  does  not  appear  whether  the  percentages  so  used  were  based 
upon  the  total  number  of  engine-hours  for  all  services  and  including 
idle  time  or  otherwise.  The  above  percentage  was  taken  as  repre- 
senting the  engine-hours  chargeable  to  interchange  in  1918  and  1919 
and  in  arriving  at  the  cost  per  car  for  those  two  years.  The  cost  of 
interchange,  including  6  per  cent  interest  on  the  book  value  of  the 
property  used  in  that  service,  taxes,  and  rentals,  is  shown  as  $6.88 
per  car  in  1918  and  $7.68  per  car  in  1919.  It  was  testified  that  the 
Huddleston  committee  had  determined  that  respondent  was  entitled 
to  about  $5  per  car  in  1916  for  the  interchange  service. 

In  Chicago,  West  PuUman  &  Southern  R.  R.  Co.  Case,  37  I.  C.  C, 
408,  we  said  that  in  making  a  general  separation  of  the  expenses 
chargeable  to  interchange  and  interior  flant  switching  the  engine- 
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hour  will  usually  be  found  a  safer  guide  than  cars  handled.  The 
method  used  by  respondent,  while  based  upon  engine-hours,  is  unsat- 
isfactory in  that  it  represents  what  amounts  to  an  arbitrary  division 
without  other  attempt  at  verification  than  short  test  periods,  and 
perhaps  includes  idle  time  and  services  other  than  those  performed 
for  the  trunk  lines.  The  cost  of  the  interchange  traffic  in  1918  has 
been  computed  on  the  basis  of  76,824  cars.  Overhead  switching  be- 
tween the  trunk  lines  to  the  extent  of  13,547  cars  is  included  in  that 
number.  The  local  switching  and  plant  and  intraplant  movements 
totaled  9,597  cars,  or  about  11  per  cent  of  all  cars  switched.  The 
total  cost  of  operation  for  1918,  including  interest  on  the  book  value 
of  the  property,  taxes,  and  rentals  is  given  as  $549,146.01.  Deduct- 
ing $521,919.90  as  the  amount  chargeable  to  interchange  leaves  a 
balance  of  $27,226.11,  approximately  5  per  cent  of  the  total  cost  of 
operation,  as  the  amount  chargeable  to  plant,  intraplant,  and  local 
switching.  Eliminating  the  cars  included  under  "wheelage"  tiie 
average  cost  per  car  would  be  $2.83  as  against  respondent's  published 
charge  of  $2.50  for  plant  and  interplant  switching.  This  suggests 
the  inquiry  whether  these  classes  of  service  are  charged  their  fair 
share  of  the  operating  expenses  and  other  classes  more  than  their  fair 
share.  It  is  stated  that  the  less-than-carload  interchange  or  the  over- 
head switching  cost  could  not  be  separately  allocated.  It  is  also  ob- 
served that  there  has  been  no  attempt  to  make  a  segregation  as  be- 
tween interstate  and  intrastate  traffic. 

It  is  apparent  from  the  record  that  operating  costs  have  greatly 
increased  since  1914  and  that  respondent  is  entitled  to  some  increase 
in  its  charges  for  the  interchange  traffic.  Its  deficit  for  1918  was 
over  $46,000  and  for  the  first  nine  months  of  1919  over  $45,000.  On 
the  other  hand,  the  data  of  record  are  not  complete  enough  to  de- 
termine with  any  reasonable  degree  of  certainty  the  maximimi  divi- 
sions or  charges  that  may  lawfully  be  paid  or  absorbed  by  the  trunk 
lines  on  interstate  traffic  handled  by  respondent. 

We  have  in  former  cases  pointed  out  that  the  payment  of  per 
diem  reclaims  to  industrial  railroads  may  result  in  preferences  and 
advantages  to  the  proprietary  industries.  Upon  consideration  of 
the  record  we  find  in  accordance  with  our  holding  in  Birmingham 
Southern  R.  R.  Co,  v.  Director  Oeneral^  61 1.  C.  C,  551,  that  the  per 
diem  agreement  is  not  a  proper  basis  for  settlement  by  an  industrial 
railway  for  the  use  or  detention  upon  its  lines  of  foreign  cars. 

We  further  find  that  the  respondent  was  and  is  a  common  carrier 
of  property  subject  to  the  interstate  commerce  act  and  may  lawfully 
receive  from  its  trunk  line  connections  divisions  of  joint  rates  or 
absorptions  of  its  switching  charges  under  appropriate  tariff  pro- 
visionS|  such  divisions  or  absorptions  to  be  reasonable.    A  complete 
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and  specific  statement  of  any  basis  agreed  upon  between  reepcmdent 
and  the  trunk  lines  should  be  filed  with  us  inunediately  upon  its 
ad<^)tioii. 

We  further  find  that  tiie  following  arrangement  between  respon^ 
dent  and  its  trunk  line  connections  with  respect  to  the  detention  of 
foreign  oars  on  the  line  of  the  f onner  will  be  reasonable  and  proper 
for  the  future. 

The  Illinois  Northern  Bailway  and  the  defendant  trunk  lines  con* 
necting  with  the  Illinois  Northern  Railway  shall  establish  rules  in 
accordance  with  the  provisions  of  appendix  C  of  the  United  ijtates 
Railroad  Adniinistratian's  circular  CS-69  providing  for  assessment 
of  charges  for  use  and  detention  of  cars  except  those  at  home  on  the 
tracks  of  the  Illinois  Northern  or  the  industries  located  therecw 
against  the  Illinois  Northern  Railway  at  the  contemporaneous  de^ 
murrage  rates  on  cars  delivered  loaded  and  returned  empty  or  de- 
livered empty  and  returned  loaded  after  the  expiration  of  72  hours' 
free  time ;  for  the  similai:  assessment  of  charges  for  use  and  deten- 
tion of  cars  at  the  oontemporaiieous  demurrage  rates  on  cars  deliv- 
ered loaded  and  returned  loaded  after  144  hours'  free  time ;  and  for 
the  like  assessment  of  charges  for  use  and  detention  of  cars  on  cars 
delivered  empty  and  returned  empty  after  24  hours'  free  time.  Time 
shall  be  computed  from  the  first  7  a.  m.  after  actual  placement  on  the 
interchange  track  until  returned  to  a  recognized  interchange  track; 
except  that  when,  through  no  fault  of  the  delivering  line,  such  place- 
ment can  not  be  made  upon  ^  interchange  traok,  time  shall  be  com- 
puted from  the  first  7  a.  m.  after  notice  of  readiness  to  deliver  such 
car  has  been  sent  or  given  to  the  industrial  carrier,  such  notice  to  con- 
tain a  statement  of  point  of  shipment,  car  initials  and  numbers,  car 
contents,  consignee,  and  if  transferred  in  transit  the  initials  and  num- 
ber of  the  original  car.  Sundays  and  legal  holidays,  but  not  half 
holidays,  shall  be  excluded  except  as  hereinafter  stated.  On  cars  de- 
livered loaded  and  returned  empty  and  on  cars  delivered  empty  and 
returned  loaded  one  credit  shall  be  allowed  for  each  car  returned 
within  the  first  48  hours  of  free  time ;  after  the  expiration  of  72  hours' 
free  time,  one  debit  per  car  per  day  or  fraction  of  a  day  shall  be 
charged  for  each  of  the  first  four  days;  in  no  case  shall  more  than 
one  credit  be  allowed  on  any  one  car  and  in  no  case  shall  more  than 
four  credits  be  applied  in  cancellation  of  debits  accruing  on  any  one 
car.  On  cars  delivered  loaded  and  returned  loaded  two  credits  shall 
be  allowed  for  each  car  returned  within  the  first  96  hours  of  free 
time,  one  credit  shall  be  allowed  for  each  car  returned  within  the 
first  120  hours'  free  time ;  after  the  expiration  of  144  hours'  free  time, 
one  debit  per  car  per  day  or  fraction  of  a  day  shall  be  charged  for 
each  of  the  first  eight  days;  in  no  case  shall  more  than  two  credits 
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be  allowed  accruing  on  any  one  car,  nor  more  than  eight  credits  be 
applied  in  cancellation  of  debits  accruing  on  any  one  car.  After  a 
car  has  accraed  the  debits  named,  charges  for  use  and  detenticm  of 
cars  at  the  contemporaneous  demurrage  rates  shall  be  collected  for 
eadi  succeeding  day  or  fraction  of  a  day,  including  all  subsequent 
Sundays  and  legal  holidays.  At  the  end  of  the  calendar  month  the 
total  credits  shall  be  deducted  from  the  total  debits  and  charges  f w 
use  and  detention  of  cars  at  the  contemporaneous  demurrage  rates 
per  debit  charged  for  the  remainder.  If  the  credits  equal  or  exceed 
the  debits,  no  charge  or  payment  shall  be  made  on  account  of  such 
excess  credits,  nor  shall  credits  in  excess  of  the  debits  of  any  one 
month  be  considered  in  computing  the  average  detention  for  another 
month.  On  cars  delivered  empty  and  returned  empty,  charges  fw 
use  and  detention  of  cars  at  the  contemporaneous  demurrage  rates 
per  car  per  day  or  fraction  of  a  day  shall  be  collected,  after  the  ex- 
piration of  24  hours'  free  time. 

Under  this  arrangement  shippers  located  on  the  Illinois  Northeni 
would  be  accorded  the  same  treatment  in  the  matter  of  demurrage 
as  those  located  on  the  lines  of  other  common  carriers,  and  the 
Illinois  Nortiiem  would  be  enabled  to  execute  average  demurrage 
agreements  with  industries  served  by  it  under  circumstances  similar 
to  those  which  control  the  making  of  such  agreements  between  otha 
lines  and  the  industries  served  by  them. 

An  appropriate  order  will  be  entered  in  No.  4181.  No  order  k 
necessary  in  Investigation  and  Suspension  Docket  No.  414. 


Hall  and  Attohison,  Ootwrnimonersy 
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PULLMAN  RAILROAD  COMPANY. 

SECOND  INDUSTRLAIi  RAILWAYS  CASE. 

No.  4181. 

IN  THE  MATTER  OF  ALLOWANCES  TO  SHORT  LINES  OF 

RAILROAD  SERVING  INDUSTRIES. 


IirVBBTIQATION    AND    SUSPENSION    DOOKET   No.    414. 

CANCELLATION  OF  RATES  IN  CONNECTION  WITH 
SMALL  LINES  BY  CARRIERS  IN  OFFICIAL  CLASSIFI- 
CATION TERRITORY. 


SiOnnUted  August  28,  1919.    Decided  March  &f,  19B1. 


X,  Ponman  Railroad  Oompany  found  to  be  a  common  carrier  of  property  snb- 
Ject  to  the  intoratate  commerce  act  which  may  lawfully  participate  in 
Joint  rates  with  other  common  oarriera,  or  have  its  charges  on  interstate 
ahipments  absorbed  under  proper  tarift  provision  by  the  roads  having  the 
line  haul.  Its  compensation  must  not  be  more  than  is  reasonable;  and 
a  complete  and  specific  statement  of  any  basis  agreed  upon  must  be 
filed  with  the  Commission  inmiediately  upon  its  adoption. 

2.  Rnles  for  car  interchange  arrangements  between  the  Pullman  Railroad  Oom- 
pany and  its  trunk  line  connections  and  basis  of  settlement  for  accrued 
diaif^es  suggested. 

G.  8.  Femald  for  PuUman  Railroad  Company. 
WiOiam  W.  CoOin^  jr.,  for  New  York  Central  lines. 
James  StiUweU  for  Pennsylyania  Company  and  Pittsburgh,  Cin- 
cinnati, Chicago  &  St.  Loois  Railroad  Company. 

Supplemental  Report  op  the  Commission. 

By  the  Commission  : 

The  portion  of  this  proceeding  now  before  us  presents  the 
question  whether  the  Pulhnan  Railroad  Company,  hereinafter  called 
ttie  Pullman  Railroad,  respondent  herein,  is  a  common  carrier  which 
may  lawfully  receive  compensation  from  its  trunk  line  connections 
in  the  form  of  divisions  of  joint  rates  or  absorptions  of  its  switching 
charges  out  of  through  rates  on  interstate  shipments  to  and  from 
points  on  its  lines. 

The  Pullman  Railroad's  response  to  a  questionnaire  addressed  to 
it  by  us  on  May  29,  1919,  giving  additional  information  as  to 
changes  since  January  1,  1914,  in  physical  properties,  manner  of 
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operation,  and  pertinent  matters  was,  with  its  consent  and  that  of 
its  trunk  line  connections,  made  a  part  of  the  record. 

The  Pulhnan  Railroad  is  a  switching  road,  incorporated  August 
25,  1906,  under  the  general  railroad  incorporation  laws  of  lUinoia 
and  operates  in  Chicago  and  Pullman,  111.  It  has  an  authorized 
capital  stock  of  $600,000,  shares  of  which  aggregating  $175,000  in 
par  value  were  issued  for  cash,  $125,000  for  purchase  of  locomotives 
and  cars,  and  $200,000  as  "a  further  consideration"  for  lease  of 
right  of  way  and  use  of  tracks  of  the  Pullman  Company,  for  which 
it  had  theretofore  paid  $7,000  per  annum.  It  owns  6.21  miles  of 
main  track  and  6.719  miles  of  spur  track  and  sidings,  and  leases  from 
the  Pullman  Company  3.03  miles  of  main  track  and  6.596  miles  of 
spur  track  and  sidings,  all  standard  gauge.  The  leased  tracks  ex- 
tend from  One  hundred  and  fourth  street  to  One  hundred  and  fif- 
teenth street  in  the  city  of  Chicago,  and  most  of  them  are  within 
the  plant  inclosure  of  the  Pullman  Company.  All  of  the  tra<^ 
owned  by  the  Pullman  KaUroad  are  outside  of  the  plant.  The  main 
line  owned  consists  of  two  separate  sections,  one  extending  to  Ninety- 
fifth  street  from  the  north  end  of  the  Pullman  Company's  property 
at  One  hundred  and  fourth  street  and  the  other  extending  from  the 
south  end  of  the  property  at  One  hundred  and  fifteenth  street  to  One 
hundred  and  thirtieth  street.  These  two  sections  are  connected  by 
means  of  its  leased  tracks  within  the  plant  inclosure.  Yard  tracks 
and  sidings  in  and  about  the  various  plants  of  the  Pullman  Com- 
pany aggregate  about  75  miles,  and  these  plant  tracks  are  used  by 
the  Pullman  Bailroad  in  placing  cars  at  the  various  loading  and 
unloading  points  within  the  plant  inclosure. 

The  Pullman  Railroad  has  direct  track  connection  at  the  north 
end  of  its  line  with  the  Chicago,  Bock  Island  A  Pacific,  New  York, 
Chicago  &  St.  Louis,  Belt  Bailroad  of  Chicago,  Chicago  &  Western 
Indiana,  and  Chicago,  West  Pullman  &  Southern,  and  at  the  south 
end  with  the  Illinois  Central,  Chicago,  Lake  Shore  &  South  Bend, 
and  Michigan  Central.  Equipment  owned  and  operated  by  it  con- 
sists of  6  locomotives  and  158  freight  cars,  none  of  which  is  inter- 
changed with  connecting  carriers.  The  tracks  of  the  Pullman  Bail- 
road are  in  such  condition  as  to  make  operation  of  trunk  line  power 
over  them  safe  and  practicable,  and  trunk  line  engines  enter  the 
interchange  yards  of  respondent. 

It  files  tariffs  and  annual  reports  with  us  and  its  accounts  are 
kept  under  our  requirements.  It  publishes  no  rates  for  transporta- 
tion of  freight  in  less-than-carload  quantities  and  does  no  passenger, 
mail,  or  express  business.  It  issues  bills  of  lading  and  moves  cars 
to  connecting  trunk  lines  on  transfer  switching  slips  from  which  the 
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agente  of  the  connecting  lines  make  out  through  waybills..  No  pre- 
paid charges  are  collected  by  it  on  cars  destined  beyond  the  Chicago 
switching  district. 

llie  Pullman  Railroad  has  its  own  demurrage  tariffs  and  collects 
demurrage  for  itself  from  industries  served,  settling  with  its  trunk 
line  connections  in  accordance  with  the  per  diem  rules  of  the  Ameri- 
can Railway  Association,  of  which  it  is  a  member.  During  the  cal- 
endar year  1918  an  aggregate  of  $66,749.25  was  so  paid  to  the  owners 
of  cars  for  the  detention  of  cars,  while  per  diem  reclaims  received 
from  its  trunk  line  connections  during  the  same  period,  based  on  an 
allowed  detention  period  of  five  days,  amounted  to  $57,368,75.  This 
detention  period  was  reduced  January  1, 1919,  to  3.61  days.  Thirteen 
of  the  industries  served  by  the  Pullman  Railroad  have  executed  the 
average  agreement  with  it,  the  remaining  industries  being  on  a 
straight  demurrage  basis. 

The  Pullman  Company*  a  manufacturer  of  railroad  cars,  located 
in  the  Pullman  and  Kensington  districts  of  Chicago,  west  of  Lake 
Calumet,  controls  the  Pullman  Railroad  through  ownership  of  all 
but  seven  shares  of  its  capital  stook.  The  president  and  vice  presi- 
dent of  the  Pullman  Railroad  also  occupy  positions  with  the  Pullman 
Company,  the  former  receiving  no  salary  from  the  Pullman  Rail- 
road and  the  latter  receiving  $3,500  from  the  railroad  and  ^,500 
from  the  Pullman  Company.  Separate  accounts  are  kept  by  the 
Pullman  Railroad. 

The  Pullman  Railroad  serves,  in  addition  to  the  controlling  Indus* 
try,  18  independent  shippers  and  receivers  of  carload  freight  located 
along  its  line,  all  having  private  sidings,  over  which  it  operates  with- 
out compensating  the  industries.  In  the  car-works  plant  of  the  Pull- 
man Company  Uiere  are  approximately  25  miles  of  standard-gauge  ^d- 
ingB,  over  which  the  plant  operates  5  small  locomotives  and  34  cars,  the 
cars  being  leased  from  the  Pullman  Railroad  on  the  basis  of  6  per 
cent  of  the  book  value  of  the  investment  These  industrial  tracks  are 
not  carrier  property,  and  the  work  done  is  entirely  a  plant  service,  for 
which  the  industry  does  not  ask  or  receive  compensation. 

There  are  two  public  team  tracks  on  the  line  of  the  Pullman  Rail- 
road, one  at  One  hundred  and  third  street  and  the  other  at  One  hun- 
dred and  fifteenth  street,  and  107  cars  were  handled  in  interchange 
service  from  these  tracks  during  1918. 
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An  analysis  of  traffic  and  revenue  for  the  year  1918  is  giy^i  below« 


Revenae  lervioeB. 


Interchange  servior. 

Between  plants  of  contrcdlinghidiistryAndiunctions  with  connecting 

Between  Independent  industries  and  juncuons  with  connecting  earners 

Between  team  tracks  or  freight  stations  and  Junctions  with  connecting  car- 
riers   


Number 
of  cars. 


17,080 
21,  «U 

107 


Total  interchange  service 

Plant  and  interplant  service: 

For  controlling  industry 

For  independent  industries 

Total  plant  and  interplant  service. 


>  80, 048 


6,256 
0,216 


11,^2 


Local  switchinr: 

Between  pumts  of  controlling  or  affiliated  industries  and  other  industries. 


team  tracks,  or  stations. 
Between  independent  industries . 


Total  local  switching . 


Other  revenue  service: 

Cars  (10^)  weighed  for  controlling  industry. 
Cars  (2,863)  weighed  for  public 


Orand  total,  all  services. 


1,40B 

787 


2,106 


52,715 


Amoontflf 


054, 6Mb  M 

71,2nbSt 


126.298.48 


10, 264.  a 
l^CTLOt 


g^286.ia 
4,S0S.4ft 


i2,eeL48 


7,000.00 
1,71L80 


168,e2L88 


lit  is  estimated  that  about  46  per  cent  to  60  per  cent  oftbe  cars  handled  ininteRhante  Mrrlot  «•  lati^ 

state,  and  the  balance  interstate. 

The  average  length  of  haul  between  plants  of  ccmtrolling  or  aflUi* 
ated  industries  and  junctions  with  connecting  carriers  or  other  inter- 
change points  is  given  as  2.97  miles,  of  which  0.5  mile  is  over  indus- 
trial tracks,  2.18  miles  over  Pullman  Railroad's  tracks,  and  0.29  mile 
over  trunk  line  tracks;  between  independent  industries  and  junctions 
with  connecting  carriers  or  team  tracks,  2.87  miles,  of  which  0.1 
mile  is  over  the  tracks  of  the  industry,  2.46  miles  over  tracks  of  the 
Pullman  Railroad,  and  0.29  mile  over  tracks  of  connecting  trunk  line; 
between  team  tracks  and  junctions  witii  connecting  carriers  or  other 
interchange  points  2.87  miles,  2.58  miles  over  Pullman  Railroad 
tracks,  and  0.29  mile  over  trunk  line  tracks.  It  is  stated  that  the 
above  figures  do  not  represent  the  average  service  haul  for  any  givoi 
period,  but  only  the  average  distance  one  car  might  be  handled ;  that 
63  per  cent  of  the  cars  interchanged  are  handled  via  Hxe  Belt  Railway 
Company  of  Chicago  at  Pullman  Junction  between  which  inter- 
change point  and  the  controlling  industry  and  independent  industries 
or  team  tracks  the  average  length  of  haul  is  8.62  and  S.87  miles,  re- 
spectively; and  that  the  average  service  hauls  of  the  Pullman  Rail- 
road  are  3.35  miles  and  3.24  miles,  respectively. 

Trunk  lines  set  incoming  cars  for  the  Pullman  Railroad  in  the 
latter's  interchange  yards  at  Pullman  Junction  and  Kensington 
Transfer,  while  outgoing  cars  are  delivered  to  trunk  line  connections 
in  their  interchange  yards.    For  the  interchange  of  cars  with  the 
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Michigan  Central  and  Illinois  O^itral,  the  Pullman  Bailroad  has 
assigned  for  their  exdusive  use  two  tracks  maintained  by  it  at  the 
Kensington  yard  upon  wiiich  they  deliver  and  receive  cars. 

The  interchange  service  performed  by  respondent  is  done  as  an 
operating  matter  on  a  daily  schedule  and  the  service  performed  for 
the  controlling  industry  is  similar  in  manner  and  extent  to  that 
performed  for  independent  shippers  and  receivers  and  is  the  same 
as  would  be  performed  if  they  were  served  directly  by  the  trunk  lines. 

The.  Pullman  Railroad  makes  no  charge  in  addition  to  the  trunk 
line  rate  for  interchange  switdiing  to  and  from  the  industries 
located  on  its  lines,  as  it  is  eustomuy  to  apply  the  Chicago  rates 
on  all  interstate  carload  traffic.  It  formerly  received  out  of  the 
trunk  line  rate  $8  per  car,  but  this  amount  was  increased  June  25, 
1918,  to  $3.76  per  car.  In  addition  the  trunk  lines  absorb  $1.25 
and  $2.50  per  car  for  freight  and  passenger  equipment,  respectively, 
and  $6.26  for  each  locomotive  and  steam  crane. 

For  movement  between  the  different  plants  on  its  line  the  respon- 
dent charges  $2  per  car,  and  where  an  industry  desires  the  assign- 
ment of  an  engine  and  crew  for  switching  within  the  plant  inclosure 
the  rate  is  $8.50  per  hour.  Its  tariffs  also  provide  a  charge  for  local 
switching  of  1  cent  per  100  pounds,  minimum  weight  60,000  pounds, 
on  all  freight  except  coal  and  coke,  on  which  the  rate  is  10  cents  per 
ton,  minimum  30  tons ;  $2  for  new  or  old  freight  cars  empty ;  $5  for 
passenger  equipment  empty;  and  $10  for  cranes,  locomotives,  etc., 
on  their  own  wheels.  For  switching  between  trunk  lines  a  charge  of 
$3.50,  formerly  $2.50,  is  made  for  carload  freight  and  $2,  formerly 
$1.50,  for  empty  freight  cars.  The  increased  charges  became  effec- 
tive on  February  4, 1920. 

The  Pullman  Railroad  shows  a  "  book  value  "  of  $686,676.63  for 
property  used  in  the  public  service,  distributed  as  follows : 

Road : $211, 919. 21 

Leasehold 188, 720. 35 

Bqnlpment 152, 847. 85 

Improvem^its  on  leased  railway  property 2,802.27 

Materials  and  supplies 29, 342. 62 

Insurance  paid  In  advance 1,044.83 

Total 686, 676. 68 

The  ^values"  claimed  are  stated  to  be  based  on  original  cost. 
After  deducting  $82,668.15  reserved  for  accrued  depreciation  on 
equipment  the  present  book  value  is  stated  as  $504,008.48.  A  valua- 
tion of  the  Pullman  Bailroad's  property  is  being  m^e  by  us,  but 
no  report  has  been  adopted. 

A  comparison  of  operating  costs  for  1918  is  made  with  those  for 
1914.    The  total  operating  expenses  for  1918  plus  taxes  and  6  per 
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cent  interest  on  investm^it  are  giyen  as  $227,159.12  as  contrasted 
with  $140,551.36  for  1914.  In  apportioning  common  expenses  and 
the  interest  on  the  value  of  the  Pulhnan  Railroad's  property  used  in 
the  different  classes  of  switching  the  allocation  purports  to  be  made 
on  tiie  engine-hour  basis,  and  apparently  it  was  assumed  that  the 
number  of  engine-hours  and  the  number  of  cars  handled  in  the 
various  classes  of  service  were  the  same  in  1918  as  in  1914. 

In  stating  the  "  property  investment "  for  1918  an  item  for  "  lease- 
hold," $188,720.35,  is  included.  It  is  not  clearly  shown  what  this 
represents.  If  it  is  the  value  of  the  property  leased,  the  reasons  for 
including  it  in  the  property  investment  are  not  explained.  The  cost 
study  is  far  from  clear. 

The  figures  below  are  taken  from  the  income  account  for  the  years 
specified,  as  shown  in  the  Pullman  Bailroad's  annual  reports  to  us: 


Items. 

IW*       • 

1917 

mM 

Ral  1  way  oDeratinR  re  vonuos 

$151,91«.17 
98,088.80 

8180,070.16 
127,740.68 

8250,884.  S7 

RAllar*Y  (JfMVBtlllK  AXDenSfiS 

iio;7is.s 

Not  revenue  from  railway  operattons 

88,877.87 

88,890.68 

80,U0iOi 

U,  40a  18 

18,470.78 
25.25 

17,907.08 

UnooUectible  railway  revenues. 

Railway  OT>flratlDir Incomer ....  

38,417.09 

33,824.60 

72,168.04 

Total  operating  income 

38,417.89 

33,824.60 

72,168.04 

Hire  of  freiiJit  cars — Credit  balance 

3,055.91 
15.88 

727.35 
U,72l.25 

618.84 

Rent  from  loc(MnotiveB 

8.88 

Miscellaneous  rent  income 

825.00 

14,394.78 

479.46 

840.00 

Tncome  from  f^indedaectirl  tie* -,-.r.T.-.-^.T'-r 

16,613.80 
821.80 

Tncom^  from  unftinded  securltiAS  and  accounts 

Total  nonoperating  income 

18,138.77 

16,099.18 

17,278.65 

Gross  income 

54,558.46 

49,583.78 

89,441.60 

mre  offrolglit  cars — Debit  balance 

709.99 
9,602.40 

8,286.90 
0,80168 

9,284.61 

Total  dednotioos 

9,284.61 

10,292.46 

17,680.67 

Net  income. 

45,331.86 

39,231.88 
89,231.33 

71,812.02 

TnAAtne  balance  transferred  to  profit  and  lorn . 

46,331.85 

71,812.02 

The  comparatively  large  income  for  1918  is  largely  due  to  the  col- 
lection of  $90,403  in  demurrage  during  this  period.  In  addition 
the  Pullman  Hailroad  received  $57,368.75  in  reclaims.  During  this 
time  it  paid  trunk  lines  the  simi  of  $66,749.25  under  the  per  diem 
rules,  leaving  a  net  return  of  $81,022.60  for  cars  detained  on  its  lines 
during  1918. 

Upon  the  record  we  find  that  Pullman  Railroad  Company  is  a- 
common  carrier  of  property  subject  to  the  interstate  commerce  act 
which  may  lawfully  receive  from  its  trunk  line  connections  divisions 
of  joint  rates,  or  absorptions  of  its  switching  charges  under  appro- 
priate tariffs,  such  divisions  or  absorptions  to  be  reasonable.    This 
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record  does  not  afford  a  basis  for  a  finding  as  to  what  would  be 
reasonable  divisions  or  absorptions.  A  complete  and  speeific  state- 
ment of  any  basis  agreed  upon  must  be  filed  with  us  immediately 
upon  its  adoption. 

Before  the  institution  of  this  proceeding  the  Michigan  Central 
Kailroad  Company  and  the  Pullman  Bailroad  Company  jointly  sub- 
mitted to  us  the  question  of  the  settlement  which  properly  may  be 
made  for  demurrage  alleged  by  the  Michigan  Central  to  have  accrued 
for  the  detention  on  the  Pullman  Railroad  of  cars  delivered  to  it  by 
the  Michigan  Central  for  industries  on  the  respondent's  line  between 
March  1,  1910,  and  September  12,  1912.  The  parties  were  advised 
that  in  our  opinion  the  demurrage  was  properly  assessed  and  charge- 
able against  the  Pullman  Railroad  and  that  there  was  no  basis  for 
the  retroactive  application  of  the  per  diem  agreement.  Later,  bpon 
request  for  reconsideration,  we  agreed  to  consider  the  whole  matter 
of  demurrage  charges  against  the  Pullman  Railroad  by  the  Michigan 
Central  as  well  as  other  connecting  carriers  in  connection  with  this 
proceeding.  At  the  hearing  counsel  for  the  Pullman  Railroad  was 
offered  the  opportunity  of  submitting  evidence  thereon,  but  he  stated 
that  all  the  essential  facts  were  then  before  us  in  the  form  of  signed 
statements.  The  situation  disclosed  in  these  statements  and  in  the 
supplemental  brief  of  the  Pullman  Railroad  on  the  demurrage  ques- 
tion, of  record  in  this  proceeding,  is  as  follows : 

Prior  to  March  1,  1910,  cars  were  interchanged  with  the  trunk 
Hnes  under  the  demurrage  rules  in  effect  and  the  Pullman  Railroad 
was  allowed  two  days  for  switching  in  and  out  and  two  days  each 
for  loading  and  unloading,  a  total  allowance  of  four  days'  free 
time  on  cars  moving  loaded  one  way  and  six  days  on  cars  moving 
loaded  both  ways.  From  March  1,  1910,  to  September  12,  1912, 
cars  were  interchanged  with  the  connecting  trunk  lines  under  the 
same  rules,  except  that  no  free-time  allowance  was  made  for  switch- 
ing the  cars  to  and  from  the  points  of  loading  or  unloading.  During 
that  period  the  Pullman  Railroad  collected  demurrage  from  ship- 
pers and  consignees  in  accordance  with  the  uniform  demurrage 
code.  On  Sept«nber  12, 1912,  the  Pullman  Railroad  became  a  party 
to  the  per  diem  rules  agreement,  and  since  that  date  it  has  inter- 
changed cars  with  connecting  trunk  lines  on  the  per  diem  basis. 

From  March  1,  1910,  to  September  12,  1912,  there  were  65,183 
cars  switched  by  the  Pullman  Railroad  between  the  rails  of  con- 
necting carriers  and  the  industries  or  team  tracks  served,  of  which 
35,503  cars,  or  54.5  per  cent,  were  for  the  Pullman  Company  and 
29,630  cars,  or  45.5  per  cent,  were  for  other  industries.  Demurrage 
accrued  on  27,194  of  these  cars.  The  demurrage  assessed  thereon 
by  the  trunk  lines  against  the  Pullman  Railroad  aggregated  $55,765, 
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which  amount  remains  mipaid.  The  demurrage  collected  by  flie 
Pullman  Bailroad  from  its  shippers  and  consignees  on  the  same  caiv 
aggregated  $29,692,  of  which  $24,080,  or  81.1  per  cent,  was  from 
the  Pullman  Company  and  the  balance  from  other  industries.  The 
total  amount  of  demurrage  assessed  by  the  Michigan  Central  against 
the  Pullman  Kailroad  on  cars  received  from  the  former  during  the 
above  period  amounted  to  $12^65,  and  the  amount  of  demurrage 
collected  by  the  Pullman  Kailroad  from  consignors  or  consignees  on 
the  same  cars  amounted  to  $4,748.  When  the  matter  was  originally 
presented  to  us  the  Michigan  Central  expressed  willingness  to 
settle  upon  the  basis  of  the  per  diem  rule  and  reclaim  arrangement 
now  in  effect.  The  views  of  the  other  trunk  lines  in  this  respect  are 
not  of  record.  The  Pullman  Kailroad  expressed  willingness  to 
pay  over  to  the  connecting  trunk  lines  all  of  the  demurrage  it  has 
collected  on  the  cars  in  question. 

We  have  in  former  cases  pointed  out  that  the  payment  of  per  diem 
reclaims  to  industrial  roads  may  result  in  preferences  and  advan- 
tages to  the  proprietary  industries.  Upon  the  record  we  find,  in 
accordance  with  our  holding  in  Birrnk^ghami  Southern  R.  R.  Co.  t. 
Director  Oeneral^  61  I.  C.  C,  551,  that  the  per  diem  agreement  is 
not  a  proper  basis  for  settlement  by  an  industrial  railway  for  the 
use  or  detention  upon  its  line  of  foreign  cars,  and  that  the  following 
arrangement  is  a  reasonable  and  proper  basis  for  car  interchange 
between  the  Pullman  Kailroad  and  its  trunk  line  ccmnections:  The 
Pullman  Kailroad  and  the  defendant  tnmk  lines  connecting  with  the 
Pullman  Kailroad  shall  establish  rules  in  accordance  with  the  pro- 
visions of  appendix  C  of  the  United  States  Kailroad  Administration's 
circular  CS-59,  providing  for  assessment  of  charges  for  use  and 
detention  of  cars  except  those  at  home  on  the  tracks  of  the  Pullman 
Kailroad  or  the  industries  located  thereon  against  the  Pullman  Bail- 
road  at  the  contemporaneous  demurrage  rates  on  cars  delivered  loaded 
and  returned  empty  or  delivered  empty  and  returned  loaded  after  the 
expiration  of  72  hours  free  time;  for  the  similar  assessment  of 
charges  for  use  and  detention  of  cars  at  the  contemporaneous  de- 
murrage rates  on  cars  delivered  loaded  and  returned  loaded  after 
144  hours'  free  tjune ;  and  for  the  like  assessment  of  charges  iix  use 
and  detention  of  cars  on  cars  delivered  empty  and  returned  empty 
after  24  hours'  free  time.  Time  shall  be  computed  from  tiie  first  7 
a.  m.  after  actual  placement  on  the  interchange  track  until  returned 
to  a  recognized  interchange  track,  except  that  when,  through  no  fault 
of  the  delivering  line  such  placement  can  not  be  made  upon  the  inter- 
change track,  time  shall  be  computed  from  the  first  7  a.  m.  after 
notice  of  readiness  to  deliver  such  car  has  been  sent  or  given  to  the 
industrial  carrier,  such  notice  to  contain  a  statement  of  point  of 
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diipment,  car  initials  and  numbers,  car  contents,  consignee,  and  if 
transferred  in  transit  the  initials  and  number  of  the  original  car. 
Sundays  and  legal  holidays,  but  not  half  holidays,  shall  be  excluded, 
except  as  hereinafter  stated*  On  cars  delivered  loaded  and  returned 
empty  and  on  cars  delivered  empty  and  returned  loaded  one  credit 
shall  be  allowed  for  each  car  returned  within  the  first  48  hours  of 
free  time ;  after  the  expiration  of  72  hours'  free  time  one  debit  per 
car  per  day,  or  fraction  of  a  day,  shall  be  charged  for  each  of  the 
first  four  'days ;  in  no  case  shall  more  than  one  credit  be  allowed  on 
any  one  car,  and  in  no  case  shall  more  than  four  credits  be  applied 
in  cancellation  of  debits  accruing  on  any  one  car.  On  cars  delivered 
loaded  and  returned  loaded  two  credits  shall  be  allowed  for  each  car 
returned  within  the  first  96  hours  of  free  time,  one  credit  shall  be 
allowed  for  each  car  returned  within  the  first  120  hours'  free  time; 
after  the  expiration  of  144  hours'  free  time  one  debit  per  car  per  day, 
or  fraction  of  a  day,  shall  be  charged  for  each  of  the  first  eight  days; 
in  no  case  shall  more  than  two  credits  be  allowed  accruing  on  any  one 
car  nor  more  than  eight  credits  be  applied  in  cancellation  of  debits 
accruing  on  any  one  car.  After  a  car  has  accrued  the  debits  named 
charges  for  use  and  detention  of  cars  at  the  contemporaneous  de- 
murrage rates  shall  be  collected  for  each  succeeding  day,  or  fraction 
of  a  day,  including  all  subsequent  Sundays  and  legal  holidays.  At 
the  ^[)d  of  the  calendar  month  the  total  credits  shall  be  deducted  from 
the  total  debits  and  charges  for  use  and  detention  of  cars  at  the  con- 
temporaneous demurrage  rates  per  debit  charged  for  the  remainder. 
If  the  credits  equal  or  exceed  the  debits,  no  charge  or  payment  shall 
be  made  on  account  of  such  excess  credits,  nor  shall  credits  in  excess 
of  the  debits  of  any  one  month  be  considered  in  computing  the  average 
detention  for  another  month.  On  cars  delivered  empty  and  returned 
empty  charges  for  use  and  detention  of  cars  at  the  current  demurrage 
rates  per  car  per  day,  or  fraction  of  a  day,  shall  be  collected  after  the 
expiration  of  24  hours'  free  time. 

Under  this  arrangement  shippers  located  on  the  Pullman  Kailroad 
will  be  accorded  the  same  treatment  in  the  matter  of  demurrage  as 
those  located  on  the  trunk  lines,  and  the  Pullman  Railroad  will  be 
enabled  to  execute  average  demurrage  agreements  with  industries 
served  by  it  under  circumstances  similar  to  those  which  control  the 
making  of  such  agreements  between  trunk  lines  and  industries  served 
by  them. 

There  remains  for  consideration  the  question  of  the  proper  settle- 
ment that  may  be  made  between  the  Pullman  Railroad  and  its  trunk 
line  connections  for  accrued  demurrage  charged  by  the  latter  against 
the  former  during  the  period  from  March  1,  1910,  to  September  12, 
1912.    We  are  of  the  opinion  that  adjustment  of  the  charges  in  ques- 
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tion  upon  the  basis  set  forth  above  would  be  reasonable  and  proper, 
and  the  parties  are  hereby  authorized  to  make  settlement  in  accord- 
ance therewith. 

An  appropriate  order  will  be  entered  in  No.  4181.    No  order  is 
necessary  in  Investigation  and  Suspension  Docket  No.  414. 

Hall  and  Aitghison,  Commissioners^  dissent. 


^■•■< 


Investigation  and  Suspension  Docket  No.  1272. 

SWITCHING  AND  ABSORPTION  AT  MINNEAPOLIS, 

MINN.,  ETC. 


Submitted  AprU  8,  1921.    Decided  May  10.  19tl. 


1.  Proposed  increased  charges  of  the  MlDneapoUs  &  St  Louis  Railroad  and 

Railway  Transfer  Company  for  switching  interstate  carload  shipments 
at  Minneapolis,  St  Louis  Park,  and  Hopkins,  Minn.,  found  not  Justified. 

2.  Proposed  limitation  on  the  amount  of  the  switching  charges  of  the  abore 

lines  that  will  be  absorbed  by  the  Chicago,  St  Paul,  Minnei^olis  & 
Omaha  Railway  and  Minneapolis,  St  Paul  &  Sault  Ste.  Marie  Railway 
found  not  Justified. 
8.  SuE^nded  schedules  ordered  canceled  without  prejudice  to  the  publication 
of  schedules  in  conformity  with  the  findings  herein. 

F.  B.  Townsend  and  M.  M,  Joyce  for  Minneapolis  &  St.  Louis 
Railroad  Company  and  Railway  Transfer  Company  of  City  of  Min- 
neapolis; B.  L.  Kennedy  and  G,  C,  Wright  for  Chicago,  St.  Paul, 
Minneapolis  &  Omaha  Railway  Company;  and  Albert  H.  Lossow 
and  c/.  H.  Rees  for  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Rail- 
way Company,  respondents.  . 

Fred  W.  Putnam^  D.  F,  Jurgensen  and  A,  i.  Flinn  for  Minnesota 
Railroad  and  Warehouse  Commission;  H.  O.  Simpson  and  W.  P. 
Trickett  for  Minneapolis  Traffic  Association,  Washburn-Crosby  Com- 
pany, and  Northwestern  Consolidated  Milling  Company;  0.  W.  Tang 
for  Northern  Potato  Traffic  Association;  L,  D,  Veltum  for  North- 
western  Consolidated  Milling  Company;  M.  H.  Strothman  and  C.  C. 
Crellin  for  Washburn-Crosby  Company;  F.  M,  Norton  for  Pacific 
Elevator  Company;  Herman  MUler  and  E.  H.  Berg  for  St.  Paul 
Association  of  Public  and  Business  Affairs;  and  Carl  F.  MUler  for 

Midway  Club,  protestants. 
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Befort  of  thb  Commission. 
Division  8,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Br  Division  3: 

By  schedules  filed  to  become  effective  January  1  and  February  5, 
1921,  the  Minneapolis  &  St.  Louis  and  the  Bailway  Transfer  Com- 
pany of  the  City  of  Minneapolis,  hereinafter  called  the  M.  &  St.  L. 
and  the  Eailway  Transfer,  respectively,  and  oollectively  termed 
respondents,  propose  to  increase  their  charges  for  switching  inter- 
state carload  shipments  at  Minneapolis,  St.  I^ouis  Park,  and  Hopkins, 
Minn.  By  schedules  filed  to  become  effective  January  9  and  10  and 
March  25,  1921,  the  Chicago,  St.  Paul,  Minn^polis  &  Omaha  and 
the  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie,  hereinafter  called  the 
Omaha  and  Soo  line,  respectively,  propose  to  limit  their  absorption 
of  respondents'  switching  charges  at  Minneapolis,  St.  Louis  Park, 
and  Hopkins  to  amounts  equal  to  the  present  charges.  Under  the 
latter  schedules,  the  increases  in  respondents'  charges  must  be  paid 
by  the  shipper  or  the  receiver  of  freight.  Upon  protest  by  the  Min- 
nesota Bailroad  and  Warehouse  Commission,  hereinafter  termed  the 
Minnesota  commission,  the  Minneapolis  Traffic  Association,  and 
various  shippers  and  receivers  of  freight  at  Minneapolis,  the  opera- 
tion upon  interstate  traffic  of  the  schedules  mentioned  was  suspended 
until  July  23  and  May  31,  1921,  respectively.  Except  as  otherwise 
indicated  switching  charges  will  be  stated  in  amounts  per  car. 

The  Bailway  Transfer  is  a  subsidiary  of  the  M.  &  St.  L.,  and 
operates  certain  tracks,  locomotives,  and  other  property  of  the  latter 
company  under  a  lease.  These  carriers  have  been  treated  by  the 
Minnesota  commission  as  one  for  rate-making  purposes,  Minne- 
apolis is  the  principal  terminal  of  the  M.  &  St.  L.  St.  Louis  Park 
and  Hopkins  are  villages  5  and  8  miles,  respectively,  southwest  of 
Minneapolis.  Bespondents'  terminal  extends  from  Twentieth  avenue, 
south,  in  Minneapolis  through  St.  Louis  Park  to  Hopkins,  a  total 
distance  of  10.25  miles,  6.78  miles  thereof  within  the  Minneapolis 
switching  district  and  3.47  miles  in  St.  Louis  Park  and  Hopkins. 
The  Eailway  Transfer  operates  in  the  milling  district  of  Minneapolis 
between  Twentieth  avenue,  south,  and  First  street,  north,  1.58  miles. 
It  serves  seven  large  flour  mills  having  a  capacity  equal  to  approxi- 
mately one-half  that  of  all  the  mills  in  Minneapolis.  It  also  serves 
five  elevators  and  four  other  industries.  The  distances  between 
industries  on  the  Railway  Transfer  and  the  interchange  tracks  with 
its  connections  or  the  connections  of  the  M.  &  St.  L.  range  from  720 
feet  to  approximately  6  miles.  The  M.  &  St.  L.  serves  five  elevators 
and  67  other  industries.  The  distance  between  industries  on  that 
line  and  interchange  tracks  with  connecting  lines  ranges  from  840 
feet  to  approximately  7  miles.    The  average  distance  is  not  stated. 
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The  present  charges  of  respondents  for  switching  between  indus- 
tries in  Minneapolis  and  interchange  tracks,  and  for  intermediate 
switching  between  connecting  lines  in  that  city,  are  in  most  instances 
$2,  and,  in  some  instances,  $2.50.  The  charge  for  switching  between 
industries  and  interchange  tracks  in  «St.  Lbuis  Park  and  in  Hopkins 
is  $4.  The  proposed  charge  for  switching  between  industries  in 
Minneapolis  and  interchange  tracks  is  $8,  except  that  on  shipments 
in  tank  cars  it  is  $10,  and  on  grain  and  grain  products,  $6.  A  large 
proportion  of  the  shipments  switched  consist  of  the  latter  com- 
modities, for  which  the  charge  for  many  years  has  been  the  same 
as  that  for  intermediate  switching.  The  movement  is  heavy  and  in- 
volves little  or  no  handling  of  empty  cars.  The  charge  proposed  for 
intermediate  switching  is  $5,  except  that  on  shipments  in  tank  cars 
it  is  $6.  The  proposed  charge  for  switching  between  industries  and 
interchange  tracks  at  St.  Louis  Park  and  at  Hopkins  is  $8,  except 
that  on  shipments  in  tank  cars  it  is  $10.  Eespondents  also  propose 
to  increase  switching  charges  on  certain  commodities  between  in- 
dustries at  St.  Louis  Park  and  Hopkins  and  interchange  tracks  at 
Minneapolis,  but  these  charges  apply  chiefly  in  connection  with  intra- 
state shipments.  The  present  charges  for  this  service  are  in  excess 
of  $6  per  car.  Various  other  intrastate  charges  are  published  in  the 
suspended  schedules,  but  our  consideration  of  increased  charges  will 
be  confined  to  those  applicable  on  interstate  movements.  At  present 
the  Soo  line.  Great  Northern,  and  Northern  Pacific  generally  absorb 
the  switching  charges  of  connecting  lines  on  competitive  traffic,  and 
the  Omaha  and  other  trunk  lines  generally  absorb  such  charges  on 
all  traffic  The  conditions  vary,  however,  with  different  lines.  The 
switching  charges  on  inbound  grain  from  points  other  than  on  the 
Missouri  River  are  not  absorbed,  and  any  increase  therein  must  be 
borne  by  the  shipper  or  receiver  of  freight. 

For  many  years  prior  to  January,  1917,  respondents  maintained 
a  charge  of  $1.50  for  intermediate  switching,  and  for  switching  be- 
tween industries  and  interchange  tracks  at  Minneapolis.  In  Jan- 
uary, 1917,  and  later,  they  established  a  charge  of  $3  for  intermediate 
switching  by  the  M.  &  St.  L.,  and  a  charge  of  1  cent  per  100  pounds, 
minimum  $6  per  car,  for  switching  between  interchange  tracks  and 
industries  at  Minneapolis,  when  absorbed  by  line-haul  carriers. 
The  charges  for  the  same  switching,  when  paid  by  the  shipper,  re- 
mained unchanged.  Consequently  no  increase  was  made  for  switch- 
ing inbound  shipments  of  grain.  By  schedules  to  become  effective 
April  23,  1917,  it  was  proposed  to  establish  a  charge  of  $3  for  in- 
termediate switching  by  the  Railway  Transfer.  The  increases  there- 
tofore made  and  those  proposed,  as  well  as  those  of  certain  other 
lines  in  Minneapolis,  were  considered  in  Switching  Absorptions^  47 
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I.  C.  C,  583.  In  that  case  it  appeared  that  the  switching  charges 
had  be^i  in  effect  for  many  years  and  did  not  reflect  the  increases 
meantime  in  the  average  loading  of  cars  or  in  the  cost  of  service; 
that  they  were  materially  low^  than  the  charges  imposed  at  other 
points  where  the  conditions  were  fairly  comparable  with  those  at 
Minneapcdis;  and  that  they  might  properly  be  increased  to  some 
extent)  but  we  fotmd  that  the  record  did  not  afford  justification  for 
the  increased  charges  or  the  proposed  increased  charges.  At  pages 
587  and  588  we  said,  respecting  respondents : 

Neither  of  these  carriers  offered  any  evidence  concerning  the  cost  of  senrice 
Dor  furnished  other  information  which  would  enable  us  to  determine  that 
tlM  increased  charge  is  reasonable. 

The  increases  there  considered  were  not  so  great  as  those  here  pro- 
posed. Greneral  order  No.  28  of  the  Director  General  of  Bailroads 
did  not  provide  for  an  increase  in  these  charges,  and  there  has  been 
no  subsequent  change  in  them  other  than  the  genei^l  increase  au- 
thorized by  us  on  July  29,  1920. 

In  the  present  proceeding  respondents  seek  to  justify  the  proposed 
increased  charges,  in  part,  at  least,  by  evidence  relating  to  the  cost 
of  service.  Their  cost  accountant  endeavored  to  show  the  average 
cost  of  switching  all  loaded  cars  handled  by  respondents  in  their 
Minneapolis  terminal  during  the  week  ended  January  30, 1921.  This 
was  done  in  the  following  manner : 

The  total  cost  of  operating  the  Railway  Transfer  in  1920,  including 
the  rental  of  the  property  leased  from  the  M.  &  St.  L.,  was  $418,960.64. 
This  was  divided  by  the  total  number  of  hours  worked  by  its  switch- 
ing engines  during  that  year,  producing  $84.13,  the  cost  per  hour 
of  switch-engine  service.  The  cost  per  hour  of  switching  service 
classed  as  useful  was  increased  to  $38.98  by  charging  to  such  service 
the  time  during  which  the  engines  were  employed  in  service  not 
classed  as  useful.  The  cost  so  ascertained  was  applied  to  the  total 
time  consumed  in  switching  operations  during  the  test  week  and 
divided  by  the  number  of  cars  handled  in  each  operation  to  show  the 
unit  cost  per  car  of  each  operation.  The  unit  cost  was  applied  to 
the  different  operations  in  complete  switching  movements  during 
the  test  week,  and  showed  an  average  cost  per  loaded  car  of  $5.79 
for  switching  between  industries  and  connecting  lines  and  $5.14  for 
intermediate  switching. 

The  total  operating  expenses  of  the  M.  &  St.  L.  were  apportioned 
between  its  Minneapolis  terminal  and  the  rest  of  its  line  substantially 
as  follows:  (1)  The  total  expenses  for  1920  under  the  maintenance 
of  way  and  structures  and  maintenance  of  equipment  accounts  were 
generally  apportioned  on  the  basis  of  ratios  determined  by  an  exami- 
nation made  in  1917  of  the  accounts,  vouchers,  and  pay  rolls  for  the 
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months  of  April  and  October,  1916,  and  an  allotment  was  made  there- 
from by  respondents'  accountant;  (2)  most  of  the  transportation 
accounts  were  apportioned  from  an  examination  of  the  accountSf 
vouchers,  and  pay  rolls  for  the  test  week;  and  (3)  general 
apparently  were  apportioned  in  aoeordanoe  with  the  ratios 
tained  as  above  for  the  maintenance  of  way  and  structures  and  main- 
tenance of  equipment  accounts  The  total  operating  expenses  allotted 
to  the  Minneapolis  terminal  for  the  year  1920  were  multiplied  fay 
7/365,  and  the  resulting  amount,  $25,437.81^  was  taken  as  the  operat- 
ing expenses  for  the  test  week. 

The  terminal  expenses  for  one  week  were  divided  by  the  total  num- 
ber of  hours  worked  by  the  M.  &  St.  L.  switch  engines,  producing 
$28.63,  the  average  cost  per  hour  of  switch-engine  service.    The  oost 
per  hour  of  useful  service  was  increased  to  $35.60  by  deducting  the 
expense  of  certain  movements  not  connected  with  switching  services 
and  then  allotting  the  expense  of  certain  nonuseful  switching  to  the 
useful  switching  service.    The  latter  cost  per  hour  was  applied  to 
the  time  consumed  in  switching  operations  during  the  test  week, 
in  the  c^se  of  the  Sailway  Transfer,  to  show  the  unit  cost  per 
of  each  operation.    The  unit  cost  was  applied  to  the  operations  con- 
stituting complete  switching  movements  of  different  classes,  and  the 
cost  of  handling  cars  not  directly  accounted  for,  including  empty 
cars,  was  apportioned  to  the  loaded  cars,  resulting  in  an  average  cost 
for  interchange  switching  of  $13.44  per  loaded  car.    This  average 
cost  was  increased  to  $16.66  by  the  addition  of  certain  amounts  for 
return  on  investment,  arrived  at  in  the  following  manner:  For  the 
Minneapolis  terminal  the  total  tax  accruals  and  the  return  on  invest- 
ment, the  latter  figured  at  6  per  cent  on  a  valuation  of  $4,686,578.37, 
were  2.72  per  cent  and  21.20  per  cent,  respectively,  of  the  total  operat- 
ing expenses.    These  respective  percentages  were  applied  to  the 
average  cost  of  $13.44  per  loaded  car  to  ascertain  the  tax  accruals 
and  return  on  investment  per  car. 

According  to  respondents'  figures,  232  loaded  cars  were  inter- 
changed by  the  M.  &  St.  L.  with  connecting  lines  at  an  average  cost 
of  $16.66 ;  68  loaded  cars  were  interchanged  by  it  with  the  Railway 
Transfer  as  an  intermediate  line  at  an  average  oost  of  $21.80  per 
car;  and  1,106  loaded  cars  were  interchanged  by  the  Eailway  Trans- 
fer with  connecting  lines  other  than  the  M.  &  St.  L.  at  an  average 
cost  of  $5.79  per  car.  Dividing  the  total  cost  of  these  movements 
by  the  total  number  of  loaded  cars  handled  results  in  an  average 
cost  of  $8.36  per  loaded  car  for  respondents'  interchange  service 
during  the  test  week. 

Protestants  criticize  respondents'  cost  figures  in  many  particulars, 
including  the  following: 
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A  period  of  depression  in  railroad  traflSc  existed  for  some  time 
prior  to  and  during  the  test  week.  The  M.  &  St  L.  forwarded  more 
cars  from  Minneapolis  in  line-haul  service  during  January,  1921, 
than  the  average  per  month  in  1920,  but  the  switching  charges  in 
question  apply  on  shipments  interchanged  with  other  lines,  and  the 
total  number  of  loaded  cars  handled  by  all  lines  at  Minneapolis  in 
January,  1921,  was  substantially  less  than  during  the  corresponding 
month  of  the  four  preceding  years.  Due  to  the  smaller  number  of 
cars  switched,  the  average  costs  per  car  during  the  test  week  were 
undoubtedly  higher  than  normal  average  costs. 

The  lease  executed  by  respondents  on  November  2, 1904,  provided 
an  annual  rental  of  $60,000  and  $100  per  month  additional  for  each 
engine  used  by  the  Eailway  Transfer.  The  present  annual  rental 
for  substantially  the  same  property  is  $140,000,  with  $44,746.36  per 
annum  additional  for  switch  engines.  The  revenues  of  the  Railway 
Transfer  were  not  sufficient  to  pay  the  above  rentals  in  1920,  but 
they  were  charged  up  and  included  in  its  operating  expenses.  The 
Minnesota  commission's  engineer  submitted  statements  purporting 
to  show  that  the  total  value  on  December  51,  1919,  of  all  the  prop- 
erty leased  to  the  Eailway  Transfer  was  $880,036.64,  and  that  the 
value  on  December  31,  1920,  of  the  five  switch  engines  used  by  the 
Railway  Transfer  was.  only  $26,659.79.  However,  there  is  some 
question  as  to  the  identity  of  the  engines  used. 

The  manner  of  apportioning  the  expenses  of  the  M.  &  St.  L.  be- 
tween the  Minneapolis  terminal  and  the  remainder  of  its  line  is 
criticized,  first,  because  it  was  of  necessity  arbitrary  in  many  in- 
stances, and,  second,  because  the  months  used  in  the  apportionment 
may  not  have  been  representative.  The  expenses  under  the  main- 
tenance of  way  and  structures  accounts  for  October,  1916,  as  appor- 
tioned to  the  Minneapolis  terminal,  are  almost  three  times  as  much 
as  the  corresponding  expenses  shown  for  April,  1916,  and  the  ex- 
penses for  the  test  week  are  about  the  same  as  shown  for  the  entire 
month  of  April,  1916.  Such  expenses  fluctuate  from  month  to  month 
and  during  different  seasons  of  the  year. 

The  Minnesota  commission  fixed  the  value  on  June  30, 1906,  of  the 
M.  &  St.  L.'s  terminal,  including  that  poi'tion  leased  to  the  Railway 
Transfer,  at  $2,455,990.38,  and  the  additions  and  deductions  since 
that  date,  with  allowances  for  the  condition  of  the  propei-ty,  as  com- 
puted by  the  engineer  for  that  commission,  made  the  value  on  De- 
cember 31,  1919,  $2,761,061.98.  Respondents'  witness  testified  that 
he  multiplied  by  two  the  appraised  value  of  the  land,  which  consti- 
tutes the  major  part  of  the  value  of  the  terminal,  in  order  to  get  the 
present  cost  of  acquiring  such  land,  including  damages  for  severance 
from  adjoining  land.    In  The  Minnesota  Bate  Cases^  230  U.  S.,  352, 
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4^5,  the  Supreme  Court  held  that  the  valuation  of  railroad  land  for 
rate*making  purposes  can  not  be  increased  beyond  the  fair  average 
market  value  of  similar  land  in  the  vicinity  because  of  conjectural 
cost  of  acquisition  and  consequential  damages. 

The  use  of  cost  figures  in  determining  the  reasonableness  of  rates 
has  been  considered  by  us  in  several  ca^s.  When  they  are  the  result 
of  painstaking  efforts  to  arrive  at  just  and  reasonable  results,  such 
figures  are  not  to  be  disregarded  because  they  may  not  be  correct 
in  every  detail  and  are  based  in  part  on  estimates.  Switching 
Charges  at  Milwaukee^  Wis.^  32  I.  C.  C,  509. 

The  present  charges  of  respondents  are  substantially  the  same  as 
those  of  other  lines  performing  switching  services  at  Minneapolis, 
namely,  the  Omaha,  the  Great  Northern,  the  Northern  Pacific,  the 
Soo  line,  the  Chicago,  Milwaukee  &  St.  Paul,  the  Chicago,  Bock 
Island  &  Pacific,  the  Chicago  Great  Western,  the  Minneapolis  West- 
ern, and  the  Minneapolis  Eastern.  The  two  carriers  last  named  are 
terminal  or  switching  lines  owned  by  certain  of  the  trunk  lines.  The 
Omaha  and  the  Soo  line  are  opposed  to  any  increase  in  the  switching 
charges  of  respondents,  unless  uniform  increases  are  made  by  all 
lines  and  unless  like  charges  are  established  at  certain  other  points. 
They  admit  that  the  present  charges  are  npt  remunerative.  The 
present  charges  were  established  on  a  reciprocal  basis,  but  respon- 
dents contend  that  they  are  not  reciprocal,  in  that  some  lines,  includ- 
ing the  Omaha  and  the  Soo  line,  have  fewer  industries  on  their  rails 
than  have  the  other  carriers.  In  Switching  at  Galeshurg^  lU.y  31 
I.,C.  C.,294,299,  wesaid: 

♦  *  *  the  so-caUed  reciprocity  theory  of  estabUshlng  switching  charges 
would  seem  to  be  open  to  serious  objection  because  of  its  indefiniteneas  and  its 
tendency  to  lack  of  uniformity,  as  compared  with  the  other  theory  that  the 
charges  for  any  given  switching  or  terminal  service  should  be  established  to 
secure  a  proper  return  for  the  service  in  question  considered  by  itself. 

Respondents  cite  switching  charges  at  various  points  in  western 
trunk  line  and  other  territories  which  are  higher  than  their  present 
charges,  some  of  them  higher  than  their  proposed  charges,  as  follows : 


Switching  line. 

Switching  charge. 

Location. 

N.  P 

|3jB0 » 

6t^  Paul,  from  M.  ^  St.  L.  to  St.  Paol  Bridge  &  TeruinaL 

Throughout  Wisconsin. 

SooUne 

CR.I.&P... 
C,  M.  &  St.  P  . . 

Do 

Do 

13— S5.... 

u. 

Des  Moines,  Iowa. 

14 

Aberdeen,  S.  Dak. 

$4 

Albert  Lea,  Minn. 

$5.50 

Waukesha,  Wis. 

Do 

17 

Kansas  atv.  If  o. 

St.  Paul;  Minnesota  By-Products  Co. 

G.N 

19.45—117.51 

Do 1  O  cents  per  100  poonda 

N.  P 1  1.5  cents,  minimum  $8 

0.,M.  ASft.  P..*  l^centflt minimum  19..;... 

St.  PaultKimiesota  Transfer  on  sand  and  craveL 
St.  Paul-Minnesota  Transfer,  to  coke  plant. 
Hilwaakee*  Wis. 
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In  Switching  Charges  at  Milwaukee^  Wis,,  supra. jive  found  justified 
an  increase  in  reciprocal  switching  charges  of  $2,  $2.50,  and  $3,  de- 
pendent upon  distance,  to  1  cent  per  100  pounds,  minimum  60,000 
pounds.  Tim  distances  oorered  by  the  switching  at  that  city  ranged 
as  high  as  15  miles.  The  present  charge  for  that  service  at  Mil- 
waukee is  1.5  cents  per  100  pounds,  minimum  60,000  pounds. 

Protestants  fear  that  the  proposed  increases  would  be  disastrous 
to  the  city  of  Minneapolis  as  a  grain  market  and  milling  center, 
especially  because  of  the  nonabsorption  of  switching  charges  on  in- 
bound shipments  of  grain.  They  cite  the  following  general  switch- 
ing charges  at  other  points  in  western  trunk  line  territory,  some  of 
which  are  as  low  as  or  lower  than  respondents'  present  charges: 


Switching  tine. 


Switching 
charge. 


Location. 


C.M.A8t.P fl 

C.R.I.  a^P.andC.B.AQ...  %iM 

C.M.&St.  P %IM 

Boo  line $1.60 

an. LAP $1.50 

C.  O.  W $1.50-«2.. 

BooUne $l.50-i3.. 

Do S2-$2.60.. 

aO.W $2.50 

Do ,  $4 

Do I  $4 

C.B.&Q. $4-$5^.. 

Do i  $7 

Do 1  $7— $9 


Winona.  Minn. 
Peoria-PeUn,  m. 
Menasha-Neenah,  Wis. 

Do. 
Muscatine,Iowa. 

Savanna,  lUveilective  February  20»  loao. 
Manitowoc,  wis. 
Dolnth,  Minn. 

Coun^Biufn.  Iowa— Omaha,  Nebr. 
St.  Paul— South  St.  Paul,  Minn.,  Seniles. 
Chicago,  on  grain. 
North  Kansas  Oity. 
St.  Louis.  Mo. 
Kansas  uty— North  Kansas  City. 


Taken  as  a  whole,  the  comparisons  offered  by  the  respective  parties 
support  the  statement  in  Switching  Absorptions^  supra^  that  the 
charges  at  Minneapolis  are  materially  lower  than  the  switching 
charges  imposed  at  other  points  where  the  conditions  are  fairly 
comparable  with  those  at  Minneapolis. 

The  cost  figures  submitted,  when  considered  in  the  light  of  the 
criticisms  made  and  in  the  light  of  the  other  evidence  of  record, 
including  the  numerous  rate  comparisons,  are  not  sufficient  to  justify 
increases  in  switching  charges  as  great  as  proposed  by  respondents. 
Nevertheless,  the  inadequacy  of  the  present  revenues  has  been  clearly 
demonstrated. 

On  brief  the  Minnesota  commission  says  that  on  February  3, 1921, 
schedules  applicable  to  intrastate  traffic  similar  to  those  on  interstate 
traffic  here  under  suspension  were  filed  with  it  for  approval,  but  that 
no  action  thereon  had  been  taken,  and  expresses  its  readiness  to  coop- 
erate with  us  in  a  joint  investigation.  This  seems  desirable,  and  our 
findings  herein  are  without  prejudice  to  any  different  conclusion  that 
may  be  reached  after  the  joint  investigation  for  which  this  proceed- 
ing will  be  continued. 

We  find  that  respondents  have  not  justified  the  increased  charges 

on  interstate  traffic  proposed  in  the  schedules  under  suspension,  and 
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that  the  following  will  be  reasonable  and  just  charges  on  carload 
shipments  for  the  services  specified :  At  'Minneapolis,  $3  for  interme- 
diate switching  between  connecting  lines,  and  for  switching  com- 
modities, including  grain  and  grain  products,  between  industries 
on  respondents'  lines  and  interchange  tracks  with  connecting  lines; 
and  at  St  Louis  Park  and  Hopkins,  $4  for  switching  shipments  be- 
tween industries  on  the  M.  &  St.  L.  and  interchange  tracks  with  con- 
necting lines  at  those  points,  respectively. 

We  further  find  that  no  sufficient  justification  has  been  offered  for 
the  proposed  limitation  by  the  Omaha  and  Soo  line  of  absorption 
of  switching  charges,  which  would  result  in  increases  in  the  charges 
assessed  for  line-haul  movements  against  certain  shippers  and  re- 
ceivers of  freight. 

An  order  will  be  entered  requiring  the  cancellation  of  the  sched- 
ules under  suspension.  Respondents  may,  however,  file  new  schedules 
in  conformity  with  the  findings  herein  upon  not  less  than  five  days^ 
notice. 

Haix,  Commissioner^  concurring : 

I  think  the  respondents  have,  justified  a  charge  of  more  than  $3 
per  loaded  car  on  interchange  switching  of  commodities  other  than 
grain  and  grain  products,  but  not  the  charge  of  $8  which  they  pro- 
posed.   A  charge  of  $6  would  seem  to  me  reasonable  for  this  service. 
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No.  11688. 
CRUCIBLE  STEEL  COMPANY  OF  AMEBICA 

DIRECTOK  GENERAL,  AS  AGENT,  AND  PENNSYLVANIA. 

RAILROAD  COMPANY. 


Submiited  y4n>ember  16, 19iO.    Decided  May  9, 1991. 


Charge  for  switching  of  tank  cars  at  Pittsburgh,  Pa.,  found  to  have  been  un- 
reasonable.   Reparation  awarded. 

Allen  H.  Kerr  for  complainant. 
(htemsey  Orcutt  for  defendants. 

Report  of  the  Commission. 
Bt  the  Commission  : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

By  complaint  filed  June  11,  1920,  the  Crucible  Steel  Company  of 
America,  a  corporation  engaged  in  the  manufacture  of  steel  at  Pitts- 
burgh, Pa.,  alleges  that  the  rate  charged  for  the  movement  of  77 
tank  cars  of  oil  between  complainant^s  plants  in  the  city  of  Pitts- 
burgh, during  the  period  from  January  4, 1919,  to  May  8, 1919,  was 
unjust  and  unreasonable  to  the  extent  that  it  exceeded  the  subse- 
quently established  rate  of  $3  per  car.  We  are  asked  to  award  repa- 
ration. 

Cojnplainant^s  main  plant,  known  as  the  Park  Works,  is  located 
at  Thirtieth  and  Smallman  streets  in  the  city  of  Pittsburgh.  Tanks 
for  the  storage  of  fuel  oil  have  been  constructed  on  other  prop- 
erty belonging  to  complainant  at  Thirty-eighth  street.  Both  tracts 
of  land  adjoin  the  Conemaugh  division  of  the  Pennsylvania,  over 
which  the  oil  from  the  tanks  was  moved  in  tank  cars,  to  Thirtieth 
street  Hie  movement  constitutes  a  haul  of  approximately  six 
blocks,  or  about  3,500  feet,  over  the  tracks  of  the  trunk  line  from 
a  point  south  of  Thirty-eighth  street  to  a  point  north  of  Thirty- 
second  street,  where  the  cars  pass  on  to  the  tracks  of  the  Pittsburgh 
&  Allegheny  River,  an  industrial  road,  separately  incorporated  but 
oontrolled  by  the  Crucible  Steel  Company  through  stock  owner- 
ship. It  performs  terminal  switching  for  the  trunk  lines  and  plant 
switching  for  complainant,  and  assesses  for  the  latter  service  a 
charge  of  $2.50  per  ear.    The  Pittsburgh  &  Allegheny  River  sup- 
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plied  engines  and  crews,  and  60  of  the  77  tank  cars  for  the  shipmente 
under  consideration,  the  other  17  being  private  tank-line  cars.  The 
defendant  carrier  provided  only  the  use  of  its  tracks. 

At  the  time  complainant's  tanks  were  completed  in  December, 
1918,  the  applicable  rate  for  switching  between  the  tanks  and  its 
Park  Works  was  30  cents  per  ton,  which  was  a  general,  or  blanket, 
switching  rate  published  by  the  Pennsylvania  to  cover  the  movement^ 
of  carload  traffic  over  one  division  within  the  Pittsburgh  switching 
district.  On  application  by  complainant  for  a  lower  rate  defendants 
established,  effective  May  12, 1919,  after  the  movement  of  the  77  cars, 
a  rate  of  $3  per  car  on  petroleum  and  its  products  from  one  plant 
on  the  ConeiQaugh  division  to  another  plant  of  the  same  interest  on 
the  same  division,  distance  not  to  exceed  10  blocks  and  movement  to 
be  made  by  individual  power  over  railroad-company  tracks;  arrange- 
ments for  use  of  tracks  to  be  granted  by  the  railroad  company.  It 
was  stated  that  during  the  period  when  the  general  charge  of  30 
cents  per  ton  was  applicable  on  shipments  of  oil,  there  was  contem- 
poraneously maintained  a  rate  of  $3  per  car  on  iron  and  steel  arti- 
cles, carloads ;  on  ore,  except  iron  ore ;  on  brick,  dolomite,  and  lime- 
stone, and  on  practically  all  of  the  raw  materials  utilized  in  com- 
plainant's plants.  It  was  shown  by  complainant  that  under  the 
charge  of  30  cents  per  ton,  the  revenue  per  car  paid  to  defendants 
for  the  use  of  the  track  varied  from  $5.60  to  $10.25.  These  charges 
were  in  addition  to  the  $2.50  charge  paid  to  the  Pittsburgh  &  Alle- 
gheny River  for  its  services. 

Defendants  did  not  attempt  to  justify  the  charge  of  30  cents  a  ton 
and  admitted  at  the  hearing  that  that  charge  did  not  contemplate 
a  movement  by  individual  power  and  in  cars  not  belonging  to  the 
carrier,  but  was  intended  to  cover  the  entire  cost  of  transportation. 

It  is  to  be  noted  that  the  transportation  in  question,  as  well  as 
the  change  in  the  charge  for  such  movements,  occurred  during  the 
period  of  federal  controL  While  we  find  that  the  charges  were  un- 
reasonable for  the  service  furnished  by  defendants,  we  express  no 
opinion  as  to  the  propriety  or  legality  of  such  a  tariff  provifiicA 
applicable  to  interstate  shipments. 

We  find  that  the  charge  assailed  was  unreasonable  to  the  extent 
that  it  exceeded  the  subsequently  established  charge  of  $3  per  car; 
that  c(»nplainant  moved  the  shipments  as  described  and  paid  and 
bore  the  charges  thereon ;  that  it  has  been  damaged  to  the  extent  that 
the  charges  paid  exceeded  those  which  would  have  accrued  at  the 
rate  herein  foimd  reasonable ;  and  that  it  is  entitled  to  reparation  in 
the  sum  of  $465.68,  with  interest.  We  are  without  authority  to 
order  refund  of  war  taxes. 

An  order  awarding  reparation  will  be  entered. 
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No.  11572. 
BIRDSBOEO  STONE  COMPANY 

V. 

PENNSYLVANIA  RAILROAD  COMPANY  AND  DIRECTOR 

GENERAL,  AS  AGENT. 


Bubmiiied  January  5, 1921.    Decided  May  5, 1921. 


Rates  on  crashed  stone,  in  carloads,  from  Monocacy,  Pa.,  to  destttULtions  In 
Pennsylvania  during  federal  control  found  unreasonable.  R^aration 
awarded. 

DougloBs  D.  Storey  for  complainant. 
Henry  Wolf  Bihle  for  defendants. 

•  Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Bt  Division  3: 

No  exceptions  ivere  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  engaged  in  quarrying  stone  at  Mo- 
nocacy,  Pa.,  by  complaint  filed  June  24,  1920,  alleges  that  the  rates 
charged  on  certain  shipments  of  crushed  stone,  in  carloads,  from 
Monocacy  to  destinations  in  Pennsylvania  during  the  period  between 
June  25  and  December  25, 1918,  were  unjust  and  unreasonable.  We 
are  asked  to  award  reparation. 

Monocacy  is  a  nonagency  station  on  the  Pennsylvania  under  the 
supervision  of  the  agent  at  Birdsboro,  Pa.  The  shipments  moved 
over  the  Pennsylvania.  Charges  were  collected  at  the  applicable 
rates,  which  in  each  instance  exceeded  the  distance  rates  under  a 
scale  established  by  defendants  for  intrastate  shipments  on  May  1, 
1919.  This  scale  is  upon  the  basis  of  the  distance  scale  of  maximum 
rates  on  crushed  stone,  in  carloads,  prescribed  for  application  from 
Birdsboro  to  points  in  near-by  states  in  State  of  Maryland  v.  B.j  C. 
A  A.  Ry.  Co.,  49  I.  C.  C,  681,  decided  April  20, 1918. 

In  Birdsboro  Stone  Co.  v.  P.  R.  R.  Co.,  61  I.  C.  C,  46,  we  found 
thnt  the  rates  charged  from  Monocacy  on  intrastate  shipments  were 
unreasonable  to  the  extent  that  they  exceeded  the  rates  established 
on  May  1, 1919,  and  awarded  reparation  accordingly. 

Following  the  case  last  cited,  and  upon  this  record,  we  find  that 
the  rates  assailed  were  unreasonable  to  the  extent  that  they  exceeded 
those  established  on  May  1,  1919;  that  complainant  made  the  ship- 
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ments  as  described  and  paid  and  bore  the  charges  thereon;  that  it 
has  been  damaged  thereby  in  the  amount  of  the  difference  between 
the  charges  paid  and  those  which  would  have  accrued  at  the  rates 
herein  found  reasonable;  and  that  it  is  entitled  to  reparation,  with 
interest.  Complainant  should  comply  with  rule  V  of  the  Rules  of 
Practice. 


m»fi 


No.  11734. 
MAGXnRE  &  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  LOUISVILLE  &  NASH- 
VILLE  RAILROAD  COMPANY,  ET  AL. 


Submitted  January  8,  192U    Decided  May  5,  1921. 


Demurra^  charges  on  21  carloads  of  hay  held  at  Covington,  Ky.,  on  account  of 
embargoes,  found  not  unreasonable  or  otherwise  unlawfuL  Complaint  dis- 
missed. 

Norman  <&  Graham  and  George  F,  Graham  for  complainants. 
WiUiam  Burger  for  defendants. 

Rbpobt  or  THE  Commission. 

Division  3,  Commissioners  Haix,  Aitchison,  and  Eastman. 

By  Division  3 : 

Exceptions  were  filed  by  complainants  to  the  report  proposed  by 
the  examiner. 

Charles  S.  Maguire  and  Frank  B.  Maguire  copartners,  trading 
under  the  name  of  Maguire  &  Company,  and  engaged  in  the  hay  and 
grain  business  at  Cincinnati,  Ohio,  allege  that  unreasonable  and  un- 
lawful demurrage  charges  were  collected  by  defendants  for  the  de- 
tention at  Covington,  Ky.,  of  21  carloads  of  hay  during  April  and 
May,  1918.    Reparation  only  is  asked. 

The  shipments  originated  at  Ottawa,  Ontario,  Canada,  between 
March  26  and  April  17, 1918,  were  consigned  to  Covington,  moved  into 
Cincinnati  over  the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis,  here- 
inafter called  the  Big  Four,  and  were  switched  by  the  Louisville  & 
Nashville,  hereinafter  called  defendant,  to  Covington  and  placed 
on  team  tracks  at  Pike  street  yard.    The  Cincinnati  rate  applied,  as 
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the  line-haul  carriers  absorbed  the  switching  charges  of  defendant 
to  Covington. 

The  shipments  were  billed  shipper's  order,  notify  complainants. 
They  arrived  at  various  times  between  April  16  and  May  5,  1918, 
both  inclusive,  and  defendant  duly  notified  complainants  by  tele- 
phone and  letter. 

Complainants  then  requested  defendant  to  switch  the  cars  to  des- 
ignated plug  tracks  in  Cincinnati  on  which  hay  was  sold  at  public 
auction  each  morning.  The  plug  tracks  belonged  to  defendant  but 
were  rented  by  the  Cincinnati  Hay  &  Grain  Exchange  and  to 
effect  delivery  there  it  would  have  been  necessary  to  switch  the  cars 
over  the  lines  of  defendant  and  the  Pittsburgh,  Cincinnati,  Chicago 
&  St.  Louis,  hereinafter  called  the  Pan  Handle,  which  latter  road 
serves  these  tracks.  All  carriers  mentioned  were  under  federal 
control. 

When  the  shipments  left  Ottawa  the  Director  General  of  Bailroads 
had  embargoed  hay  consigned  to  Cincinnati  over  the  Big  Four. 
Complainants  admit  that  the  shipments  were  intended  for  Cincinnati 
and  that  the  shipper  billed  them  to  Covington  to  circumvent  this 
embargo.  The  Director  General  also  had  in  effect  embargoes  against 
the  movement  of  all  freight,  except  certain  commodities  not  includ- 
ing hay,  and  except  on  intraplant  service,  by  the  Big  Four  and  the 
Pan  Handle  between  points  within  the  switching  district  of  Cincin- 
nati and  by  defendant  between  points  in  Cincinnati,  Covington,  and 
Newport,  Ky.  On  account  of  the  latter  embargoes,  defendant  re- 
fused to  move  the  shipments  from  Pike  street  yard  unless  complain- 
ants first  obtained  a  permit  therefor  from  the  Cincinnati  advisory 
committee  of  the  United  States  Bailroad  Administration,  which  had 
recommended  the  laying  of  the  embargoes.  Subsequently  complain- 
ants requested  defendant  to  switch  the  cars  to  points  in  Newport, 
but,  as  this  movement  was  also  embargoed,  that  request  was  denied. 
After  considerable  delay  complainants  procured  authority  from  the 
advisory  committee  to  have  the  cars  switched  to  a  warehouse  in 
Cincinnati  on  the  tracks  of  the  Big  Four.  This  movement  was 
promptly  effected  and  the  cars  were  released  on  May  11, 1918. 

During  the  time  the  cars  were  held  at  Covington  demurrage 
charges  and  war  taxes  amounting  to  $1,221.31  accrued,  and  com- 
plainants ask  reparation  in  that  amount  less  war  taxes. 

Complainants  do  not  attack  the  propriety  of  the  embargoes,  but 
contend  that  they  were  entitled  to  the  switching  movement  requested 
at  the  charges  applicable  thereto.  This  contention  is  not  sustained 
since  each  and  every  movement  requested  was  embargoed  and  the 
tariffs  of  defendant  prohibited  reconsignment  to  an  embargoed 
point.     Complainants'  witness  testifies  that  inspection  of  the  hay 
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was  denied  them  while  the  cars  were  held  by  defendant  and  that 
some  of  the  cars  were  so  placed  that  they  were  inaccessible  to  drays 
and  could  only  have  been  unloaded  by  moving  the  hay  through  other 
ears.    Permission  to  inspect  the  shipments  was  not  indorsed  on  the 
billing.    The  demurrage  did  not,  however,  accrue  by  reason  of  com- 
plainants' inability  to  inspect  or  unload  the  hay  at  the  Pike  street 
yard,  but  accrued  while  complainants  were  endeavoring  to  have  the 
cars  moved  to  points  that  were  embargoed.    Defendant  also  points 
out  that  surrender  of  the  original  bill  of  lading  is  required  in  con- 
nection with  the  reconsignment  of  order-notify  shipments  and  that 
bills  of  lading  covering  these  shipments  were  not  presented  until 
May  10, 1918. 

Complainants  concede  that  if  any  demurrage  charges  were  legally 
assessable  the  amount  collected  was  in  accordance  with  the  tariffs. 
No  evidence  was  presented  to  prove  that  the  charges  were  unreason- 
able. We  find  that  the  charges  attacked  were  not  unreasonable  or 
otherwise  imlawful.     An  order  dismissing  the  complaint  will  be 

entered. 
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No.  11648. 

inti;riob  lumber  company 

V. 

DIRECTOR    GENERAL,    Afi    AGENT,    BOYNE    CITY, 
GAYLORD  &  ALPENA  RAILROAD  COMPANY,  ET  AL. 


t    !■ 


SiOmUted  February  7, 19tl.    Decided  Miay  S,  1921. 


Allegation  tbat  charges  dn  henilock  lumber,  In  carloads,  from  Boyne  City, 
Mich.,  to  certain  points  in  Pennsylvania  were  assessed  on  eircessfve  weights, 
not  sostabied.  OompkUBt  dismissed. 

W.  /.  Herman  for  complaintuit. 

E.  M.  DaviSy  C.  T.  Shemumy  and  John  J.  Heard  for  def enndants. 

Kepobt  of  the  Commission. 

Division  3,  Commissionebs  Haxji,  Attchison,  and  Eastman. 

By  Division  8 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant  is  a  corporation  dealing  in  lumber  at  Pittsburgh, 
Pa.  By  complaint  filed  July  19, 1920,  it  seeks  reparation  on  16  car- 
loads of  lumber  shipped  between  April  5  and  May  11, 1918,  inclusive, 
from  Boyne  City,  Mich.,  to  certain  points  in  Pennsylvania,  and  al- 
leges that  the  charges  thereon  were  unlawful  and  unreasonable  be- 
cause based  on  excessive  weights.  The  rates  applied  to  the  shipments 
were  not  assailed. 

Using  complainant's  figures,  the  shipments  consisted  of  hemlock 
lumber  of  various  dimensions,  324,472  feet  rough,  and  49,500  feet 
dressed  in  transit,  billed  by  defendants  as  1,136,460  pounds  and 
118,500  pounds,  respectively,  and  charges  were  collected  based  on 
those  weights.  Complainant  contends  that  the  charges  should  have 
been  based  on  estimated  weights  per  1,000  feet  of  2,500  pounds  for 
the  rough  lumber  and  2,000  pounds  for  the  dressed  lumber.  Its 
witness  testified  that  charges  on  three  other,  shipments  corresponded 
with  charges  based  on  such  estimates  but  that  the  weights  used 
in  computing  these  charges  greatly  exceeded  the  estimated  weights. 
No  one  having  personal  knowledge  of  the  date  when  the  lumber 
was  cut,  its  grade,  or  character,  appeared  at  the  hearing.  Sub- 
stantially the  only  evidence  introduced  by  complainant  consisted 
of  exhibits  tending  to  show  that  the  lumber  was  in  stock  on  January 
30, 1918,  and  that  at  the  time  of  purchase  complainant  expected  the 
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weight  not  to  exceed  2,500  pounds  per  1,000  feet.  One  of  these 
exhibits  shows  that  part  of  the  lumber  was  green.  Complainant  his 
no  record  of  weights  taken  by  wagonloads  or  otherwise. 

Defendants'  evidence  is  that  these  shipments  were  properly  track- 
scaled  by  experiQnce4  ^^  either  at  Boyne  City  on  scales  of  the  initial 
carrier,  or  at  Cadillac,  Mich.,  or  Fort  Wayne,  Ind.,  on  scales  of  inter- 
mediate carriers,  and  that  the  scales  were  accurate.  The  lumber 
came  from  a  region  subject  to  much  moisture  and  heavy  snows. 
They  admit  that  the  shipment  in  car  P.  &  Jj.  E.  42313  was  over- 
charged $2.06.  The  record  also  indicates  overcharges  on  the  ship- 
ments m  cars  B.  &  M.  23485  and  0.  4b  N.  W.  77137.  All  overcharges 
should  be  promptly  refunded.  Against  the  weights  thus  ascertained 
by  track-scale  weighing  of  the  several  shipments  complainant  sets 
up  only  estimated  weights  not  based  on  ascertained  weight  of  any 
part  of  the  shipment.    Upon  this  record  it  can  not  prevail. 

We  find  that  the  charges  assessed  were  not  unreasonable,  and  the 
complaint  wiU  be  dismissed. 
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No.  11687. 

LITTLE  CAHABA  COAL  COMPANY 
DIRECTOR  GENERAL,  AS  AGENT. 


SubmUted  February  15,  1921.    Decided  May  5,  1921. 


Rata  <m  coal,  In  carloads,  from  Piper,  AUu,  to  Oraaselli,  Ala.,  daring  federal 
control,  found  not  onreasonable.    Gomplaint  dismiaeed. 

James  J.  Jackson  for  oomplainant. 
W.  N.  McOehee  for  defendant 

Rbpobt  of  the  Commission. 

Division  8,  Commissioners  Hall,  Attohison,  and  Eastmai^. 

Bt  Division  8 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  exammev. 

CompUinaBLt,  a  corporation  mining  ooal  at  Piper,  Ala.,  alleges  that 
the  rate  charged  on  eight  carloads  of  coal  shipped  from  Piper  to 
Graaselli,  Ala.,  during  Jvdjy  1919,  was  unreasonable.  Rates  wiU 
be  stated  in  amounts  per  net  ton. 

Piper  is  in  central  Alabama  and  is  served  by  the  Soutiiem  and  the 
Louisville  &  Kaahville.  Grasselli^  about  7  miles  south  of  Birming- 
ham, Ala.,  is  served  by  the  Alabama  Great  Southern,  the  I^ouis- 
ville  &  Nashville,  and  the  Southern.  The  shipments  moved  over 
the  Southern  and  the  Alabama  Great  Southern,  and  charges  thereon 
were  collected  at  the  applicable  rate  of  90  cents.  There  was  oour 
temporaneously  in  effect  from  Piper  to  Grasselli  a  rate  of  70  cent9 
via  the  Louisville  &  Nashville  direct.  The  shipments  were  routed 
over  the  Southern  because  of  inability  to  get  cars  from  the  Louisr 
ville  &  Nashville.  At  complainant's  request  the  rate  over  the  route 
of  movement  was  reduced  to  70  cents  on  February  9, 1920. 

It  does  not  appear  from  the  evidence  that  the  90-cent  rate  was  in- 
trinsically unreasonable.  We  have  repeatedly  found  that  the  mere 
existence  of  a  lower  rate  between  the  same  points  over  another  route 
and  the  subsequent  reduction  of  a  rate  under  attack  do  not  fumisb 
evidence  sufficient  to  warrant  a  finding  of  unreasonableness  in  the 
absence  of  other  supporting  facts. 

Upon  the  record  we  find  that  the  rate  charged  was  not  unreason- 
able.  The  complaint  will  ]be  dismissed. 
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No.  11675. 

ANSALPO  &  NICHOLES 

''•"••'■■•  v.  •       • 

DIRECTOR  GENERAL,  AS  AGENT. 


Submitted  February  U,  1921.    Decided  May  5,  1921. 


Rate  on  wooden  truck  barrels,  in  carloads,  from  Norfolk,  Va.,  to  Ohailestoii, 
S.  0.t  found  not  unreasonable*   Complaint  dismissed. 

Harry  P*.  Masman  and  Thoa.  J.  Burke  for  complainants. 
Henry  Thurtell  for  defendant. 

Bbpobt  of  the  Commission. 

DrvisiON  S,  Commissioners  HAiiL,  Attchison,  and  Eastman. 

By  Division  8 : 

'  Exceptions  were  filed  by  complainants  to  the  report  proposed  by 
ttitf  iexftminer.  ' 

'  QkmiplaiiMittt^,  H.  Al  Angftldo  and  Julius  W.  Nichdes,  copartners 
li-a^fittg  under  the  firm  imme  of  Ansaldo  &  Niciholes  at  Charleston, 
i&.'C,  allege  that  the  rttte  charged  by  defendant  on  wooden  truck 
barrels,  in  carloads,  shipped  during  March,  April,  and  May,  1919, 
from  Ndrfolfc,  Va.,  to  Charieston,  was  unreasonable^  unjustly  dis- 
(a*rmftlatoify,  and  unduly  prejudicial.  We  are  asked  to  award  repa- 
ratidA.  Kates  will  be  stated  in  amounts  per  lOQ  pounds  unless  other- 
wise specified,  aUd  do  not  include  the  general  increase  of  1920. 

The  shipments  moved  over  the  Atlantic  Coast  Line,  391  miles. 
Chdrgtes  were  collected  at  the  applicable  fifth-class  rate  of  45  cents, 
miiiim'ilm  10,000  pounds  oa  cars  36  feet  6  inches  and  under  ^n  length, 
with  Proportionately  higher  minima  on  larger  cars.  The  weights 
averaged  abbut  11;200  pouiids,  and  the  charges. $60.45  per  car.  De- 
fferidant  established  a  rate. of  $35  per  car  of  12,000  pounds,  excess 
in  proportion,  effective  December  3l,  1919,  and  complainants  seek 
reparation  to  that  basis. 

A' rate  of  $3$  per  car  of  12,000  pounds. contemporaneously  appHed 
from  Norfolk  and  other  Virginia  cities  to  stations  north  of  Charles- 
ton oi  the  n^ain  line  of  the  Atlantic  Coast  Line,  St.  Stephens,  S.  Cj 
to  Ashley  Jimction,  S.  C,  inclusive.  These  points  are  approximately 
846  and  385  miles,  respectively,  fi^om  Norfolk.  The  rates  to  points 
north  of  St.  Stephens,  Wilson,  K.  C.,  to  Lanes,  S.  C,  inclusii»6, 
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Lged  from  $i9  to  $38.50  per  eai-  for  distances  of  13^  to  tH  tidW 
The  $85  rate  also  applied  to  iiiain4ine  stations  betweien  Obariefetoii* 
and  Sayaimaii)  Ga.,  ibr  dietosces  rmnpng  from  400  io  481  miles;! 
Tbe  rates  to  various  branch-line  stations  m  South  GavcAin^^^iS^ 
to  »4/6  miles  from  Norfo&,  runged  from  $38.50  to  $3)(  per  car. '  The 
rate  charged  yielded  12.9  «ents  per  ear-mile  based  qn  t^e  avertfge 
charge  per  car.    The  rstes  to  main-line-  points^  north  alifdi^Uthi>0f 
Chmrleston  would  yield  an  av^rajge  of  9192  cents  per  CMf-milet  on^a 
firinimnin  carload  foT  the  average  distance  of  B13  miles«  •  Those*  to' 
the  brafidi*liiie  statioois  wcadd  yield  an  average  of  10;&1  'cents  p^r 
ca]>mile  for  an  average  distance  of  319  miles*  .    )    ,  > ' 

Complainants  show  that  the  intrastate  <£Btanee  soelles  of  Georgia^ 
Florida,  and  North  Carolina  applicable  on  bamlSy  in  caiiocidsv  and' 
the  scale  prescribed  on  barrels  in  SaHroad  Oammissum  i3ff  Lamiiana  • 
V.  A.  H:  T.  Bg.  C^.,49  L  C.  CL,  812,  356,  fmr  sing^e-lihe>appJieart;ion, 
increased  25  per  cent,  would  yield  $32^50,  $29 JK)y  $81^50,  aiid>  $24^ 
reepectively,  per  oar  of  10^000  p6unds  for  a  distance  of  400  miles;' 
and  that  the  South  Cainlina  intrastate  scale  similaarly  inoivassd' 
vfould  yield  $20  per  car  of  10,000  pounds  for  tbe  maldmum  distaoee 
of  300  miles.    They  offered  tiie  following  ecimparisotfis  witlii  cdntem^ 
poraneous  commodity  rates  on  barrels  from  and  to  vatiobs'soiiith^ 
points:  '-'I 


AlbutT,  0» 

AtianU,Oft 

BirmiDgbam,  Ala. 

Cdmnbiu.  Q% 

CQfd«le,.Qft 

MontscmierT.  Ala. 
Cliarle8too.8.C... 
Charchlandi  Va... 
Hargrovt^  Va..... 


Avvafa. 


T<H- 


Charleston,  &C. 

do 

do 

do 

do 

do 

OrMnTille,&C.. 
Charleston,  S.  C. 
Sa^aiinah,  Oa... 


Distance. 


MUa, 
828 
800 
470 
887 
.  283 
433 
321 
>680 
«01 


410 


Rate 
car. 


822.60 

2&00 

27.80 

2&00 

22.80 

27.50 

126.00 

12&00 

&81.00 


28.72 


BamfB^' 

per 
car-mile. 


CtntM, 
8.06 
&00 
8.06 
8.43 
&65 
8.88 
7.78 
*4.81 
8.94 


8.83 


iPer  car  of  12,000  pounds,  excess  In  proportion. 

iVia  Atlantic  Coast  Line  888  miles;  6.44  cents  per  ear>inile. 

For  about  10  years  before  June  15,  1916,  the  rate  from  Norfolk  to 
Charleston  was  $20  per  car  and  to  main-line  stations  on  the  Atlantic 
Coast  Line  north  and  south  of  Charleston,  $28  per  car  of  12,000 
pounds.  On  the  latter  date  the  commodity  rate  to  Charleston  was 
canceled,  leaving  in  effect  the  fifth-class  rate.  Defendant  explains 
that  this  action  was  taken  in  connection  with  the  general  readjust- 
ment following  Fourth  Section  Violations  in  the  Southeast^  30 1.  C.  C^ 
153,  and  that  for  various  reasons  the  rates  from  and  to  the  other 
points  were  not  similarly  revised.    It  did  not  undertake  to  justify 
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the  t«6uHing  departureB  from  the  l<mg-and*short*hatil  provisioii  of 
the  fourth  section  and  admits  that  the  rate  attacked  was  unduly 
prejudicial.  Defendant  contends,  however,  that  the  fifth-class  rating 
and  rate  were  reasonable. 

In  OJoBsifieaUon  of  Empty  BarreU^  26  I.  C.  C,  641,  we  found 
justified  a  proposed  change  in  the  rating  on  empty  barrels  from 
sixth  to  fifth  class  in  southern  dassification  territory.  Since  De- 
cember 80, 1919,  the  consolidated  classification  has  rated  empty  slack 
barrds,  in  carloads,  third  class  in  southern,  official,  and  western  ter- 
ritories. Defendant  shows  that  the  fifthnolass  rate  of  45  cents  from 
Norfolk  to  Charleston  was  depressed  by  water  competition  and  that 
it  was  materially  lower  than  the  fifth^htss  rates  from  Norfolk  to 
intermediate  points,  from  the  Virginia  cities  to  other  points  in  South 
Carolina,  and  from  Memphis,  New  Orleans,  and  other  river  crosB- 
ings  to  points  in  the  Mississippi  Valley  and  the  southeast  for  cor- 
responding distances.  It  is  also  shown  that  the  earnings  per  mini- 
mum carload  were  lower  under  the  rate  attacked  than  on  otiitf 
commodities,  except  piling  and  fertilizer  material,  and  that  the  earn- 
ings per  car-mile  approximated  one-half  the  average  earnings  per 
car-ndle  of  the  Atlantic  Goast  lane  for  die  year  1919  on  all  traffic 

We  find  that  the  rate  attacked  was  not  unreasonable.  The  undue 
prejudice  conceded  has  since  been  removed  and  it  is  not  shown  that 
complainants  were  damaged  thereby.  The  complaint  will  be  dis- 
missed. 
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iKvi^STipAnx:^  Ajq)  SuaPBjisioN  Dogkbt  Np.,  1292. 
SWITCfHING  COAL  AND  COKE  AT  HARRISONBUEO,  VA. 


Sutmitted  March  16,  19tl.    Decided  May  18,  1921, 


Proposed  increased  charge  for  switching  coal  and  coke,  in  carloads,  ^t  Harrison- 
burg, Va.,  found  not  Justified.    Suspended  schedules  ordered  canceled. 

Francis  R,  Cross  for  respondents. 

J8.  S.  AsKba'ugh  and  C  B.  Williamson  for  protestants. 

RsPOBt  OF  TKK  COMHIBSION. 

Division  8,  CoMMissioKEfts  Hall,  Attohison,  and  Eastman. 
By  Division  3  : 

By  schedules  filed  to  become  effective  February  1, 1921,  the  Balti- 
more &  Ohio,  hereinafter  called  respondent,  proposes  to  establish 
a  charge  of  3&  cents  per  net  ton  in  lieu  of  its  present  charge  of  $8 
per  car  for  switching  interstate  shipment^  of  coal  and  coke  from 
its  point  of  interchange  with  the  Chesapeake  Western  at  Harrison- 
burg, Va.,  to  industries  on  its  Hne  and  to  its  connection  with  the 
Southern  at  that  point.  Upon  protest  of  the  Chesapeake  Western 
the  schedules  were  suspended  until  July  1, 1921. 

The  maximum  switching  movement  is  about  three-fourths  of  a 
mile.  Protestant  began  operation  in  or  about  1899.  From  then 
until  1908,  respondent's  charge  for  switching  coal  and  coke  at  Har- 
risonburg for  protestant  was  $2  per'  car.  In  1908  the  charge  was 
increased  to  25  cents  per  ton,  reduced  on  January  4,  1919,  to  $2  per 
car  by  the  Director  General  of  Bailroads,  and  on  August  26,  1920, 
following  our  authorization  of  July  29,  1920,  increased  to  $3.  Re- 
spondent asserts  that  the  reduction  on  January  4,  1919,  was  made 
over  its  protest,  that  the  present  charge  is  not  compensatory,  and 
that  it  desires  merely  to  restore  the  former  charge  of  25  cents  per 
ton,  increased  in  accordance  with  our  authorization  of  July  29, 
1920.  Based  on  the  average  loading  of  50  tons  the  proposed  charge 
would  be  $17.50  per  car. 

Respondent  does  not  propose  to  increase  its  present  charge  at 
Harrisonburg  of  $3  per' car  for  switching  freight  other  than  coal 
and  coke  for  protestant,  or  for  switching  coal  and  coke  for  the 
Southern.  In  seeking  to  justify  the  higher  charge  for  switching  for 
protestant,  respondent  urges  that  the  Southern  offers  reciprocal 
advantages  consisting  of  trackage  rights  and  the  joint  use  of  freight 
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and  passenger  &cilitie8  at  Harrisonburg,  trackage  rights  at  Strans- 
burg  Junction,  Ya.,  and  substantial  rights  at  Potomac  Yard,  Ya., 
and  also  gives  access  to  consuming  points  for  respondent's  coal  not 
reached  by  protestant 

Respondent  compares  the  proposed  charge  with  its  charge  of  56 
cents  per  ton  for  nonreciprocal  switdiiiig  at  Baltimore,  Md.,  and 
with  distance  rates  higher  than  £6  cents  per  ton  for  switching  coal 
at  other  points  where  there  is  no  element  of  carrier  reciprocity.  No 
showing  is  made  of  similarity  of  conditions.  Respondent's  charge 
for  switching  coal  at  Cumberland  and  Hagerstown,  Md.,  is  21  cents 
per  ton.  This  service,  it  says,  is  reciprocaL  Respondent  also  com* 
pares  the  proposed  charge  with  divisions  accruing  to  protestant  out 
of  joint  rates  on  coal  to  Harrisonburg  and  beyond,  and  refers  to 
protestant's  absorption  of  the  former  charge  of  25  cents  out  of  its 
division  of  the  rates  to  Harrisonburg.  These  eomparisons  do  not 
afford  a  basis  for  determining  what  a  reasonable  .charge  for  the 
service  in  question  would  be.  Respondent  submitted  no  estimate  of 
the  cost  of  this  service. 

We  find  that  respondent  has  not  justified  the  proposed  increased 
charge.  An  order  will  be  entered  requiring  cancellation  of  the  sched- 
ules under  suspension  and  discontihuing  this  proceeding.  The 
present  charge  may  be  too  low,  but  this  record  affords  no  basis  for 

determining  what  charge  would  be  reasonable. 
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No.  11611. 
MULKET  SALT  COMPANY 

V. 

DIRECTOB  GENERAL,  AS  AGENT,  WABASH  RAILWAY 

.      COMPANY,  ET  AL. 


Suhmftied  JatMary  6,  1921,    Decided  May  10,  19tl. 


Shipments  ot  salt,  in  carloads,  from  Detroit,  Mich.,  to  points  in  Virginia  and 
Tennessee  found  to  have  been  misrouted.    Heparatlon  awarded. 

Nuel  D.  Bdnap^  W.  J.  TonMnay  and  Borders^  Walter^  BurchtMre 
db  Ccliin  for  complainant. 
Boyal  MoKemui  for  Director  General,  as  Agent. 
L.  H.  Strasder  for  Wabash  Railway  Company. 

Repost  of  the  Commission. 

Divisiox  8,  CoMMissioNEBs  Hall,  Aitchisok,  and  Eastman. 

Bt  Division  8 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  mannfactaring^  and  marketing  salt 
at  Detrmt,  Midi.,  alleges  that  because  of  misrouting  the  diarges  col^ 
lected  by  defendants  on  10  carioads  of*  salt  diipped  from  Detroit  to 
Bristol,  Tenn.,  and  Roanoke,  Richmond,  Glade  Springs,  Patersburg, 
Clifton  Forge,  and  Bluefield,  Va.^  in  Dedsmber,  1917,  and  January 
and  February,  1918,  were  unreasonable  and  unduly  prejudicial. 
We  are  asked  to  award  reparation.  Rates  will  be  stated  in  cents  per 
100  pounds. 

Complainant's  plant  is  served  only  by  the  Wabash,  and  the  cars 
were  delivered  to  that  carrier  routed  to  Bristol,  Glade  Springs,  and 
Bluefield  over  the  Wabash,  Hocking  Valley,  and  Norfolk  &  Western ; 
to  Roanoke  over  the  Wabash,  Hocking  Valley,  Chesapeake  &  Ohio, 
and  Virginian;  to  Richmond  and  Clifton  Forge  over  the  Wabash, 
Hocking  Valley,  and  Chesapeake  &  Ohio;  and  to  Petersburg  over  the 
Wabash  and  Norfolk  &  Western  or  the  Wabash,  Hocking  Valley,  and 
Norfolk  &  Western.  The  bills  of  lading  in  each  case  contained  a  nota- 
tion that  the  rate  applicable  should  be  17.6  cents',  with  the  exception 
of  the  Glade  Springs  and  Bristol  shipments,  the  bills  of  lading  for 
which  indicated  that  the  rate  should  be  22.5  cents.    No  cmnmodity 
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rate  was  in  effect  over  the  routes  specified,  but  commodity  rates  of 
17.5  and  22.6  cents,  respectively,  were  contemporaneously  applicable 
in  connection  with  the  Pere  Marquette,  Michigan  Central,  or  New 
York  Central.  The  shipments  moved  as  routed,  and  charges  were 
collected  at  the  sixth-class  rate  dl  20;^$  cents,  except  that  to  Glade 
Springs  and  Bristol  the  sixt)i*olass  rate  of  25.6  cents  was  applied. 

Three  shipments  to  Boanoke  and  Kichmond,  made  in  December, 
1917,  prior  to  federal  control,  aggregated  242,000  pounds,  and  freight 
charges  of  $496.10  were  collected  thereon  at  the  20.6-ceiit  rate.  De- 
tails respecting  the  remaining  shipments  were  not  submitted. 

When  both  the  rate  and  route  are  inserted  by  the  shipper  in  the 
bill  of  lading  and  they  do  not  coincide,  it  is  the  d^y  of  the  initial 
carrier's  agent  to  ascertain  from  the  shipper  before  forwarding  the 
shipments  whether  he  desires  that  the  instructions  as  to  the  rate 
or  the  route  shall  govern.  See  Conf.  Ruling  i7J!f,{c).  The  carrier's 
agent  failed  to  follow  this  course. 

V7e  find  that  the  shipments  wefe  misrouted ;  that  Complainant  made 
the  shipments  as  described  and  paid  and  bore  the  charges  thereon; 
that  it  was  damaged  by  the  misrouting  in  the  amount  of  the  differ- 
ence between  the  charges  collected  and  those  which  would  have  ac- 
crued if  the  shipments  had  moved  by  way  of  the  lines  over  which  the 
rates  of  17.5  and  22.5  cents  applied;  that  it  is  entitled  to  reparation 
from  the  Wabash  Railway  Company  on  the  shipments  made  in 
December,  1917,  in  the  sum  of  $72.60;  with  interest,  and  from  the 
Director  General,  as  Ag^it,  on  the  shipments  ma^  in  January  and 
February,  1918.  The  exact  anuMUtiof  reparation  due  from  the 
Director  General,  as  Agent,  can  not  b^  determined  upon  this  record, 
and  as  to  these  shipments  complainaht  should  comply  with  rule  V 
of  the  Rules  of  Practice. 

An  appropriate  order  will  be  enter^ 


I 
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No.  11812. 
RUSSELL  BROTHERS 

DIBECTOR  GENERAL,  AS  AGENT,  UNION  PACIFIC  RAIL 

ROAD  COMPANY,  ET  AL, 


Bu(>mUt0d  Vfy^emher  8^  mo.    Decided  Uo/y  6,  1921. 


Rttto  cm  range  eatO^,  la  eafloaOs,  from  Rock  Springs,  Wyo*,  to  8tor«7»  OalU, 
fovnd  imreaaonaMe  to  tlie  extent  that  it  exceeded  tHe  aggr^^ate  of  tte 
intermediate  rates  to  and  beyond  Ogdm»  Utalu  Measure  of  reasona]>le 
maxlmqm  rate  prescribed  for  the  future. 

Ale(9.  Gould  for  complainants. 

Elmer  Westlake  a^d  M,  A.  C%Mmin^s  for.  Directoar  Genera},  as 
Agent,  and  Southern  Pacific  Company. 

M.  W.  Reed  for  Atchison,  Topeka  &  Santa  Fe  Railway  Company. 

Repost  of  thb  Comkissiok. 

DivisioK  3,  CoMHissiOKERs  Haui,  Aitchisox,  and  EAS'Af  an. 

By  Division  S  : 

Complainants,  H.  S.  Russell  and  J.  H.  Russell,  copartners  engaged 
in  buying  and  selling  live  stock  at  Storey,  Calif.,  under  the  trade 
name  of  Russell  Brothers,  allege  that  the  joint  rate  of  $222  per  36- 
foot  car  charged  for  the  transportation  of  25  carloads  of  range 
cattle  on  October  4,  1919,  from  Rock  Springs,  Wyo.,  to  Storey 
was  unreasonable  to  the  extent  that  it  exceeded  the  aggregate,  $201, 
of  the  intermediate  rates  to  and  beyond  Ogden,  Utah.  The  prayer 
is  for  reparation  and  the  establishment  of  a  reasonable  rate  for  the 
future.  Rates  are  stated  in  amounts  per  36-foot  car  and  do  not 
include  the  general  increases  authorized  in  1920. 

The  shipments  moved  in  36-foot  cars  from  Rock  Springs  to  Ogden 
over  the  Union  Pacific,  thence  Southern  Pacific  to  Stockton,  Calif., 
and  beyond  over  the  Atchison,  Topeka  &  Santa  Fe,  1,036.6  miles. 
Charges  were  collected  in  the  sum  of  $6,550  at  the  applicable  joint 
rate  of  $222. 

Prior  to  June  25, 1918,  the  rate  from  Kock  Springs  to  Ogden  was 
$58  and  from  Ogden  to  Storey  $133,  a  total  of  $186.  On  June  25, 
1918,  under  general  order  No.  28  of  the  Director  General  of  Rail- 
roads, rates  on  live  stock  were  increased  25  per  cent  ^^but  not  ex- 
ceeding ♦    ♦    ♦    $15  per  standard  36-foot  car.'*    When  the  ship- 
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ments  moved  defendants'  tariffs  provided  that  where  rates  were 
based  on  the  sums  of  the  intermediates  the  total  increase  authorized 
by  general  order  No.  28  should  not  exceed  '^  $15  per  standard  36-f oot 
car."  The  aggregate  of  intermediate  rates  to  and  from  Ogden  was 
therefore  $201.  This  departure  from  the  pi^oyisions  of  the  fourth 
section  of  the  interstate  commerce  act  was  appropriately  protected. 

Defendants  admit  that  the  rate  assailed  was  unreasonable  to  the 
eaAent  alleged.  They  express  willingness  to  nmke  I'eparation  ac- 
cordingly, and  to  establish  for  the  futute  a  rate  not  in  excess  of  the 
aggregate  of  the  intermediate  rates  to  and  beyond  Ogden. 

We  find  that  the  rate  assailed  was,  and  that  the  present  rate  is  and 
for  the  future  will  be,  unreasonable  to  the  extent  that  they  respec- 
tively exceeded  and;  exceed  the  aggregate  of  the  intermediate  rales 
contemporaneously  in  effect  to  and  beyond  Ogden.  The  record  does 
not  afford  a  sufficient  basis  for  a  finding  that  the  complainants  paid 
and  bore  the  charges  on  these  shipments.  TTpon  receipt  of  satisfac- 
tory proof  that  complainants  paid  and  bore  mxdh  charges  we  will  c<m- 
^Qf  tiiei  entry  of  an  oi^der  awarding' r^aration; 

An  order  for  the  future  will  be  entered* 

toi.o.o. 
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No.  11487. 

BUCKEYE  VENEEB  COMPANY 

«. 

DIRECTOR  GENERAL,  AS  AGENT. 


PORTIONS  OF  FOURTH  SECTION  APPLICATIONS 

NOS.  1548  AND  2060. 


Submitted  December  23,  1920.    Decided  May  5»  1921. 


X,  RAte  on  oak  lumber,  In  carloads,  from  Huntlngburg,  Ind.,  to  Dayton,  Ohio, 
found  not  nnreasonabla  Damage  doe  to  alleged  unjust  discrimination 
and  undue  prejudice  not  shown.  Reparation  denied  and  com^daint  dis- 
missed. 

2.  Fourth  section  relief  denied. 

O.  P.  GothMn  for  complainant. 

C  B.  l^orthropy  Charles  /.  Rixet/y  jr.y  and  D.  Lynch  Younger  for 
Southern  Railway  Company  abd  Director  General,  as  Agent. 

RePOBT  or  THE  COMMISSIOJ^. 

Divx8K»f  3,  CoMMifis^oi^ffis  Hali^  Ajtghison,  Ain>  Ea8THAU« 

Bt  Divibion  8: 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by 
the  examiner  and  the  case  was  orally  arg^ued. 

Cbmplainant,  a  eorporaticm  manufacturing  oak  reneer  at  Dayton, 
Ohio,  alleges  that  the  rate  of  17  cents  charged  on  34  carioads  of  oak 
lumber  shipped  between  August,  1018,  and  December,  1919,  from 
Hnntingburg,  Ind.,  to  Dayton,  was  unreasonable,  unjustly  discrimi- 
natory, unduly  prejudicial,  and  in  violation  of  the  long-and-short* 
luml  provision  of  section  4  of  tiie  act  to  regulate  commerce.  We  are 
asked  to  award  reparation.  Portions  of  fourth  section  applications 
No.  1548,  filed  by  the  Southern  Railway  Company,  and  No.  iOW, 
filed  by  J.  F.  Tucker,  agent,  by  which  authority  is  sought  to  charge 
rates  for  the  transportation  of  lumib^  frofti  Belleville,  Centralia,  Fair- 
field, and  Mount  Carmel,  111.,  to  Dayton,  which  are  lower  than  rate^ 
ooiltemporaneouBly  maintained  <m  like  traffic  from  Huntingburg  and 
other  intermediate  points,  \^ere  heard  with  this  case.  Rates  are  stated 
in  cents  per  100  pounds  and  do  not  include  the  general  increase  of 
1920. 
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Huntingburg  is  a  local  point  on  the  St.  Louis  divisicm  of  ths 
Southern.  Mount  Carmel,  Fairfield,  Centralia,  and  Belleville  are 
junction  points  between  the  Southern  and  various  short-line  routes 
to  Da3rton.  The  shipments  moved  between  August  80,  1918,  and 
December  18,  1919,  some  over  the  iSouthem  to  New  Albany,  IncL, 
and  Baltimore  &  Ohio  beyond;  and  others  over  the  SouUiem  to 
Louisville,  Ky.,  and  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  be- 
yond. The  following  table  i^ows  the  distance^  and  routes  to  Day- 
ton from  the  points  named,  and  also  from  St.  Louis,  Mo. : 


■I  * ' 


1 


To  Dayton  from^ 
Huntineborg.. 
Mount  Ciinnel. 

Falfileld 

Centralis. 

BdlevUle 


St.  Looii.. 


Short41n6  Tout6. 


C:,  C,  C.  A  St.  L.  to  VinoennM,  Ind.;  P.,  O^CA 

St.  X>.  beyond. 
8.  Ry.  to  Mt.Cafmel;  C,  C,  C.  &  St.  L.  to  VbBoennes, 

Ind.;  P^C.  C.  &  St.  L.  beyond. 
I.  C.  to  Sinngham,  HI.;  P..  C.,  C.  &  St.  L.  beyond. . 
8.  Ry.  to  E.  St.  LouiB,  Bl.;  P.,  C,  0.  A  St.  L. 

beyond. 
P.,  C,  C.  dc  St.  L.  direct <....,.» •^..•. 


Distances. 


Short 
Una. 


JIUm. 


262 
286 

m 


8.  Ry.— 
B.  4e0. 


ilUet. 
2U 


827 
380 


c.  c.  c 


MOtt. 
219 


m 


Charges  were  collected'  at  the  applicable  commodity  rate  of  17 
cents.  The  sixth-class  rate  from  Huntingburg  to  Dayton  also  was 
17  cents.  The  usual  basis  for  rates  on  lumber  in  central  territory 
is  and  long  has  been  sixth  class.  Prior  to  August  25,  1919,  a  rate 
of  14.5  cents  was  in  effect  to  Da3rton  from  St  tx>uis  and  intermediate 
junction  points  west  of  Huntingburg.  On  that  date  tiie  rate  from 
Browns,  111.,  and  junction  points  east  thereof  i^as  increased  to  17 
cents.  Browns  is  between  Mount  Carmel  and  Fairfield.  Tim  short 
lines  control  the  rate  from  St.  Loins  to  Dayton,  and  apply  it  as 
maximum  from  intermediate  points.  The  SouUi^m  met  the  rates 
of  these  intersecting  short  linas  at  junction  points  and  now  merts 
them,  except  as  above  stated,  but  as  a  rule  has  maintained  and  now 
maintains  higher  rates  from  intermediate  local  points.  The  com- 
modity rate  of  17  cents  applied  to  Dayton  from  a  large  number  of 
local  points  east  and  west  of  Huntingbtorg.  Complainant  asks  tibat 
reparation  be  awa;rded  to  this  basis  of  14.ft  eenta  By  the  route 
through  New  Albany^  255  miles,  the  17^cent  rate  yielded  18.8  mills 
per  ton^mile. 

Defendant  refers  to  rates  of  17  axid  17.5  cents  from  Chicago,  HL, 
and  Indianapolis,  Ind.,  to  destinations  in  Ohio,  Indiana,  and  Illinois, 
241  to  262  miles;  17  cents  to  Dayton'  from  local  stations  on  the 
Southern  on  either  side  of  Huntingburg  as  far  east  as  English,  Ind^ 
and  as  far  west  as  Oakland  City,  Ind.,  both  inclusive,  225  to  278 
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miles  i  aad  12,5  cents  to  18  oeiifU  from  various  points  in  central  terri- 
tory to  Dayton^  110  to  281  miles,  yieMing  ton-Hiile  earnings  of  from 
lOa  to22,9.millsi 

In  several  oases  decided  prior  to  the  increases  following  The  Fif- 
teen Per  Cent  Oa&ey  45  1.  C.  C.,  303^  and  general  order  No.  08  of  - 
the  Director  General  of  Railroads,  we  passed  upon  rates  from  the 
territory  in  whidi  Huntingbnvg  is  located.  In  Stimeon  v.  8.  Ry.  0^.^ 
46  L  C^  C^  429,  we  fonnd  not  unreasonable  rates  of  from  12  to  15 
cents  from  Huntingburg  to  representative  points  m  Illinois,  Michi* 
gan,  and  Wisconsin,  298  to  445  miles,-  althoogh  lower  rates  were 
maintained  from  farther  distant  points  south  of  Huntingburg.  In 
Stimson  v.  j$.  Ry.  Co.^  40  I.  C.  C,  189',  we  found  not  unreasonable 
a  rate  of  10  cents  on  lumber, 'applicable  over  an  interstate  route 
from  Huntingburg  to  Shelbyville,  Ind.,  180  miles,  although  lower 
rates  were  applicable  from  more  distant  points  of  origin,  and  in 
Collier  v.  S.  Ry.  Co.^  imreported,  we  found  a  rate  of  12  cents  from 
points  on  the  Southern  in  southern  Indiana  to  Chicago,  885  to  350 
miles,  not  unreasonable.  In  Class  and  Commodity  RateSj  38  I.  C.  C, 
411,  we  recognized  that  the  volume  of  traffic  originating  in  the  terri- 
tory traversed  by  the  Southern  in  southern  Illinois  and  Indiana  was 
comparatively  light. 

The  fourth  section  departures,  formerly  existing  at  Mount  Carmel 
and  other  junction  points  west  of  Huntingburg  to  and  including 
Browns,  had  been  removed  before  the  date  of  the  hearing,  but  those 
at  the  other  jimction  points  named  still  exist.  The  Southern  does 
not  oppose  removal  of  the  fourth  section  departures  at  Huntingburg 
and  some  of  the  other  intermediate  points.  The  distances  to  Dayton 
over  the  routes  of  movement  from  St.  Louis  and  other  competitive 
points  mentioned  are  more  than  115  per  cent  of  the  distances  over  the 
short  routes.  The  Southern  is  compelled  to  meet  the  jates  of  the 
short  routes  at  these  points  in  order  to  secure  the  traffic.  The  dis- 
tance to  Dayton  is  less  from  Huntingburg  over  either  of  the  routes 
of  movement  than  from  St.  Louis,  Belleville,  Centralia,  orj^airfield 
over  the  short  routes.  Under  the  amended  f  ourthsp^^^^  .7e  have 
no  authority  to  authorize  a  lower  charge  to  Daji|^^  ^St.  Louis 
or  other  competitive  points  than  fron  ^^nerirency  i  other  inter- 

mediate points,  as  to  which  the  haul  of  t£e  k.  ^^«Uq]^  -^d  its  connec- 
tions is  not  longer  than  that  of  the  direct  line  or  route  between  St. 
Louis  or  other  competitive  points  and  Da3rton.  We  can  not,  there- 
fore, authorize  a  continuance  of  the  departures  at  Huntingburg  or 
other  intermediate  points  similarly  situated  with  respect  to  any  such 
competitive  point.  The  record  shows  that  the  Southern  desires  to 
remove  any  undue  prejudice  that  may  exist  by  increasing  its  rates 
from  junction  points  west  of  Huntingburg  rather  than  by  reducing 
the  rate  of  17  cents  from  Huntingburg. 
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The  applications  for  relief  from  the  provisions  of  the  fourth 
tion  will  be  denied  to  the  extent  that  they  are  involved  herein.  In 
Appalachia  Lumber  Co.  v.  L.  <&  N.  R.  R.  Co.^  26  I.  &  C,  193,  197, 
we  pointed  out  that  when  a  fourth  section  departure  is  protected  by 
an  appropriate  application  no  damage  can  be  awarded  up  to  the 
time  when  we  pass  upon  the  fourth  section  application  unless  a 
case  of  undue  prejudice  is  made  out  which  might  carry  with  it  an 
award  of  damages  or  unless  the  rate  charged  from  the  intermediate 
point  is  found  unreasonable.  In  the  present  case  there  is  no  proof 
of  damage  due  to  any  unjust  dis(irimination  or  undue  prejudice 
which  may  have  existed.  We  find  that  the  rate  assailed  was  not  un- 
reasonable.   The  complaint  will  be  dismissed* 

A.ppropriate  orders  will  be  entered. 

eii.acL 


west  oUgb* 


tNTBACHAlffGBABIaE  ACCBPTANOE  OF  CX)MMUTATION  TICKETS.     677 


Invbstioation  and  Suspension  Docket  No.  1296. 

INTERCHANGEABLE  ACCEPTANCE   OF  60-TRIP 

COMMUTATION  TICKETS. 


SubmUted  April  IS,  1921.    Decided  May  IS,  1921. 


Proposal  of  the  Pennsylvania  and  the  Baltimore  &  Ohio  railroad  companies 
to  discontinue  the  interchangeable  use  of  their  60-trip  conunutation  ticliets 
between  Washington  and  Baltimore  found  Justified. 

Henry  Wolf  Bikle  and  Charles  R.  Webber  for  respondents. 
A.  T.  Beck  for  protestants. 

Repobt  op  the  Commission. 

Division  1,  Commissioners  McChoro,  Meter,  and  Aitchison. 
Meyhr,  Commissioner: 

The  respondents  are  the  Baltimore  &  Ohio  Kailroad  Company  and 
the  Pennsylvania  Railroad  Company.  They  propose  by  schedules 
filed  to  become  effective  March  1^  and  February  7, 1921,  respectively, 
to  discontinue  the  interohai^eable  use  of  their  60-trip  commutation 
tickets  between  Washington  and  Baltimore.  The  operation  of  these 
schedules  has  been  suspended  until  June  7, 192L 

The  interchangeable  use  of  these  tickets  was  initiated  September  1, 
1918,  by  the  United  States  Railroad  Administration,  when  the  re- 
spondents were  under  federal  control  and  operation,  and  was  occa- 
sioned by  the  congestion  of  passenger  travel  between  Baltimore  and 
Washington  incident  to  an  increase  in  the  number  of  war  workers  in 
Washington  and,  to  some  extent,  to  a  reduction  in  the  number  of 
trains  between  these  points.  The  train  service  has  been  restored  to 
substantially  what  it  was  before  the  war,  and  the  number  of  com- 
muters has  materially  decreased.^  The  respondents  therefore  desire 
to  discontinue  what  they  state  was  an  emergency  practice,  for  reasons 
which  may  be  summarized  in  a  general  way,  as  follows  : 

(1)  It  contravenes  the  basic  principle  of  monthly  tickets,  which 
is  to  accord  a  reduction  from  the  n<H*mal  one-way  fare  in  considera- 
tion of  a  given  number  of  id^itical  trips  within  the  month  over  the 

>Tbe  req>ondents'  combined  sales  of  60-trlp  commntatloD  tickets  between  Washington 
and  Baltimore  were  2J11  in  1916 ;  8,894  in  1917 ;  7,549  in  1918 ;  8.192  in  1919 ;  6,81R  in 
1980.  Tbe  montbly  1920  sales  were  055  in  January ;  724  to  February ;  692  In  March ; 
640  in  April ;  688  in  May ;  586  in  June ;  468  in  July ;  610  in  AugiiBt ;  460  to  Sept«mb«r ; 
609  to  Octob^ ;  587  to  November ;  892  to  December. 

68865'— 21— VOL  eX <6 


678  INTERSTATE  COMMERCE  COMMISSION  REPORTS. 

issuing  line.  If  the  commutation  rate  applies  interchangeably  over 
either  of  two  lines,  and  the  number  of  trips  over  each  line  is  ma- 
terially less  than  the  number  contemplated,  there  is  reason  for 
making  the  fare  more  neariy  approximate  the  one-way  fare.*  It 
is  suggested  that  even  if  the  trips  were  always  equally  divided,  30 
to  each  line,  it  would  be  the  equivalent  of  each  line  charging  for 
a  30-trip  ticket  on  a  60-trip  basis. 

(2)  It  discriminates  against  commuters  between  other  points  on 
the  respondents'  lines,  where  the  practice  has  been  discontinued^ 
except  possibly  in  a  few  instances  where  trains  of  two  companies 
operate  over  the  same  tracks  between  the  same  stations  and  where 
it  is  almost  impossible  for  the  public  to  distinguish  between  the 
trains  of  the  two  companies,  or  where  the  service  is  divided  between 
two  companies  and  the  total  service  offered  to  the  public.  There  was 
no  protest  from  these  other  commuters  when  the  practice  was  dis- 
continued. 

(3)  The  issuing  line  is  deprived  of  the  additional  revenue  per 
trip  that  would  accrue  to  it,  but  for  the  concession  made,  on  the 
theory  that  all  of  the  trips  would  be  taken  over  its  line. 

(4)  There  is  difficulty  in  apportioning  revenues  between  the  re- 
spondents, which,  unimportant  during  the  period  of  unified  opera- 
tion under  federal  control,  now  becomes  of  first  importance  under 
a  return  to  separate  corporate  management.  Formerly  the  block 
ticket,  with  trips  to  be  punched,  was  used.  It  was  discontinued 
after  the  inauguration  of  the  interchangeable  practice  because  of 
the  tax  upon  the  conductors'  time  in  keeping  a  record  of  trips  over 
the  line  of  each  carrier.  The  substituted  coupon  book  also  proved 
unsatisfactory  because  of  the  delay  incident  to  the  collection  of  the 
coupons  and  the  opportunity  for  their  misuse.  Finally  the  present 
block  ticket  was  restored,  with  an  arbitrary  apportionment  of  reve- 
nues, based  on  the  total  sales  of  each  respondent  for  a  given  period 
prior  to  federal  control.  It  is  argued  that  even  if  th«  number  of 
trips  actually  taken  over  each  line  could  be  accurately  determined 
by  check  it  would  not  furnish  an  accurate  basis  for  revenue  distri- 
bution, in  view  of  the  fact  that  an  average  of  about  10  trips  each 
month  remain  unused.  If,  for  example,  the  holder  of  a  Baltimore 
&  Ohio  ticket  should  take  only  20  trips  on  that  line  and  30  trips 
on  the  Pennsylvania,  10  trips  remaining  unused,  the  Baltimore  & 
Ohio  would  receive  half  of  the  revenue  for  a  service  less  than  that 
rendered  by  the  Pennsylvania,  in  connection  with  trips  actually 
taken. 

^  The  one-waj  fare  is  11.44.    The  commater*s  montlilj  rate  la  $20.40,  or  34  eenta  par 
tript. 
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The  foregoing  are  the  objections  which  the  respondents  make 
in  addition  to  their  contention  that  we  have  no  power  to  require 
this  interchange,  inasmuch  as  the  request  is  not  for  a  joint  fare  over 
their  combined  through  route,  but  for  the  interchangeable  use  of 
tickets  over  their  paralleling  and  competing  routes,  the  reasonable- 
ness of  the  common  charge  for  which  is  not  in  issue.  The  protes- 
tants,  while  expressing  generally  the  view  at  the  hearing  that  we 
have  the  requisite  power  under  the  present  statute,  filed  no  brief  in 
support  of  that  view. 

Aside  from  the  question  of  jurisdiction,  the  record  affords  no  sub- 
stantial ground  for  requiring  a  continuance  of  this  practice.  The 
protestants  who  appeared  at  the  hearing  were  one  resident  of  Takoma 
Park,  D.  C,  who  COTEimutes  to  and  from  Washington  in  connection 
with  his  commutation  trips  between  Washington  and  Baltimore,  and 
four  residents  of  Washington.^  They  refer  to  the  great  convenience 
afforded  in  the  choice  of  trains  on  either  line  under  the  present 
arrangement.  A  point  particularly  stressed  is  that  it  is  more  con- 
venient to  take  the  8.15  train  of  the  Pennsylvania  than  the  7.45  or 
7.55  train  of  the  Baltimore  &  Ohio  from  Washington  in  the  morning, 
and  more  convenient  to  take  the  4.55  train  of  the  Baltimore  &  Ohio 
than  the  3.30  or  5.30  train  of  the  Pennsylvania  from  Baltimore  in  the 
evening.  They  also  refer  to  the  advantage  of  alternative  service  in 
case  of  emergency.  The  advantage  in  all  this  is  manifest,  but  it 
does  not  in  itself  warrant  our  ordering  a  c<»itinuance  of  the  present 
practice.  There  is  shown  no  urgent  necessity  for  the  interchange 
of  tickets  under  present  conditions.  There  is  no  evidence  that  the 
service  of  either  of  the  respondents  is  inadequate.  Commuters  have 
the  benefit  of  through  trains  between  Washington  and  Baltimore 
en  route  from  and  to  other  points  in  addition  to  the  trains  that  run 
only  between  Washington  and  Baltimore*  Certain  of  these  latter 
trains  are  run  primarily  for  the  benefit  of  the  commuters  and  would 
be  withdrawn  but  for  that  service.  Certain  of  the  latter  trains  also 
are  through  commutation  express  trains.  So  far  as  this  record 
shows,  the  service  of  each  of  the  respondents  is  ample  to  take  care  of 
its  traffic. 

We  find  that  the  proposed  discontinuance  of  the  interchangeable 
use  of  the  respondents'  60-trip  commutation  tickets  between  Wash- 
ington and  Baltimore  has  been  justified.  The  order  of  suspension 
will  be  vacated,  and  the  proceeding  discontinued. 

<  One  of  the  protestants  has  been  commuting  for  aboat  11  years  wltbont  anj  preylons 
registered  protest.  Another  one  of  the  protestants  has  been  eommnting  nfnce  IVromber* 
1910,  two  since  January,  1920,  and  one  since  abont  tvro  months  prior  to  the  bearing. 
None  of  the  commuters  from  Baltimore  appeared  at  the  hearing. 

aiLaa 
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No.  11163.* 
NORTHERN  POTATO  TRAFFIC  ASSOCIATION 

V. 

BALTIMORE  &  OHIO  RAILROAD  COMPANY,  DIRECTOB 

GENERAL,  AS  AGENT,  ET  AL. 


SubmUied  March  2^,  1921.    Decided  May  10,  1921. 


1.  Relationship  of  rates  on  potatoes,  in  carloads,  from  points  in  Mlnnesots 

and  Wisconsin  to  destinations  In  trunk  line  territory  found  unduly 
prejudicial.    Undue  prejudice  ordered  removed. 

2.  Rates  on  the  same  traffic  from  same  territory  to  northeast  Texas  points 

found  unreasonable.  Reasonable  maximum  rates  prescribed.  Same 
rates  from  same  originating  territory  to  Texas  conunon  points  not  in- 
cluded in  northeast  Texas  found  not  unreasonable  except  (1)  to  extent 
they  exceeded  and  exceed  the  aggregates  of  intermediate  rates  subject 
to  the  act  and  (2)  to  extent  rates  from  points  in  Wisconsin  north  of  Fox 
River  territory  exceeded  and  exceed  rates  found  reasonable  in  report. 

3.  Cancellation  of  Joint  rate  on  same  traffic  from  Bloomer,  Wis.,  to  Texas  via 

Chicago,  HI.,  found  Justified. 

4.  Assessment  of  rental  charge  of  $5  per  car  daring  the  winter  months  in  addi- 

tion to  the  freight  rate  on  the  traffic  involved  found  not  unreasonable. 

Oliver  W.  Tong  for  complainant. 

F.  G.  Dorety  for  defendants  in  No.  11163  and  F.  O,  Dorety^  R.  J. 
Hagman^  and  Chxtrles  D,  Clark  for  defendants  in  No.  11164. 

Report  of  the  Commission, 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Eastman,  Commissioner: 

Exceptions  to  the  proposed  report  were  filed  by  the  complainant, 
and  we  have  reached  conclusions  differing  from  those  recommended 
by  the  examiner. 

These  complaints,  filed  January  22,  1920,  by  an  association  of 
potato  shippers,  as  amended  bring  in  issue  the  rates  and  car-rental 
charges  applicable  on  potatoes,  in  carloads,  from  producing  points 
in  Minnesota  and  Wisconsin  to  trunk  line  and  Texas  common-point 
territories.  Rates  herein  are  stated  in  cents  per  100  pounds  and 
do  not  include  the  general  increases  authorized  by  us  on  July  29, 
1920. 

^  This  report  also  embraces  No.  11164,  Same  v.  Atdilson,  'Topeka  k  Saata  Fe  Rail- 
waj  Company,  Director  General,  as  Agent,  et  aL 
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BATES  TO  TRUNK  UNB  TERRTTORT. 

In  No.  11163  complainant  attacks  the  relationship  between  the  car- 
load rates  on  potatoes  to  points  in  trunk  line  territory  from  points 
in  Minnesota  and  Grantsburg,  Wis.,  within  what  is  called  the  Prince- 
ton group,  and  the  corresponding  rates  from  specified  points  in  Wis- 
consin, alleging  that  this  relationship  unduly  prefers  the  Wisconsin 
shippers  to  the  undue  prejudice  of  shippers  within  the  Princeton 
group.    Nonprejudicial  rates  are  sought  for  the  future. 

The  Princeton  group  is  described  as  a  triangular  area  extending 
about  60  miles  north  and  northwest  of  St  Paul  and  Minneapolis. 
The  points  which  it  includes  are  all  within  the  state  of  Minnesota 
with  the  single  exception  of  Grantsburg.  The  Wisconsin  points 
alleged  to  be  preferred  are  Waupaca,  Rhinelander,  Eagle  Biver, 
Viroqua,  Eau  Claire,  Bice  Lake,  Park  Falls,  Alma,  New  Bichmond, 
and  points  taking  the  same  rates,  as  specified  in  agent  Boyd's  tariff 
L  C.  C,  No.  A-743.  These  points,  which  are  located  within  a  terri- 
tory comprising  all  of  Wisconsin  except  a  strip  at  the  south  and  a 
strip  at  the  north,  take  the  same  rates  to  trunk  line  territory  and 
are  hereinafter  referred  to  as  the  Wisconsin  group. 

The  relative  adjustment  is  shown  by  the  following  comparisons, 
offered  by  complainant,  of  the  rates  from  a  typical  shipping  point 
within  each  group  to  representative  destinations : 


To— 


Baiblo,N.Y 

BocdMSlcr.  N.  Y 

BjneoBbtN.Y 

mfcs»,N.Y 

Albany,  N.Y 

Boston,  Ma«. 

NewYork,N.Y.... 
PhilAdelptaifLPa.... 

BAltimarMid 

WiMiMngton.D.  C... 

Lynehborg,  va 

Norfolk.^ 

Pa^flnburg,  W.  Va 
HnatinftQa,  W.  Va. 

Pmsbar^TPa- 

Joknstown,  Pa. 


From  Prinoeton. 

Fran  Xaa  daira. 

Distance. 

Rate. 

Dlstanoe. 

Rate. 

AHitf. 

Centt, 

AHitf. 

OmU. 

971 

40.5 

832 

88 

1,040 

40 

001 

41 

1,121 

51 

062 

43 

1,178 

54 

1,034 

46 

1,268 

66 

1,129 

48 

1,460 

10 

1,330 

63 

1,350 

57 

1,211 

40 

1,267 

56 

1,128 

47 

1,246 

54 

1,107 

46 

1,261 

54 

1,122 

46 

1,215 

54 

1,076 

46 

1,410 

54 

1,280 

46 

030 

40.5 

791 

33 

806 

40.5 

757 

33 

018 

40.5 

770 

33 

OOi 

45 

855 

37.5 

The  average  distances  and  rates  from  Princeton  and  Eau  Claire  to 
six  of  the  foregoing  destinations,  namely,  Buffalo,  New  York,  Wash- 
ington, Norfolk,  Pittsburgh,  and  Johnstown,  and  the  average  amount 
of  the  excess,  Princeton  over  Eau  Claire,  are  reproduced  below  from 
an  exhibit  submitted  by  complainant,  together  with  the  average  ton- 
mile  earnings: 

ei  I.  a  o. 
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From— 


Princeton.. 
Bau  Claire. 


▲▼erage 


AvengB 

rate. 


Average  Prinoeton  OTer  Eau  Claire. 


1,152 
1,018 


48.50 

4a  75 


8L8 

8 


139 


7.75 


.5 


Complainant  shows  that  the  rates  from  the  Princeton  group  are 
the  same  as  from  the  Wisconsin  group  to  some  points  in  central  terri- 
tory and  higher  by  2.6  cents  or  thereabouts  to  others.  A  rate  of 
33  cents  applies  from  both  groups  to  points  just  west  of  Pittsburgh, 
such  as  New  Castle,  Pa.  Pittsburgh  also  takes  this  rate  from  the 
Wisconsin  points,  while  from  the  Princeton  group  the  rate  is  40.5 
cents,  or  7.5  cents  higher.  Although  complainant  asks  for  a  parity 
of  rates  from  the  two  groups,  it  suggests  that  the  Princeton  group 
might  properly  take  a  differential  of  2.5  cents  over  Wisconsin  not 
only  to  trunk  line  territory  but  also  to  points  west  thereof  in  central 
territory.    The  latter  rates  are  not  in  issue. 

The  record  shows  that  shippers  in  the  two  groups  compete  in  the 
sale  of  their  potatoes  within  trunk  line  territory,  and  indicates  that 
under  the  present  adjustment  this  market  is  practically  closed  to 
shippers  in  the  Princeton  group  except  in  abnormal  years.  Defend- 
ants made  no  attempt  to  defend  this  adjustment,  admitting  that  the 
disparity  between  the  rates  is  too  wide.  They  contend,  however, 
that  the  spread  of  2.5  cents,  proposed  by  complainant,  is  too  small 
and  state  that  the  rates  to  central  territory  were  established  for  the 
purpose  of  building  up  the  potato  industry  in  the  northwest  and  are 
very  low.  They  propose  realigning  the  rates  from  the  two  groups 
not  only  to  trunk  line  points  but  also  to  points  in  central  territory. 
Under  this  proposed  readjustment  Waupaca,  Wis.,  is  used  as  a  basing 
point  for  all  of  the  rates,  beginning  with  a  local  rate  of  10  cents  from 
Waupaca  to  Chicago,  111.,  plus  the  fifth-class  rates  beyond.  The 
present  local  rate  from  Waupaca  to  Chicago  is  17  cents,  but  there  is 
a  local  rate  of  10  cents  from  Waupaca  to  Manitowoc,  Wis.,  and  from 
Manitowoc  the  Chicago  rates,  lake  and  rail,  are  available  to  many 
central  territory  destinations.  The  rates  from  points  other  than 
those  now  taking  the  Waupaca  rates  to  all  destinations  would,  imder 
this  adjustment,  be  made  by  adding  to  the  Waupaca  rates  the  same 
differences  in  cents  per  100  pounds  as  exist  between  the  Waupaca 
local  rate  to  Chicago  and  the  local  rates  from  the  other  points  to 
Chicago.  Commodity  rates  so  made  would  be  less  than  the  fifth- 
class  rates  in  all  instances.  The  rates  from  points  in  the  Princetcm 
group  to  destinations  in  trunk  line  territory  would  in  most  instances 
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be  4.5  cents  over  the  rates  from  Waupaca.  Defendants'  witness 
testified  that  this  plan  would  have  the  effect  of  making  a  consistent 
rate  adjusUnent  into  the  east,  and  would  remedy  the  discriminati<m 
against  the  Princeton  group. 

As  complainant  points  out,  such  a  revision  would  necessitate  a 
1-egrouping  of  Wisconsin  points,  thereby  disrupting  a  long-standing 
adjustment,  and  would  result  in  increases  from  points  in  the  Prince- 
ton group  ranging  from  2.5  cents  at  South  Bend  to  7.5  cents  at  De- 
troit. In  some  instances  the  rates  from  Wisconsin  would  be  some- 
what reduced,  while  in  others  they  would  be  increased  by  as  much 
as  7  cents.  The  only  justification  offered  for  this  proposal  is  that 
the  rates  from  the  two  groups  would  be  brought  into  proper  rela- 
tion not  only  with  each  other  but  also  with  the  rates  from  Michigan 
producing  points,  which  are  now  on  a  relatively  higher  level.  This 
record  affords  no  basis  for  determining  the  propriety  of  the  pro- 
posed revision.  The  measure  of  the  rates  is  not  before  us  in  this 
proceeding,  the  burden  of  the  complaint  being  that  the  rates  from 
the  Princeton  group  are  improperly  related  to  the  rates  from  the 
Wisconsin  group. 

We  find  that  the  relationship  of  the  rates  on  potatoes,  in  carloads, 
from  and  to  the  points  in  question  is,  and  for  the  future  will  be,  so 
long  as  the  present  groups  are  preserved,  unduly  prejudicial  to 
points  in  the  Princeton  group  and  shippers  there  located  and  un- 
duly preferential  of  the  Wisconsin  group  and  shippers  there  located 
to  the  extent  that  the  rates  from  the  Princeton  group  exceed  or  may 
exceed  those  from  the  Wisconsin  group  by  more  than  3  cents  per  100 
pounds,  subject  to  the  general  increases  authorized  by  us  on  July 
29,1920. 

SATES  TO  TEXAS  POINTS. 

Prior  to  June  25,  1918,  a  commodity  rate  of  70  cents  applied  on 
potatoes,  in  carloads,  to  points  in  the  so-called  Texas  common-point 
territory  from  the  Princeton  group,  from  Wisconsin  producing 
points  in  and  north  of  the  so-called  Fox  River  territory,  and  from 
St.  Paul  and  Minneapolis.  On  that  date  this  rate  was  increased  to 
87.5  cents  under  general  order  No.  28  of  the  Director  General  of  Bail- 
roads,  and  on  August  14,  1919,  it  was  further  increased  to  88  cents 
on  traffic  originating  in  Wisconsin  north  of  the  Fox  River  territory. 
These  rates  are  assailed  in  No.  11164  as  unreasonable,  and  in  viola- 
tion of  the  fourth  section  in  that  they  exceed  the  aggregates  of  the 
intermediate  rates.  The  combination  rate  from  Bloomer,  Wis.,  to 
the  same  destination  territory  by  way  of  Chicago  is  also  attacked 
as  unreasonable.  We  are  asked  to  prescribe  reasonable  rates  for  the 
future  and  to  award  reparation  on  shipments  moving  on  and  after 
June  25,  1918. 

eiLac. 
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These  rates,  except  from  Bloomer,  were  considered  in  Northern 
Potato  Traffic  Aaso.  v.  A.,  T.  dk  S.  F.  By.  Co.,  50  I.  C.  C,  528,  58 
I.  C.  C,  592.  There  we  held  that  the  rate  of  70  cents  in  effect  prior 
to  June  24, 1918,  from  this  originating  territory  to  points  in  north- 
east Texas,  of  which  Dallas  and  Fort  Worth  are  representative,  was 
unreasonable  to  the  extent  that  it  exceeded  65  cents,  but  not  unrea- 
sonable, unjustly  discriminatory,  or  unduly  prejudicial  to  other  des- 
tinations in  Texas  common-point  territory,  with  the  exception  that 
the  joint  rate  through  Fort  Smith,  Ark.,  and  Muskogee  and  Wagoner, 
Okla.,  to  these  other  Texas  common-point  destinations  was  found 
unreasonable  to  the  extent  that  it  exceeded  the  aggregate  of  the  in- 
termediate rates  subject  to  the  interstate  commerce  act  contemporane- 
ously applicable  over  the  same  route  to  and  beyond  the  respective 
basing  points.  Separation  was  awarded,  but  as  the  Director  Gren- 
eral  was  not  a  defendant  no  finding  was  made  with  respect  to  the 
rates  made  effective  on  June  25, 1918. 

In  an  endeavor  to  show  not  only  that  the  present  rates  are  too 
high  but  that  the  rate  found  reasonable  in  the  case  cited  was  like- 
wise excessive,  complainant  submitted  numerous  comparisons,  some 
of  which  were  considered  in  the  aforesaid  case,  while  the  value  of 
others  is  impaired  by  the  absence  of  a  showing  of  similarity  of 
transportation  conditions.  Complainant  stresses  the  carload  rate  of 
71.5  cents  on  potatoes  from  Texas  to  Minnesota  and  Wisconsin,  which 
is  made  by  adding  15  cents  to  the  St.  Louis  rate  of  56.5  cents.  This 
northbound  movement,  as  pointed  out  in  the  Northern  Potato  Traf- 
■fie  Aaao.  Ga^e^  is  largely  in  stock  cars  and  in  the  siunmer  months, 
whereas  the  movement  southbound  is  principally  in  the  winter 
months  when  operating  conditions  are  usually  more  difficult  and 
there  is  risk  of  freezing.  The  carriers  claim  that  these  northbound 
rates  were  established  to  encourage  and  foster  the  industry,  and  the 
rate  to  St.  Louis  is  said  to  be  depressed  by  the  rates  from  the  south- 
east. The  northbound  rates  on  other  vegetables,  such  as  tomatoes, 
spinach,  cabbage,  and  onions,  are  the  same  as  those  assailed,  except 
that  the  rate  on  cabbage  is  10  cents  less,  but  the  applicable  minima 
are  lower.  It  was  testified  for  defendants  that  these  rates  were  made 
low  to  encourage  the  growing  of  vegetables  in  southern  Texas.  Com- 
plainant also  emphasizes  the  disparity  between  the  rates  assailed  on 
potatoes  and  the  corresponding  rates  on  cereal  products,  pointing  out 
that  the  latter  take  rates  of  from  51  to  56  cents,  minimum  40,000 
pounds,  and  of  from  73  to  78  cents,  minimum  20,000  pounds.  How- 
ever, comparisons  of  this  kind  between  unlike  commodities  are  not 
very  helpful. 

Under  general  order  No.  28  the  potato  rates  in  question  were  in- 
creased either  17.5  or  18  cents  per  100  pounds,  while  the  grain  and 
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flour  rates  between  the  same  points  were  increased  only  6  cents  per 
100  pounds.  It  does  not  appear  that  these  commodities  are  competi- 
tive. While  there  is  evidence  tending  to  show  that  the  rates  on  po^ 
tatoes  were  in  some  instances  originally  made  with  relation  to  the 
wheat  rates,  no  definite  relationship  existed  immediately  prior  to  the 
adjustment  effected  under  general  order  No.  28.  Moreover,  these 
cxMnmodities  are  hardly  comparable  from  a  tranq>ortation  stand- 
point; grain  moves  in  far  greater  volume  and  loads  heavier  than 
potatoes,  the  applicable  minimum  being  60,000  pounds,  and  is  not 
subject  to  damage  in  transit  in  the  same  degree. 

Complainant  further  points  out  that  the  rates  in  question  exceed 
the  aggregate  of  intermediate  rates  through  Fort  Smith,  Mu^ogee, 
and  Wagoner.  These  departures  from  the  rule  of  the  fourth  section 
were  consid^ed  in  the  Northern  Potato  Traffic  Abbo.  Case^  wherein 
we  stated  that  they  were  similar  to  those  in  Through  Rates  to  Points 
in  Louisiana  <&  Texas^  88  L  C.  C,  153,  and  should  be  eliminated. 

In  defense  of  the  assailed  rates  defendants  submitted  comparisons 
of  the  rates  on  various  conunodities,  such  as  news-print  paper, 
structural  iron,  and  furniture,  none  of  which  is  comparable  with  the 
traffic  under  consideration.  They  admit  that  the  issue  of  reasonable- 
ness here  presented  is  similar  to  that  considered  in  the  Northern 
Potato  Traffic  Aaso.  Caee^  but  argue  that  we  there  gave  undue  effect 
to  DaUae  ChawJber  of  GovMnerce  v.  A.^T.4&  S.  F.  By.  Co.^  40 1.  O.  C, 
619,  wherein  we  required  the  establishment  of  a  carload  rate  on 
potatoes  from  St.  Louis,  Mo.,  to  northeast  Texas  at  least  5  cents  lower 
than  the  then  existing  rate  of  68  cents.  Following  that  decision  the 
local  rate  on  potatoes  from  St.  Louis  to  northeast  Texas  was  reduced 
to  68  cents,  but  the  68-cent  rate  was  continued  as  a  proportional  rate 
on  traffic  from  defined  territory,  with  the  result  that  the  rates  from 
producing  points  in  Minnesota  and  Wisconsin,  which  either  base  on 
St.  Louis  or  are  made  with  relation  to  the  rate  from  that  point, 
received  no  benefit  from  the  reduction.  The  effect  of  the  decisions 
in  the  Northern  Potato  Traffic  Asbo.  Case  was  to  extend  to  producing 
points  in  Minnesota  and  Wisconsin  the  6-cent  reduction  prescribed 
from  St.  Louis  in  the  Dallae  Chamber  of  Commerce  Case,  Defend- 
ants point  out  that  in  the  latter  case  we  said  that  it  could  not  be  con- 
cluded from  the  fact  that  the  St.  Louis  rates  were  reduced  that  the 
through  rates  from  all  other  points  in  defined  territories  were 
unreasonable ;  they  fear  that  if  the  principle  followed  in  the  Northern 
Potato  Traffic  Asso.  Case  should  be  applied  to  all  other  commodities 
on  which  the  local  rates  from  St.  Louis  were  reduced  by  the  DaUas 
Chamber  of  Commerce  Case^  the  entire  adjustment  to  the  southwest 
from  defined  territories  would  be  jeopardized,  and  that  the  result 
would  be  ^^  wholesale  reductions  wholly  unwarranted."    It  is  suffi- 
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cient  to  say  that  the  only  rates  here  in  issue  are  those  applicable  to 
potatoes,  and  that  the  evidence  does  not  indicate  error  in  our  former 
conclusions. 

As  stated,  all  the  producing  points  in  question  formerly  took  the 
same  rate  to  Texas  common-point  territory,  i.  e.,  70  cents  prior  to 
June  25,  1918.  On  that  date  the  rates  were  increased  25  per  cent 
under  general  order  No.  28  to  37.5  cents.  On  August  14,  1919,  a 
specific  basis  was  provided  for  making  rates  from  points  north  of 
the  Fox  Kiver  territory  which  resulted  in  a  joint  rate  of  88  cents,  or 
0.5  cent  over  the  other  points.  No  good  reason  is  advanced  in  sup- 
port of  this  difference. 

Attention  is  also  called  by  defendants  to  the  fact  that  under  the 
local  rate  from  St.  Louis  the  minima  are  30,000  pounds  from  June 
1  to  September  30,  and  36,000  pounds  from  October  1  to  May  31, 
or  6,000  pounds  higher  than  under  the  rates  here  in  issue.  It  is  in- 
sisted, therefore,  that  if  reductions  corresponding  to  that  made  in 
the  Dallas  Chamber  of  Cormnerce  Case  are  required,  the  minima 
should  be  increased.  The  record  shows  that  potatoes  can  be  and 
lire  loaded  in  excess  of  the  minima  applicable  under  the  rates  as- 
sailed. The  minima  under  the  St.  Louis  rates  are  those  generally 
in  effect  throughout  official  and  western  classification  territories. 

On  October  7,  1912,  the  joint  rate  from  Bloomer  and  other  points 
in  Wisconsin  on  the  Chicago,  St.  Paul,  Minneapolis  &  Omaha,  here- 
inafter called  the  Omaha,  to  Texas  via  Chicago,  with  reconsigning 
firrangements  at  Chicago  Junction,  was  canceled,  leaving  in  effect 
higher  combination  rates  via  that  route,  although  the  same  joint 
rate  applied  and,  save  for  subsequent  increases,  now  applies  via 
Missouri  River  crossings.  Complainant  seeks  the  reestablishment 
of  the  joint  rate  via  Chicago,  setting  forth  alleged  commercial 
necessities  therefor.  Defendants  point  out  that  this  route  short 
hauls  the  originating  carrier,  which  secures  a  haul  of  but  109  miles 
via  Chicago,  whereas  via  Omaha,  Nebr.,  it  has  a  haul  of  500  miles 
and  via  Sioux  City,  Iowa,  377  miles ;  and  that  the  average  distances 
to  representative  Texas  points  through  these  gateways  are  1,364, 1,334, 
and  1,304  miles,  respectively.  Complainant  argues  that  the  Omaha 
is  a  part  of  the  Chicago  &  North  Western  system  and  that  the  system 
haul  via  Chicago  "would  give  a  comparatively  long  haul  into  that 
point."  However,  the  Omaha  and  the  Chicago  &  North  Western 
are  separately  operated  companies.  We  think  the  cancellation  has 
been  justified. 

We  find  that  the  rates  in  issue  in  No.  11164,  except  from  Bloomer 
via  Chicago,  for  the  transportation  of  potatoes  in  carloads  from  the 
points  of  origin  involved  to  points  in  northeast  Texas,  as  defined  in 
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the  Dalkis  Chamber  of  Cornrnietce  Cuse^  page  621,  were  vareasonable 
to  the  extent  tiiat  tiiey  exceeded  81.5  cents  per  100  pounds,  minima 
80,000  and  36,000  pounds  from  June  1  to  September  30  and  from 
October  1  to  May  31,  respectively,  and  that  they  are,  and  foi*  the 
future  will  be,  imreasonable  to  the  same  extent,  subject  to  the  in- 
creases authorized  in  Increased  Rates^  1920^  68  I.  C.  C,  220.  We 
further  find  that  the  rates  to  the  other  Texas  destinations,  not  in- 
cluded in  northeast  Texas  as  above  defined,  were  and  are  not  unrea- 
sonable, except  that  the  joint  rates  through  Fort  Smith,  Ark.,  and 
Muskogee  and.  Wagoner,  Okla.,  to  such  Texas  destinations  were,  are, 
and  for  the  future  will  be  unreasonable  to  the  extent  that  they  ex- 
ceeded or  may  exceed  the  aggregate  of  the  intermediate  rates  subject 
to  the  interstate  commerce  act  contemporaneously  applicable  over 
the  same  route  to  and  beyond  the  respective  basing  points ;  and,  fur- 
rier, that  the  rate  of  88  cents  per  100  pounds  applicable  on  and 
after  August  14,  1919,  and  prior  to  August  26,  1920,  from  points  in 
Wisconsin  north  of  the  Fox  River  territory  to  the  said  Texas  destina- 
tions, not  included  in  northeast  Texas,  was  unreasonable  to  the  extent 
that  it  exceeded  87.5  cents  per  100  pounds,  and  that  the  present  rate 
is,  and  for  the  future  will  be,  unreasonable  to  the  same  extent,  sub- 
ject to  the  increases  authorized  in  Increased  RateSy  1920^  supra.  We 
further  find  that  the  cancellation  on  October  7, 1912,  of  the  joint  rate 
from  Bloomer  to  Texas  common  points  via  Chicago  has  been  justified. 

RENTAL  CHARGES  FOR  REFRIGERATOR  OR  INSULATED  CARS. 

During  the  period  from  October  15  to  the  following  April  15  a 
charge  of  $5  per  car  per  trip  applies  on  potatoes  in  refrigerator  or 
insulated  cars,  in  addition  to  the  transportation  rates,  from  and  to 
the  territories  involved  in  these  proceedings.  This  practice,  com- 
plainant alleges,  results  in  unreasonable  aggregate  charges  during 
the  winter  months,  and  it  asks  that  the  charge  be  eliminated. 

This  same  issue  has  been  before  us  in  other  cases.  In  Northern 
Potato  Traffic  Asso.  y.C.dA.R.  R.  Co.^  44  I.  C.  C,  426,  we  reached 
the  conclusion  that  a  rental  charge  of  $5  during  the  winter  season 
had  not  been  '*  shown  to  be  unreasonable."  A  similar  finding  had 
previously  been  made  in  Rental  Charges  for  Instdated  Cars,  81 
I.  C.  C,  255.  More  recently  we  had  under  consideration  in  Perishable 
Freight  Investigation,  56  I.  C.  C,  449,  484-488,  a  proposed  charge  of 
$5  per  car  per  trip  for  a  refrigerator  or  fully  insulated  car,  when  fur- 
nished for  the  movement  of  a  long  list  of  specified  perishable  com- 
modities.   These  commodities  were  selected  upon  the  theory  that  the 

freight  rates  or  ratings  thereon  were  not  predicated  upon  the  use 
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of  refrigerator  or  fully  insulated  cars.    In  our  advice  to  the  Director 
General  of  Railroads  in  regard  to  this  proposed  charge  we  said : 

But  a  carrier  is  entitled  to  reasonable  compensation  for  the  service  which  it 
performs,  and  if  it  is  obliged  to  provide  special  equipment  for  the  safe  trans- 
portation of  any  particular  dass  of  freight,  it  may  properly  give  that  fact  due 
weight  In  fixing  its  charges.  Where  insulated  cars  are  necessary  for  tbe 
carriage  of  perishable  freight,  compensation  may  be  secured  in  one  of  two 
ways — either  through  the  line-haul  rate  or  by  levying  a  separate  charge.  In  our 
opinion  the  first  method  is  desirable,  for  simplicity  and  convenience  and  because 
it  accords  with  present  practice,  where  special  equipment  is  ordinarily  required 
for  safe  transportation  throughout  the  year  or  a  greater  portion  of  the  year; 
but  a  separate  charge  is  preferable  when  the  reverse  is  the  case,  both  to  avoid 
unlawful  discimination  and  also  to  discourage  the  use  of  the  more  costly  cars 
when  they  are  not  reasonably  necessary. 

and  again: 

We  can  not  see  our  way  dear  to  approve  the  blanket  rule  proposed.  Restat- 
ing our  views :  Where  insulated  cars  are  ordinarily  required  for  safe  transporta- 
tion throughout  the  year,  or  the  greater  part  of  the  year,  compensation  should 
be  secured  through  the  line-haul  rates.  Where  this  is  not  the  case,  a  special 
charge  is  preferable ;  but  such  a  charge  should  be  fairly  proportioned  to  thm 
extent  and  cost  of  the  service  furnished. 

We  pointed  out  that  the  proposed  charge  was  unsupported  by 
evidence  of  cost  and  fairly  open  to  the  criticism  that  it  remained 
constant  whatever  the  length  of  haul  or  time  consumed  en  route.  The 
charge  now  imder  attack  is  subject  to  the  same  infirmities,  and  to  the 
further  criticism  that  it  is  assessed  during  the  season  when  the 
evidence  shows  that  insulated  cars  are  usually  necessary  for  safe 
movement  and  is  not  assessed  during  the  portion  of  the  year  when 
other  types  of  equipment  can  frequently  be  employed. 

But  we  are  here  considering  this  charge  only  in  so  far  as  it  is 
applicable  to  certain  long-haul  movements,  and  it  is  a  charge  which 
we  have  passed  upon  and  sustained  in  previous  decisions.  The  bur- 
den of  justifying  it  is  not  upon  defendants.  Having  these  circum- 
stances in  mind  we  are  not  persuaded,  unsatisfactory  as  the  charge  is 
in  certain  respects,  that  it  has  been  shown  to  be  unreasonable  by  the 
evidence  of  record. 

Subsequent  to  the  hearing  the  complaint  in  No.  11164  was  further 

amended  to  bring  in  issue  the  charges  collected  on  shipments  of 

potatoes  moved  from  and  to  the  points  mentioned  in  the  original 

complaint  between  December  22,  1919,  and  February  29,  1920.    No 

evidence  has  been  adduced  with  reference  to  these  shipments,  or  as 

to  the  fact  of  damage  with  respect  to  the  shipments  covered  by  the 

original  complaint.    This  case  will  be  assigned  for  further  hearing 

on  the  question  of  reparation. 

An  order  for  the  future  will  be  entered. 
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Investigation  and  Suspension  Docket  No.  1291. 

PROPOSED  INCREASED  RATES  FROM  AND  TO  EL  PASO 

AND  RELATED  POINTS. 


Submitted  March  U,  1921.    Decided  May  10,  1921. 


1.  Proposed  increased  rates  from  EH  Paso,  Tex.,  to  north  Pacific  coast  points 

found  not  justified. 

2.  Proposed  increased  rates  to  EH  Paso,  Tex.,  and  related  points  from  points  in 

mountain-Pacific  group  found  justified  in  part  Suspended  scliedules 
ordered  canceled  wltliout  prejudice  to  the  publication  of  schedules  in 
conformity  with  the  findings  herein. 

J,  P.  Wahle^  J,  L.  Stewart^  B.  H.  McElroy^  W.  C.  Barnes^  and 
B.  F.  Seggerson  for  respondents. 

F,  C.  Tockle  and  A.  W.  Norcop  for  El  Paso  Chamber  of  Commerce, 
protestant. 

Report  of  the  Commission. 

Division  3,  Commissioners  HAUi,  Aitghison,  and  Eastman. 

Bt  Division  3 : 

By  schedules  filed  to  become  effective  February  1, 1921,  respondents 
proposed  to  transfer  certain  points  in  Nebraska,  Colorado,  New 
Mexico,  South  Dakota,  and  Wyoming,  l3ring  east  of  the  boundary 
between  western  and  mountain-Paeific  groups  as  defined  in  Increased 
Rates^  19i0^  68  I.  C.  C,  220,  from  group  J  to  group  G,  and  to  restore 
El  Paso,  Tex.,  to  the  group-H  basis  of  rates  in  transcontinental 
tariffs  naming  rates  to  the  north  Pacific  coast.  Upon  protest  of  the 
El  Paso  Chamber  of  Commerce  these  schedules  were  suspended  until 
July  1,  1921.  Subsequently  respondents  were  permitted  to  file  sup- 
plements restoring  to  group  J  all  points  which  they  had  proposed 
to  transfer  to  group  G,  and  our  order  of  suspension  was  to  that 
extent  vacated. 

By  other  schedules  filed  to  become  effective  in  February  and  March, 
1921,  respondents  propose  to  establish  certain  increased  commodity 
rates  to  El  Paso  and  related  points  from  defined  points  in  southern 
Wyoming,  western  Colorado,  and  northern  New  Mexico,  in  the 
mountain-Pacific  group.  These  schedules  were  also  suspended  until 
July  1, 1921. 

The  rate  situations  will  be  considered  separately. 
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RATES  FROM  EL  PASO  TO  THE  NORTH  PACIFIC  COAST. 

For  many  years  prior  to  August  26,  1920,  El  Paso  and  other 
points  in  Texas  and  Oklahoma,  comprising  transcontinental  group 
H,  took  the  same  rates  to  the  north  Pacific  coast.  On  that  date 
respondents  made  effective  the  increases  authorized  in  Increased 
Rates  J  1920y  supra.  From  El  Paso,  a  border  point  between  the  moun- 
tain-Pacific and  western  groups,  the  rates  to  the  northwest  coast 
were  increased  25  per  cent.  From  other  group-H  points  they  were 
increased  33^  per  cent.  This  resulted  in  taking  El  Paso  out  of 
group  H  as  well  as  in  disturbing  the  class-rate  parity  which  pre- 
viously existed  between  El  Paso  and  Chicago,  HI.  Under  the 
suspended  schedules  the  rates  from  El  Paso  to  the  north  Pacific  coast 
will  be  increased  33J  per  cent  over  the  rates  in  effect  on  August  26, 
1920,  thereby  restoring  El  Paso  to  group  H. 

As  justification  for  these  increases,  respondents  rely  upon  Iti- 
creased  Rates^  1920^  supra,  where  we  said,  at  page  247,  "territorial 
boundaries  hereinbefore  recognized  should  be  observed."  They  also 
refer  to  the  increases  made  in  the  southbound  rates  from  the  nortii 
Pacific  coast  to  El  Paso,  effective  January  10,  1921,  which  had  the 
effect  of  bringing  about  increases  amounting  to  33^  per  cent  over  the 
rates  in  effect  prior  to  August  26,  1920,  instead  of  25  per  cent,  as 
made  effective  on  that  date. 

Protestant  objects  to  the  restoration  of  El  Paso  to  the  group-H 
basis,  amongst  other  reasons,  because  it  will'  increase  the  spread  in 
favor  of  Colorado  and  Utah  popits  and  place  El  Paso  upon  the 
same  basis  of  rates  as  applies  from  more  distant  points  in  eastern 
Texas  and  in  Oklahoma,  and  also  upon  a  basis  the  same  as  or  higher 
than  that  applicable  from  New  Orleans. 

Respondents  appear  to  rely  almost  wholly  upon  their  contention 
that  under  the  words  above  quoted  they  might  have  applied  an  in- 
crease of  33^  per  cent  instead  of  25  per  cent  in  August,  1920.  With- 
out passing  directly  upon  whether  or  not  this  might  have  been  done 
at  that  time,  it  should  be  observed  that  the  evidence  in  that  proceed- 
ing was  taken  a  year  ago  and  the  rates  then  established  have  been  in 
effect  for  eight  months.  El  Paso  is  several  hundred  miles  west  of 
any  other  points  of  importance  in  group  H.  There  is  no  showing 
of  any  material  competition  between  it  and  points  in  group  H,  or 
of  any  necessary  relationship  in  the  rates.  On  the  other  hand,  pro- 
testant  encounters  stronger  competition  from  Deming,  N.  Mex., 
Pueblo,  Colo.,  and  other  points  which  were  subject  to  increases  of  25 
per  cent  under  Increased  Rates,  1920^  and  contends  that  undue 
prejudice  to  it  will  result  if  the  protested  rates  become  effective.  On 
traffic  from  the  north  and  east  £1  Paso  is  not  grouped  with  other 
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pmnts  in  group  H,  but  pays  materially  higher  rates.  The  routes 
from  £1  Paso  to  the  north  Pacific  coast  territory  lie  almost  wholly 
within  the  mountain-Pacific  group,  as  to  which  increases  of  25  per 
oent  were  approved. 

We  find  that  respondents  have  not  justified  the  schedules  here 
under  consideration  and  they  should  be  canceled. 

RATES  FROM  MOUNTAIN-PACIFIC  GROUP  TO  EL  PASO  AND  RELATED  POINTS. 

The  boundary  between  the  western  and  mountain-Pacific  groups 
passes  through  Denver,  Colorado  Springs,  Pueblo,  and  Trinidad, 
Colo.,  which  are  Colorado  common  points,  and  thence  follows  the 
line  of  the  Atchison,  Topeka  &  Santa  Fe  to  El  Paso.  Prior  to 
August  26,  1920,  a  number  of  points  lying  west  of  that  boundary 
took  rates  which  were  the  same  as,  or  slightly  higher  than,  the  rates 
from  Denver  and  other  Colorado  common  points  to  El  Paso  and 
related  points.  On  the  above  date  the  rates  to  El  Paso  and  related 
points  from  these  Colorado  common  points  and  other  points  in 
the  western  group  were  increased  35  per  cent,  while  the  rates 
from  points  lying  across  the  boundary  in  the  mountain-Pacific 
group  were  increased  25  per  cent  to  El  Paso  and  33^  per  cent  to 
Texas  destinations  east  thereof.  This  resulted  in  disturbing  the 
former  rate  relationship  and  created  a  number  of  fourth  section 
departures.  From  all  the  originating  territory  there  is  but  one 
route  to  El  Paso  that  does  not  cross  into  the  western  group.  In  the 
items  under  suspension  respondents  propose  to  make  effective  rates 
which  represent  a  35  per  cent  increase  over  the  rates  in  effect  on 
August  25,  1920.  Protestant  submitted  comparisons  to  show  that 
certain  of  the  proposed  rates  from  points  in  western  Colorado  and 
northwestern  New  Mexico  which  now  take  rates  in  excess  of  the 
Denver  rate  will  be  but  slightly  under,  and  in  some  instances  in 
excess  of,  the  rates  from  Salt  Lake  City,  Utah. 

We  find  that  where  the  rates  from  the  points  here  considered  to  El 
Paso  and  related  points  were  on  August  25, 1920,  the  same  as  the  rates 
from  Denver  and  other  Colorado  conmion  points,  respondents  have 
justified  the  increased  rates  here  under  suspension. 

We  further  find  that  where  the  rates  on  August  25,  1920,  were 
in  excess  of  the  rates  from  Denver  and  other  Colorado  common 
points  to  El  Paso  and  related  points,  respondents  have  not  justified 
the  proposed  increased  rates,  but  have  justified  rates  increased  to  the 
extent  necessary  to  obviate  fourth  section  departures  which  would 
otherwise  directly  result  from  application  of  the  increased  rates 
found  justified  in  the  last  preceding  paragraph,  or  which  were  ere- 
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ated  by  the  increased  rates  authorized  in  Increased  Bates^  1990^  suprtu 
As  the  points  from  and  to  which  the  proposed  increased  rates  so 
found  justified  will  apply  can  not  be  determined  upon  this  record,  re- 
spondents will  be  required  to  cancel  the  items  under  suspension,  with- 
out prejudice  to  the  filing  of  schedules  establi^ing,  on  not  less  than 
15  days'  notice,  rates  in  conformity  with  our  findings  herein. 
An  appropriate  order  will  be  entered. 
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No.  11868. 
JARECKI  CHEMICAL  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  BALTIMORE  &  OHIO 

RAILROAD  COMPANY,  ET  AL. 


Submitted  February  16.  1921.    Decided  May  tO,  19B1. 


Rates  on  nitrate  of  soda,  in  carloads,  from  New  York,  N.  Y.,  and  points  taking 
the  same  rates,  and  Baltimore,  Md.,  to  Sandusky,  Ohio,  and  from  Balti- 
more to  Ivorydale,  Ohio,  found  unreasonable.    ReparatiMi  awarded. 

S.  J,  Bolton  for  complainant. 
Adams  Dodson  for  defendants. 

Report  of  the  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Bt  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  engaged  in  the  manufacture  of  fer- 
tilizer, by  complaint  seasonably  filed,  as  amended,  alleges  that  the 
rates  charged  by  defendants  on  certain  carloads  of  nitrate  of  soda, 
shipped  on  and  after  June  26,  1918,  from  New  York,  N.  Y.,  and 
points  taking  the  same  rates,  and  Baltimore,  Md,  to  Sandusky, 
Ohio,  and  from  Baltimore  to  Ivorydale,  Ohio,  were  and  are  unrea- 
sonable, unjustly  discriminatory,  and  unduly  prejudicial  in  that  they 
have  exceeded  and  exceed  rates  applicable  to  certain  other  sodas. 
We  are  asked  to  prescribe  reasonable  and  nondiscriminatory  rates 
for  the  future  and  to  award  reparation.  Rates  will  be  stated  in  cents 
per  100  pounds,  and  do  not  include  the  general  increase  of  1920. 
Reference  to  rates  from  New  York,  except  import  rates,  will  be 
understood  to  include  those  from  points  taking  the  same  rates.  Im- 
port rates  were  not  published  from  some  of  the  points  which  take 
the  same  domestic  rates  as  New  York. 
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The  shipments  were  imported  and  used  by  complainant  in  the 
manufacture  of  fertilizer.  Prior  to  June  25, 1918,  defendants  main- 
tained impart  rates  of  18.5  and  15.5  cents  from  New  York  and 
Baltimore,  respectively,  to  Sandusky,  and  18  cents  from  Baltimore  to 
Ivorydale.  Ivorydale  is  within  the  switching  limits  of  Cincinnati, 
Ohio,  and  takes  the  same  rates.  On  that  date  all  import  rates  were 
canceled  pursuant  to  general  order  No.  28  of  the  Director  General 
of  Bailroads,  and  the  fifth-class  domestic  rates,  governed  by  the 
official  classification,  became  applicable.  The  class  rates  from  New 
York  and  Baltimore  to  Sandusky  were  35  and  32  cents,  respectively, 
and  from  Baltimore  to  Ivorydale,  86  cents.  On  December  24,  1918, 
and  January  6,  1919,  domestic  commodity  rates  of  28  and  25  cents 
from  New  York  and  Baltimore,  respectively,  to  Sandusky,  and  of 
28.6  cents  from  Baltimore  to  Ivorydale,  were  established. 

Complainant  asks  for  rates  of  25.5  and  22.5  cents  from  New  York 
and  Baltimore,  respectively,  to  Sandusky,  and  25.5  cents  from  Bal- 
timore to  Ivorydale,  based  on  the  New  York-Chicago  percentage 
scale  of  class  rates,  under  which  Sandusky  is  a  78  per  cent  rate 
point  and  Ivorydale  87  per  cent.  Baltimore  takes  a  differential  of 
3  cents  under  New  York. 

The  rates  sought  were  established  on  July  1,  1920,  subsequent  to 
General  Chemical  Co.  v.  Director  General^  57  I.  C.  C,  222.  In  that 
case  the  complainants  attacked  the  fifth-class  base  rate  of  45  cents 
and  the  subsequently  established  commodity  rate  of  36  cents  on 
nitrate  of  soda  from  New  York  to  Hegewisch,  111.,  a  Chicago  rate 
point,  and  also  the  fifth-class  rate  of  36  cents  from  Baltimore  to 
Ivorydale.  We  found  the  rates  from  New  York  to  Hegewisch  un- 
reasonable to  the  extent  that  they  exceeded  33  cents,  the  rate  contem- 
poraneously applicable  on  domestic  sodas,  and  the  rate  from  Balti- 
more to  Ivorydale  unreasonable  to  the  extent  that  it  exceeded  87 
per  cent  of  the  rate  prescribed  from  New  York  to  Hegewisch,  less 
the  usual  port  differential  under  New  York.  In  that  connection 
we  said: 

WhUe  we  have  not  before  us  the  base  rate  between  New  York  and  Chicago, 
the  rate  which  we  here  find  reasonable  between  New  York  and  Hegewisch,  a 
Chicago  rate  i)oint,  may  be  a  proper  base  rate  with  relation  to  which  rates  to 
other  points  in  central  territory  should  be  made. 

It  is  shown  that  from  time  to  time  after  June  25, 1918,  commodity 
rates  on  nitrate  of  soda  considerably  lower  than  the  class  rates,  but 
relatively  higher  than  the  former  import  rates,  were  published  from 
various  ports  to  points  in  central  territory.  The  distance  from  Balti- 
more to  Sandusky  is  596  miles.  The  rate  of  22.5  cents  is  compared 
with  the  contemporaneous  rate  on  nitrate  of  soda  in  the  same  amount 
applicable  from  St.  Louis,  Mo.,  to  Sioux  City,  Iowa,  562  miles. 

58355*— 21— VOL  61 46 


694  INTERSTATE  OOKMEBGB  COMBOSSIOK  BBP0BT8. 

Defendants  were  represented  at  the  hearing,  but  submitted  no 
evidence. 

We  find  that  the  rates  assailed  were  unreasonable  to  the  extent 
that  they  exceeded  rates  of  25.5  cents  per  100  pounds  from  New  -Tork 
and  points  taking  the  same  rates,  and  22.5  cents  per  100  pounds  from 
Baltimore  to  Sandusky,  and  25.5  cents  per  100  pounds  from  Balti- 
more to  Irorydale;  that  complainant  made  the  shipments  as  de- 
scribed and  paid  and  bore  the  charges  thereon ;  that  it  was  damaged 
thereby  in  the  amount  of  the  difference  between  the  charges  paid 
and  those  which  would  have  accrued  at  the  rates  herein  found  reason- 
able ;  and  that  it  is  entitled  to  reparation,  with  interest  Complain- 
ant should  comply  with  rule  V  of  the  Rules  of  Practice. 

No  order  prescribing  future  rates  is  necessary. 

eiLca 
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No.  11408. 
NESTLE^S  FOOD  COMPANY,  INCORPORATED, 

V. 

MOBILE  &  OHIO  RAILROAD  COMPANY  ET  AL. 


SuhmUted  December  27,  1920.    Decided  May  10,  1921. 


Rates  on  evaporated  milk,  in  carloads,  from  points  in  Wisconsin  and  Indiana 
to  New  Orleans,  La.,  and  Mobile,  Ala.,  for  export,  found  not  unreasonable, 
unjustly  discriminatory,  or  unduly  prejudldaL    Complaint  dismissed. 

OUroy  (6  Tovmsend  for  complainant. 

Charles  J.  Bixey,  jr.,  H.  L.  Walker,  C.  B.  Northrop,  and  Frederick 
H.  Behrvng  for  defendants. 

Rbfobt  of  the  Comkissiok. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

By  Division  3 : 

Exceptions  were  filed  by  complainant  to  the  report  proposed  by  the 
examiner,  and  the  case  was  argued  orally. 

Complainant  is  a  corporation  manufacturing  milk  food  products 
with  principal  office  in  New  York,  N.  Y.  By  complaint  seasonably 
filed  it  alleges  that  the  rates  charged  by  defendants  on  60  carloads 
of  evaporated  milk  shipped  during  January,  February,  and  March, 
1917,  from  points  in  Wisconsin  and  Indiana  to  New  Orleans,  La., 
and  to  Mobile,  Ala.,  for  export,  were  unjust,  unreasonable,  and  un* 
duly  discriminatory  in  violation  of  sections  1,  2,  and  3  of  the  act  to 
regulate  commerce,  in  comparison  with  lower  export  rates  con- 
temporaneously maintained  from  the  same  points  of  origin  to  At- 
lantic and  Pacific  porta  We  are  asked  to  award  reparation.  Rates 
will  be  stated  in  c^its  per  100  pounds,  and  do  not  include  increases 
subsequent  to  June  24,  1918. 

The  following  table  shows  the  points  of  origin,  distances  over 
routes  of  movement,  rates  charged,  and  rates  mibsequently  estab- 
lished: 
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Do*     

Sheridan^nd... 
Albany,  wis.... 

Do 

Reedsborg,  Wis. 

Do 

Hiddlston,  Wis. 

Do.... 


To— 


Now  Orleans,  La.. 

Mobile,  Ala 

New  Orleans,  La.. 

do 

Mobile,  Ala 

New  Orleans,  La.. 

Mobae,Ala 

New  Orleans,  La.. 
MobUe,Ala 


Distance. 


1,047 

966 

910 

977 

901 

1,040 

1,048 

1,104 

1,012 


Bate 
charsed. 


43 
43 
35 
43 
43 
54 
54 
54 
54 


Rate 
effeettTt 
Mar.ai^ 

m7. 


33LS 
33LS 
&S 

)ft.S 
36^1 
9ki 

315 

aei 


During  the  world  war  complainant  contracted  with  agents  of  the 
British  government  to  supply  a  large  quantity  of  evaporated  milk, 
for  delivery  f .  o.  b.  vessels  in  this  country,  the  allocation  of  vessels 
and  designation  of  ports  to  be  made  by  the  British  ministry  of  ship- 
ping. Both  before  and  after  January,  1917,  complainant's  shipments 
were  made  through  the  ports  of  New  York,  Baltimore,  Boston,  and 
Philadelphia,  but  at  about  that  date  the  British  ministry  of  shipping 
began  to  allocate  space  through  Mobile  and  New  Orleans.  Certain 
southern  carriers  advised  the  British  ministry  of  shipping  and  com- 
plainant that  the  rates  through  New  Orleans  and  Mobile  would  be 
reduced  to  meet  the  rates  then  applying  through  the  north  Atlantic 
ports  and  that  application  would  later  be  made  to  us  for  authority 
to  refund  to  the  basis  of  the  lower  rates. 

Effective  March  20,  1917,  joint  commodity  export  rates  on  the 
Baltitnore  basis  were  published  to  Mobile  and  New  Orleans,  but  in 
the  meantime  these  shipments,  except  two  hereinafter  mentioned, 
had  moved  and  charges  thereon  were  collected  at  the  applicable  joint 
commodity  domestic  rates.  Two  shipments  from  Reedsburg  to  Mo- 
bile appear  to  have  been  made  on  March  20,  1917,  and  to  have  been 
charged  the  domestic  rate.  Any  overcharges  thereon  should  be  re- 
funded promptly. 

Complainant  compares  the  ton-mile  earnings  under  the  rates  es- 
tablished March  20, 1917,  ranging  from  6.3  to  7  mills,  with  earnings 
of  from  4.9  to  7  mills  on  burlap  bags,  beer,  and  beer  tonics,  in  car- 
loads, from  Chicago,  HI.,  and  Milwaukee,  Wis.,  to  New  Orleans  and 
Mobile,  for  export,  of  5.4  mills  on  evaporated  milk,  in  carloads,  from 
Albany  to  San  Francisco,  Calif.,  2,231  miles;  and  of  5  mills  from 
Chicago  and  Milwaukee  to  Key  West,  Fla.,  for  export  to  Cuba.  The 
shipments,  most  of  which  were  in  refrigerator  cars,  weighed  from 
40,000  to  87,500  pounds,  and  the  car-mile  earnings  were  from  16.4 
to  84.3  cents.  The  average  ton-mile  earnings  were  8.82  mills  under 
the  rates  charged,  and  6.62  mills  under  those  subsequently  estab- 
lished. 
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Defeiulasts  contend  that  there  is  no  transportation,  comnrarcial, 
or  geographical  reason  for  application  of  the  New  York  or  Balti- 
more rates  to  New  Orleans  and  Mobile,  and  that  the  rates  charged 
were  reasonable. 

We  find  that  the  rates  assailed  were  not  unreasonable,  unjustly 
discriminatory,  or  ilnduly  prejudicial.  The  complaint  will  be  dis- 
niissed. 


No.  11690. 
DEWEY  FUEL  COMPANY 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  CINCINNATI  NORTH- 

ERN  RAILROAD  COMPANY,  ET  AL. 


Buhmitted  January  6,  1921.    Decided  May  10,  1921. 


Bate  on  coal,  In  carloads,  from  mines  in  Kentucky  in  Louisville  &  NashvUle 
group  Na  1  to  Jackson,  Mich.,  found  not  unreasonable  or  unjustly  dis- 
criminatory. Complainant  not  shown  to  have  been  damaged  by  reason 
of  any  undue  prejudice  that  may  have  existed.    Complaint  dismissed. 

John  C.  Grahamy  for  complfiiiiant 

William  Burger^  for  Louisrille  &  Nashville  Railroad  Company 
and  Director  General,  as  Agent. 

Repobt  of  thb  Commission. 

Division  3,  Commissioneks  Hall,  Attchisok,  and  Eastman. 

Bt  Division  3: 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation,  alleges  that  the  rate  of  $2.20  charged 
on  coal  in  carloads,  shipped  late  in  1918  and  early  in  1919,  from 
Kona  and  other  points  in  Kentucky  in  Louisville  &  Nashville  group 
1  to  Jackson,  Mich.,  was  unreasonable,  unjustly  discriminatory,  and 
miduly  prejudicial  to  the  extent  that  it  exceeded  $2.10.  Reparation 
only  is  asked.  Rates  are  stated  in  amounts  per  net  ton  and  do  not 
include  the  general  increase  of  1920. 

The  shipments  originated  at  mines  in  the  inner  Crescent  described 
in  BitumvMms  Coal  to  C.  F.  A.  Territory y  46  I.  C.  C,  66,  and  moved 
over  the  Louisville  &  Nashville  and  the  Cincinnati  Northern,  508 
miles.  In  that  case  we  fixed  a  differential  of  40  cents  between  the 
rates  from  the  Ohio  and  the  inner  Crescent  districts  and  found  the 
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.rates  to  Jackson  unduly  prejudicial  to  the  extent  that  they  exceeded 
by  more  than  25  cents  the  rates  contemporaneously  maintained  to 
Toledo.  We  also  found  that  the  then  existing  rates  to  Jackson  were 
not  imreasonable,  and,  subject  to  the  prescribed  relationship,  ap- 
proved increased  rates  to  Jackson  and  other  points.  Kates  were  re- 
adjusted accordingly  and  immediately  prior  to  June  25,  1918,  were 
$1.80,  $1.70,  and  $1.56,  from  Louisville  &  Nashville  group  1  to  Jack- 
son, Detroit,  and  Toledo,  respectively. 

The  increased  rates  effective  on  that  date  departed  in  varying 
amounts  from  the  prescribed  differentials  both  as  between  destina- 
tions and  points  of  origin.  The  new  rates  from  group  1  were  $2^ 
to  Jackson;  $2  to  Detroit;  $1.85  to  Toledo  in  connection  with  the 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis ;  and  $1.90  in  connection 
with  the  Baltimore  &  Ohio.  Effective  August  10,  1918,  the  rate  of 
$1.85,  which  defendants  state  was  erroneously  published,  was  in- 
creased to  $1.90.  Subsequent  to  June  25,  1918,  the  rate  to  Jackson 
exceeded  the  rate  to  Toledo  by  30  or  35  cents,  according  to  the  route, 
from  group  1,  and  by  50  cents  from  the  Ohio  district.  Prior  to  June 
25, 1918,  the  rates  generally  were  lower  from  the  inner  Crescent  than 
from  the  outer  Crescent.  Some  of  the  lines  serving  the  inner  Cres- 
cent increased  their  rates  on  that  date  by  30  cents  while  certain  other 
lines,  including  the  Louisville  &  Nashville,  established  the  same  rates 
as  those  contemporaneously  established  from  the  outer  Crescent.  A 
general  revision  of  the  coal  rates  in  this  territory,  instituted  by  the 
Director  General  of  Railroads,  resulted  in  some  increases  and  some 
reductions.  Effective  August  15,  1919,  the  rates  from  Louisville  & 
Nashville  group  1  were  made  $2.05  to  Detroit  and  $2.15  to  Jackson. 
Complainant  contends  (1)  that  the  rate  assailed  conflicted  with  our 
order  in  Bituminous  Coal  to  C.  F.  A.  Territory^  supra;  and  (2) 
that  an  increase  of  more  than  30  cents  on  June  25,  1918,  was  not  au- 
thorized by  general  order  No.  28  of  the  Director  General. 

The  complaint  is  based  solely  on  the  relationship  existing  during 
the  period  in  question  between  the  rates  to  Jackson  and  to  Toledo 
and  certain  other  points  in  that  general  territory.  Complainant  does 
not  attack  the  present  rate  and  offered  no  evidence  to  show  that  the 
rate  charged  was  excessive.  Defendants  show  that  the  latter  rate, 
distance  considered,  compared  favorably  with  numerous  other  rat^ 
including  those  from  various  mines  in  the  inner  Crescent  to  points 
in  Illinois,  Indiana,  and  Michigan.  For  example,  the  rate  effective 
June  25, 1918,  from  the  Pittsburgh  district  to  Chicago,  111.,  applying 
over  routes  averaging  approximately  484  miles,  was  $2.50. 

Complainant's  contention  that  the  rate  attacked  conflicted  with  our 
order  in  Bituminous  Coal  to  C.  F.  A,  Territ07*yy  supra^  is  untenable. 
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Our  order  in  that  case  had  not  expired  when  the  rates  were  increased 
by  the  Director  General,  but  on  May  27,  1918,  we  entered  a  general 
order  which  provided : 

^  •  •  That  all  outstanding  orders  of  this  Commission  heretofore  entered  and 
unexpired,  which  prescribe  a  fixed  differential,  arbitrary,  or  other  difference  as 
betwe^i  points  and  localities,  be,  and  they  are  hereby,  modified  so  as  to  permit 
the  carriers  defendant  in  said  cases  to  make  effective  *  *  *  freight  rates 
on  June  25,  1918,  not  in  excess  of  those  specified  in  said  General  Order  No.  28, 
with  the  understanding  that  the  relationship  prescribed  in  said  orders  will  be 
promptly  restored.    ♦    ♦    • 

Defendants  assert  that  variances  in  complying  with  general  order 
No.  28,  were  due  to  different  forms  of  supplement  employed  in  pub- 
lishing the  increased  rates.  They  offered  evidence  that  the  increase 
in  the  rate  assailed  was  authorized  and  required  by  that  order,  apd 
that  if  complainant's  interpretation  of  the  order  had  been  adopted 
the  resulting  rates  would  have  disrupted  the  group  adjustment  to  a 
materially  greater  extent  than  did  the  rates  actually  established. 

We  find  that  the  rate  attacked  was  not  unreasonable  or  unjustly 

discriminatory,  and  that  it  is  not  shown  that  complainant  has  been 

damaged  by  reason  of  any  undue  prejudice  that  may  have  existed. 

The  complaint  will  be  dismissed. 
ei  I.  C.  C. 
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No.  9297. 
PROCTER  &  GAMBLE  DISTRIBUTING  COMPANY  ET 

V. 

ALABAMA  CENTRAL  RAILWAY  ET  AL. 


Submitted  February  9,  1921,    Decided  May  9, 1921, 


Upon  complaint  alleging  that  the  rates  on  soaps,  washing,  cleansing,  and  soap 
powders,  and  scouring  compounds,  from  Cincinnati,  St  Bernard,  and 
Ivorydale,  Ohio,  Port  Ivory,  N.  Y.,  Weehawk^  ^and  Jersey  City,  N.  J^ 
St.  Louis  and  Kansas  City,  Mo.,  Kansas  City,  Kans.,  Louisville,  Ky., 
and  Chicago,  111.,  to  destinations  in  the  southeast  are  unreasonable  and 
In  contravention  of  the  fourth  section.  Found: 

1.  As  a  whole,  these  rates  as  readjusted  January  1,  1916,  are  not  unreascmabla 

2.  Rates  to  Junction  points  in  northern  Florida  from  the  Ohio,  Kentucky,  New 

York,  and  New  Jersey  points  of  origin  named  are  unreasonable.    Meas- 
ure of  reasonable  maximum  rates  prescribed. 

3.  Fourth  section  features  discussed. 

LutJier  M,  Walter^  John  8,  Burohmore^  R,  P.  Buchanan^  and  D,  R. 
SJierwood  for  complainaiits. 

Nelson  W,  Proctor^  Charles  J,  Rixey,  Henry  ThurteUj  and  Charles 
D.  Drayton  for  defendants. 

Report  op  the  Commission. 

By  the  Commission  : 

Exceptions  were  filed  by  complainants  to  the  report  proposed  by 
the  examiner. 

On  January  1,  1916,  following  our  reports  and  orders  in  Fourth 
Section  Violations  in  the  Southeast^  30  I.  C,  C,  153,  and  32  I.  C.  C, 
61,  hereinafter  referred  to  as  the  Southeastern  Case^  defendants 
canceled  their  any-quantity  rates  on  soaps,  washing,  cleansing,  and 
soap  powders,  and  scouring  compounds,  to  destinations  in  southern 
territory  from  points  north  and  west  thereof,  and  established  in  lieu 
thereof  commodity  rates  on  carloads  and  less  than  carloads.  Com- 
plainants, manufacturers  of  or  dealers  in  soap  and  related  articles, 
allege  that  these  commodity  rates  are  unreasonable  and  also  in  yiola- 
tion,  in  certain  respects,  of  the  provisions  of  section  4  of  the  act  to 
regulate  commerce.  We  are  asked  to  establish  just  and  reasonable 
rates  for  the  future.  Rates  are  stated  in  cents  per  100  pounds,  and, 
unless  otherwise  shown,  are  those  in  effect  on  June  24,  1918. 

The  complaint  is  directed  mainly  against  the  less-than-carload 
rates,  it  being  asserted  that  the  larger  part  of  the  soap  business  in 
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t]ie  southeast,  which  was  built  up  on  the  any-quantity  basis,  moves  in 
small  quantities.  To  use  the  language  of  counsel  for  complainants, 
^  If  the  Commission  thinks  there  ought  to  be  a  carload  and  less-than- 
carload  rate,  that  is,  that  there  should  be  no  any-quantity  rates,  we 
will  admit  that  the  present  difference  between  carload  and  less  than 
carload  is  reasonable  and  fair,  and  we  do  not  challenge  that  adjust- 
ment." Neither  do  complainants  seek  to  disturb  the  established  re- 
lation that  the  shipping  points  or  gateways  bear  to  each  other. 

The  complaint  was  filed  prior  to  federal  control,  and  was  not 
amended  to  include  the  Director  G^eneral  of  Bailroads  as  defendant 
Ckmiplainants  ask  that  the  issues  be  considered  as  of  June  24,  1918, 
subject  to  the  changes  effected  by  general  order  No.  28  of  the  Director 
General,  and  subsequent  changes  of  a  general  nature. 

By  order  of  February  26,  1917,  this  proceeding  was  consolidated 
with  No.  9616,  Southeastern  Bate  Adjustment^  and  a  general  investi- 
gation was  instituted  by  us  with  respect  to  class  and  commodity  rates 
maintained  since  January  1, 1916,  in  the  southeast.  The  general  in- 
vestigation was  subsequently  discontinued.  Defendants  rely  upon  the 
evidence  in  that  investigation  which  was  more  comprehensive  than 
that  in  the  instant  proceeding.  In  so  far  as  such  evidence  is  relevant 
it  wiU  be  considered  here. 

The  points  of  origin  named  are  Ivorydale,  St.  Bernard,  and  Cin- 
cinnati, Ohio,  Port  Ivory,  N.  Y.,  Weehawken  and  Jersey  City,  N.  J., 
St.  Louis  and  Kansas  City,  Mo.,  Kansas  City,  Kans.,  Louisville,  Ky., 
and  Chicago,  lU.  Ivorydale  and  St  Bernard- are  within  the  switdi- 
ing  district  of  Cincinnati ;  and  Port  Ivory,  Weehawken,  and  Jersey 
City,  wiUiin  the  lighterage  district  of  New  York,  N.  Y.  Cincinnati 
and  New  York  will  be  referred  to  hereinafter  as  the  points  of  origin 
in  these  respective  groups.  The  destinations  are  all  points  in  the 
states  of  Kentucky,  Tennessee,  Mississippi,  Louisiana,  Alabama, 
Georgia,  and  Florida.  The  rates  assailed  from  New  York  are  the 
water-and-rail  rates  applicable  via  Norfolk,  Va.,  the  south  Atlantic 
ports  of  Charleston,  S.  C,  Savannah  and  Brunswick,  Ga.,  and  Jack- 
sonville, Fla.,  and  the  Gulf  ports  of  Mobile,  Ala.,  and  New  Or- 
leans, La. 

Complainants'  shipm^its  of  the  commodities  here  considered  ag- 
gregate about  160,000,000  pounds  annually  to  points  in  southern 
territoiy.  A  large  part  of  the  movement  consists  of  common  yellow 
soap,  in  bars,  which  generally  takes  the  same  rates  as  the  other  isomr 
modities  named.  Therefore  only  the  rates  on  soap  will  be  discussed. 
Soap  is  a  desirable  article  ol  transportation  in  that  it  is  of  heavy 
weight  density,  is  shipped  in  compact  boxes  of  wood  or  fibef ,  and 
may  be  easily  stored  in  cars  with  other  freight  Claims  for  loss  of 
or  damage  to  shipments  are  negligible. 
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The  issue  is  practically  limited  to  the  propri^y  of  maiBtaining 
carload  and  less-than-carload  rates  on  soap  to  points  in  the  sootii- 
,  east,  and  to  the  reasonableness  of  such  rates  as  compared  with  the 
former  any-quantity  rates. 

The  history  of  the  ratings  on  soap  in  the  southeast  is  detailed  in 
Williams  Co.  v.  Hartford  dk  New  York  Transportation  Co.^  48  L  C. 
C,  269.  It  will  suffice  here  to  state  that  at  the  time  of  complaint 
herein  the  southern  classification  provided  no  specific  carload  rating 
on  soap  or  related  articles.  Laundry  soap,  washing  and  scouring 
compounds  were  rated  sixth  class,  any  quantity.  Soap  was  and  is 
rated  fifth  class  in  carloads  in  official  and  western  classifications,  and 
rule  28  and  fourth  class,  respectively,  in  less  than  carloads.  Since 
this  complaint  was  filed,  a  carload  rating  of  sixth  class  and  a  less- 
than-carload  rating  of  fourth  class  in  southern  territory  were  estab- 
lished, in  consolidated  classification  No.  1,  effective  December  80, 
1919.  In  commodity  tariffs  published  in  February,  1908,  the  valua- 
tion of  5  cents  per  pound  was  applied  to  laundry  soap,  and  the 
shipper  was  required  to  declare  in  writing  at  the  time  of  shipment 
that  the  actual  value  did  not  exceed  that  amount.  In  October,  1915, 
all  these  related  articles  were  accorded  the  soap  rate  and  the  valu- 
ation was  increased  to  12  cents  per  pound,  and,  subsequent  to  the 
hearing,  was  increased  to  20  cents. 

Originally  there  was  little,  if  any,  production  of  manufactured 
articles  in  southern  classification  territory  and  practicaUy  no  jobbing 
of  traffic  brought  from. outside  sources.  But  with  the  development  of 
the  south  and  the  expansion  of  its  commerce  there  has  been  a  con- 
tinuous trend  toward  the  establishment  from  and  to  points  in  that  ter- 
ritory of  carload  and  less-than-carload  rates.  In  1908  the  southern 
classification  provided  carload  ratings  on  only  773  commodities.  In 
1915  the  number  had  increased  to  2,331. 

For  years  complainants  have  made  ^^drop'^  shipments;  that  is, 
shipments,  generally  of  small  quantities,  direct  from  the  factory  to 
the  retail  grocer,  invoiced  through  a  jobber,  who  collects  from  the 
grocer.  Complainants  assert  that  southern  jobbers  are  neither  finan- 
cially able  nor  possessed  of  sufficient  storage  facilities  to  handle  car- 
load shipments,  and  they  urge  the  restoration  of  the  former  basis  of 
any-quantity  rates. 

For  many  years  prior  to  January  1,  1916,  commodity  rates  were 
maintained  on  soap  from  New  York  and  other  eastern  cities  and 
frcmi  the  Ohio  and  Mississippi  river  ax)88ings  to  certain  so-called 
basing  points  in  southeastern  territory.  The  basing  points  were 
usually  served  by  two  or  more  rail  carriers,  and  some  of  them  were 
also  served  by  water  carriers.  The  through  rates  to  near-by  desti- 
nations were  usually  made  up  of  the  basing-point  rates  plus  the  local 
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dass  rates,  and  this  basis  was  used  with  respect  to  destinations  in- 
termediate to  the  base  points,  as  well  as  those  beyond.  In  construct- 
ing through  rates  to  Georgia  nonbasing  points  the  class-R  rates  of 
the  railroad  commission  of  Georgia  were  generally  used,  and  to  such 
points  in  other  states  the  sixth-class  rates  were  used.  The  principal 
departures  from  that  practice  were  made  by  the  Central  of  Georgia 
and  Atlantic  Coast  Line.  The  predecessor  of  the  Central  of  Georgia 
established  through  rates  in  1887  from  the  east  to  certain  Nations, 
based  on  differentials  over  Atlanta,  Ga.,  which  applied  if  less  than 
the  combinations  on  the  different  basing  points.  Through  rates  to 
local  points  on  the  Atlantic  Coast  Line  were  established  in  1908 
based  on  differentials  over  the  basing  points,  which  action  was  taken 
because  of  complaints  brought  by  various  communities  against  the 
adjustment  then  in  effect. 

The  general  basis  for  rates  to  Mississippi  Valley  territory  was 
sixth  class,  except  where  the  combination  on  certain  depressed  points 
made  less.  Defendants  assert  that  the  rates  from  St.  Louis,  Louis- 
ville, and  related  points  to  Memphis,  Tenn.,  and  other  Mississippi 
River  crossings  and  to  the  Gulf  ports  were  forced  to  a  low  level 
because  of  water  competition;  that  the  rates  to  various  interior 
points,  particularly  Jackson  and  Meridian,  Miss.,  were  also  de- 
pressed,  due  ta  former  competitive  conditions  and  the  proximity 
of  Jackson  to  the  Mississippi  River;  and  that  because  of  the  low 
rates  to  the  depressed  points  commodity  rates  were  maintained  to 
all  interior  points.  Class  rates  were  applied  from  New  York  and 
other  eastern  cities  to  destinations  in  Mississippi  Valley  territory, 
and  it  is  insisted  by  defendants  that  these  rates  were  also  forced  to 
a  low  level  because  of  competitive  conditions.  Practically  all  ship- 
ments to  this  territory  originate  at  Cincinnati  and  other  western 
manufacturing  points.  The  principal  movement  from  the  east  is  to 
Memphis  and  New  Orleans.  Shipments  to  the  latter  point  move 
by  water. 

In  connection  with  the  general  readjustment  following  our  order 
in  the  Southeastern  Case^  the  rates  on  soap  were  revised.  The  former 
any-quantity  rates  to  the  basing  points,  increased  by  small  amounts 
in  many  instances,  were  adopted  as  a  basis  for  the  carload  rates,  and 
the  less-than-carload  rates  were  made  on  an  average  of  130  per 
cent  of  the  carload  rates  thus  obtained.  Complainants  contend  that 
the  former  any-quantity  rates  should  have  been  continued  as  the 
less-than-carload  rates,  and  that  the  carload  rates  should  have  been 
made  proportionately  lower.  Defendants  stress  the  water  competi- 
tion existing  prior  to  1916,  which  resulted  in  the  establishment  of 
low  rates.  They  also  insist  that  the  former  any-quantity  rates  to  the 
basing  points  were  unreasonably  low,  even  for  carload  shipments; 
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that  they  could  not  establish  the  former  rates  to  the  uitermedut« 
points  without  numerouB  sacrifices  in  their  revenue;  and  that  the 
soap  traffic  was  not  contributing  its  just  proportion  of  the  trans- 
portation earnings.  It  is  stated  that  these  increases  are  offset  by 
redactions  at  many  intermediate  points ;  but  this  must  be  understood 
as  referring  only  to  the  carload  rates.  While  there  were  many 
reductions  in  carload  rates  to  the  intermediate  points,  compIainantB 
insist  that  these  principally  affected  the  smaller  towns  receiving 
comparatively  few  carload  shipments.  It  ap'pears  that  out  of  a 
total  of  8,081  carload  rates  to  433  points  in  Mississippi  Valley  ter- 
ritory the  average  increase  was  but  0.05  cent.  Defendants'  exhibits 
purport  to  show  that  east  of  Mississippi  Valley  territory  the  average 
carload  rates  constitute  alight  reductions  £rom  the  former  any- 
quantity  rates.  The  average  increase  in  less-than-carload  rates  to 
common  points  in  Alabama,  Georgia,  Kentucky,  Mississippi,  and 
Tennessee  was,  from  Cincinnati,  4.57  cents,  and  from  New  York, 
6.42  cents. 

The  following  table,  compiled  from  defendants'  exhibits,  shows  tbe 
rates  on  soap  in  effect  prior  to  February  1,  1905,  those  effective  on 
that  date,  and  those  effective  on  January  1, 1916,  from  New  York  and 
Cincinnati  to  representative  interior  southern  competitive  points. 
For  comparative  purposes  the  fourth  and  sixth  class  rates  effective 
on  January  1, 1916,  are  also  shown. 
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The  carload  rates  established  on  January  1,  1916,  to  the  above- 
named  basing  and  common  points  are  much  lower  than  the  corre- 
sponding class  rates,  and  are  generally  lower  than  the  any-quantity 
rates  in  force  prior  to  February  1, 1905. 

Complainants  and  defendants  submitted  numerous  and  elaborate 
exhibits  which  have  received  careful  consideration.  As  stated,  com- 
plainants seek  restoration  of  the  old  basis,  and  insist  that  if  the 
establishment  of  carload  and  less-than-carload  rates  was  desirable, 
defendants,  instead  of  increasing  the  former  rates  and  basing  the  car- 
load rates  thereon,  should  have  established  the  former  any-quantity 
rates  to  apply  on  less  than  carloads  and  have  based  their  carload  rates 
thereon.  We  are  unable  to  accept  this  view.  Class  and  commodity 
rates  which  complainants  deem  reasonable  are  proposed,  although 
class  rates  are  not  directly  in  issue  in  this  proceeding. 

The  rates  to  juncticoi  points  in  northern  Florida  are  alleged  by 
complainants  to  be  unreasonable  as  compared  with  rates  to  points  in 
southern  Georgia.  They  cite  carload  rates  from  Louisville  to  10  of 
these  Florida  junction  points  which,  for  an  average  distance  of  740.5 
miles,  average  42.5  cents.  The  average  rate  for  the  average  distance 
of  til  miles  to  Qurtman,  Thomasville,  and  Valdosta,  junction  points 
in  southern  Georgia,  is  36  cents.  The  Florida  rates  violate  the  prin- 
ciple that  as  distance  increases  the  earnings  per  ton-mile  should 
decrease.  From  New  York  to  11  junction  points  in  Florida  the 
average  rate  is  36.8  cents,  while  the  average  rate  to  representative 
junction  points  in  southern  Georgia  is  32  cents.  Via  certain  routes 
through  Jacksonville  most  of  the  Florida  junction  points  are  inter- 
mediate to  the  Greorgia  jimction  points.  It  appears  that  the  trans- 
portation conditions  over  the  routes  through  northern  Florida  are 
substantially  similar  to  those  prevailing  on  the  routes  through 
southern  Georgia.  The  record  warrants  a  finding  that  the  relatively 
higher  rates  to  the  Florida  junctions  are  unreasonable. 

Complainants  also  insist  that  the  use  of  full  combinations  of  rates 
to  and  from  the  farther  distant  point  to  make  the  rate  to  the  inter- 
mediate point  where  fourth  section  relief  has  been  granted  was  not 
proper  and,  in  many  instances,  resulted  in  unreasonable  rates;  that 
as  to  points  to  which  in  the  SoutheoBtem  Case  we  found  the  rates 
to  be  subnormal  and  granted  fourth  section  relief  we  should  now  de- 
termine, solely  for  fourth  section  purposes,  what  would  be  the  normal 
rates,  which  rates  should  be  observed  as  maxima  at  all  intermediate 
points.  While  we  are  not  to  be  understood  as  criticizing  the  principle 
sought  to  be  invoked,  we  can  not  accept  the  result  urged  upon  us. 
Complainants  determine  their  proposed  fourth  section  base  rates  by  a 
mere  reference  to  the  rates  for  comparable  distances  between  other 
points  which  they  denominate  normal  points,  stating  that  ^  a  point 
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is  normal  until  the  Commission  has  granted  relief,  when  it  becomes 
subnormal";  and  they  insist  that  their  exhibits  demonstrate  that 
these  so-called  subnormal  points  are  not  subnormal.  Doubtless  there 
are  many  subnormal  rates  in  the  country  as  to  which  we  have  never 
been  petitioned  for  fourth  section  relief,  so  that  the  mere  fact  that 
no  such  relief  has  been  granted  as  to  a  particular  rate  does  not  prove 
that  that  rate  is  normal.  Evidence  was  not  submitted  concerning  the 
transportation  conditions  in  connection  with  traffic  to  the  so-called 
normal  points,  and  it  has  not  been  demonstrated  that  the  level  of  the 
rates  to  these  points  is  not  affected  by  subnormal  rates  in  the  same 
general  territory.  We  are  unable  to  conclude  upon  the  evidence 
that  our  finding  in  the  Southeastern  Case  as  to  these  rates  was 
incorrect. 

The  determination  of  the  fourth  section  base  rates  above  described 
would  fix  the  maxima  only  for  intermediate  points  on  the  direct 
lines.  It  is  our  practice  in  according  fourth  section  relief  to  cir- 
cuitous lines  to  confine  it  to  those  the  length  of  which  exceeds  that  of 
the  direct  line  by  15  per  cent  or  more.  In  the  Southeastern  Case  we 
limited  the  relief  accorded  to  the  circuitous  lines  by  prescribing  a 
maximum  scale  of  distance  class  rates  to  be  observed  at  intermediate 
points.  Defendants  assert  that  the  principles  followed  and  rela- 
tionships observed  in  the  class-rate  adjustment,  as  between  points  of 
origin  and  between  points  of  destination,  have  been  their  guide  in 
making  commodity  rates  on  soap.  Complainants  contend  that  this 
scale  was  excessive,  and  as  a  substitute  therefor  propose  that  the 
circuitous  line  be  accorded  relief  only  to  the  extent  that  its  line  ex- 
ceeds 114  per  cent  of  the  direct  line ;  e.  g.,  if  the  circuitous  line  is  117 
per  cent  of  the  direct  line,  its  maximum  rate  to  be  observed  at  inter- 
mediate points  may  not  exceed  its  rate  to  the  farther  distant  point 
by  more  than  8  per  cent.  The  assignment  of  114  per  cent  as  the  de- 
termining factor  seems  to  be  purely  arbitrary,  and  we  can  not  up>on 
the  record  say  whether  that  level  would  accord  relief  to  the  full 
extent  merited. 

Complainants'  evidence  does  not  warrant  any  modification  of  the 
fourth  section  relief  granted  the  carriers  in  the  Southeastern  Case 
further  than  has  heretofore  been  made  by  decisions  in  other  cases 
such  as  Memphis-SouthAvestem  Investigation^  55  I.  C.  C,  515,  and 
Murfreesboro  Board  of  Trade  v.  L.  c6  N,  R,  R.  Co.^  55  I.  C.  C,  648. 
In  the  Southeastern  Case  we  considered  a  large  niwnber  of  fourth 
section  applications  with  respect  to  rates  to  and  from  points  in  the 
southeast.  The  following  specific  relief  was  granted:  From  New 
York  rates  lower  than  to  intermediate  points  were  authorized  to 
south  Atlantic  ports,  Charleston,  Savannah,  Brunswick,  and  Jack- 
gonville;  to  Gulf  ports,  Pensacola,  Fla.,  Mobile,  and  New  Orleans; 
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to  certain  interior  points  such  as  Memphis,  Augusta,  Macon,  Mil- 
ledgeville,  Hawkinsville,  Dublin,  and  Columbus,  Ga.,  Montgc^nery, 
Eufaula,  Selma,  Demopolis,  and  Tuscaloosa,  Ala.,  all  of  which  are 
located  on  navigable  rivers;  and  to  Rome,  Ga.,  Birmingham,  Ala., 
Meridian,  and  Jackson.  From  the  Ohio  Eiver  crossings  similar  relief 
was  authorized  to  south  Atlantic  ports,  to  Gulf  ports,  to  lower  Missis- 
sippi Kiver  crossings,  to  Augusta,  Macon,  Columbus,  Montgomery, 
and  Selma ;  and  from  St.  Louis  and  Chicago  to  Gulf  ports  and  lower 
Mississippi  River  crossings.  Complainants  contend  that  the  fourth 
section  relief  granted  in  the  Southeastern  Case  was  exceeded  by  de- 
fendants in  readjusting  their  rates  pursuant  to  that  decision;  that 
the  present  rates,  in  some  instances,  violate  the  aggregate-of-the- 
interdemiates  provision  of  the  fourth  section,  and  in  others,  the  long- 
and-short-haul  provision;  that  relief  granted  at  certain  points  has 
be^i  extended  by  defendants  to  include  additional  points ;  and  that 
defendants  have  in  some  instances  increased  the  spread  of  rates 
between  certain  points  in  violation  of  our  order.  One  of  complain- 
ants' exhibits  purports  to  set  forth  all  of  these  violations.  It  is 
observed  that  many  of  the  situations  pointed  out  are  not  in  violation 
of  the  interstate  commerce  act,  as  complainants  have  used  as  factors 
all-water  rates  or  intrastate  rates,  which  ar^  not  subject  to  the  pro- 
visions of  that  act.  In  many  instances  complainants'  criticisms  seem 
to  be  well  founded.  Defendants  will  be  expected  to  remove  promptly 
such  departures  as  are  not  covered  by  applications  on  file  with  us  or 
authorized  by  outstanding  orders. 

Defendants  detailed  the  history  of  the  rates  to  all  points  involved, 
and  made  numerous  comparisons  intended  to  show  their  reasonable- 
ness. Much  evidence  was  introduced  to  refute  complainants'  con- 
tention for  any-quantity  rates  and  their  showing  as  to  the  amounts 
of  the  increases  made  in  the  revision  of  January  1, 1916. 

In  readjusting  rates  to  a  large  territory,  especially  where  the  rate 
structures  have  been  very  complex,  it  is  probable  that  some  dissatis- 
faction will  arise.  The  evidence  warrants  the  belief  that,  generally, 
the  measure  of  charges  on  carload  shipments  is  approximately  the 
same  as,  and  on  less-than-carload  shipments  more  than,  the  measure 
formerly  in  effect.  We  conclude  that  the  increased  rates  as  a  whole 
are  not  unreasonable  and  that  the  record  does  not  warrant  con- 
demnation of  the  entire  readjustment. 

We  find  that  defendants'  rates  on  soaps,  washing,  cleansing,  and 
soap  powders,  and  scouring  compounds,  of  declared  or  agreed  value 
not  in  excess  of  20  cents  per  pound,  from  Louisville,  Ky.,  Cincin- 
nati, Ohio,  and  related  points,  to  Tallahassee,  Monticello,  Live  Oak, 
Jasper,  Lake  City,  Greenville,  Madison,  Quincy,  Perry,  and  Capitola, 
Fla.,  are  and  for  the  future  will  be  unreasonable  to  the  extent  that 
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they  exceed  or  may  exceed,  distance  considered,  the  rates  cont^n- 
poraneously  maintained  from  the  same  points  to  Quitman,  Thomas- 
ville,  or  Valdosta,  Ga.  We  further  find  that  defendants'  water-and- 
rail  rates  from  Port  Ivory,  N.  Y.,  and  Weehawken  and  Jersey  City; 
N.  J.,  on  these  commodities  of  the  yalue  specified  are  and  for  the 
future  will  be  unreasonable  to  the  extent  that  they  exceed  or  may 
exceed  to  Lake  City,  Live  Oak,  and  Jasper,  Fla.,  the  rates  contempo- 
raneously maintained  to  Valdosta,  6a. ;  to  Madison,  Greenville,  and 
Perry,  Fla.,  the  rates  contemporaneously  maintained  to  Quitman, 
Gra.;  to  Monticello  and  Capitola,  Fla.,  the  rates  contemporaneously 
maintained  to  Thomasville,  Ga.;  and  to  Tallahassee,  Quincy,  and 
Biver  Junction,  Fla.,  the  rates  contemporaneously  maintained  to 
Bainbridge,  Ga. 
An  appropriate  order  will  be  entered. 
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No.  11028. 
LAKE  SUPERIOR  PAPER  COMPANY,  LIMITED,  ET  AL. 


V. 


DIRECTOR  GENERAL,  AHNAPEE  &  WESTERN  RAILWAY 

COMPANY,  ET  AL. 


SubnuUied  October  H,  1920.    DeciOed  May  11,  ISZl. 


Belatlonship  of  rates  on  newsprint  paper,  in  carloads,  from  Sault  Ste.  Marie, 
Ontario,  Fort  Frances,  Ontario,  and  manufacturing  points  in  Wisconsin 
and  Minnesota  to  destinations  in  the  west  and  southwest  found  unduly 
preJudidaL    Nonprejudicial  relationship  prescribed. 

Borders  J  Walter  <&  Burohmore  and  William  W.  Collin^  jr,^  for  com' 
plainants. 

Thomas  L.  PMUips  for  Minnesota  &  Ontario  Paper  Company  and 
Fort  Frances  Pulp  &  Paper  Company,  Limited ;  and  G.  R.  HiUyer 
and  W.  D.  Hurlbut  for  Wisconsin  Traffic  Association,  interveners. 

O.  W.  Dynes  for  defendants. 

Kepobt  of  thb  Commission. 

Division  3,  Commissioners  Hall,  Aitchison,  and  Eastman. 

Eastman,  Commissioner: 

This  case  brings  in  issue  the  propriety  of  the  relationship,  as 
between  points  of  origin,  of  the  carload  rates  on  newsprint  paper 
from  Sault  Ste.  Marie,  Ontario,  hereinafter  called  the  Soo,  Fort 
Frances,  Ontario,  and  shipping  points  in  Wisconsin,  Minnesota,  and 
the  upper  peninsula  of  Michigan  to  destinations  in  Wisconsin,  Illi- 
nois, Minnesota,  Iowa,  Missouri,  Arkansas,  South  Dakota,  Nebraska, 
Kansas,  Oklahoma,  Texas,  and  Colorado,  and  to  Shreveport  and  New 
Orleans,  La.,  and  Memphis,  Tenn.  The  complaint,  filed  November 
17, 1919,  as  amended,  alleges  in  substance  that  the  rates  from  the  Soo 
are  relatively  higher,  mileage  and  operating  conditions  considered, 
than  the  rates  from  the  other  origin  points,  and  that  the  adjustment 
is  unduly  prejudicial  to  the  producers  of  newsprint  paper  at  the 
Soo.  The  reasonableness  of  the  rates  is  not  in  issue.  The  Wisconsin 
Traffic  Association,  representing  manufacturers  of  pulp  and  paper  in 
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the  Fox  River  and  northern  Wisconsin  groups  and  in  Michigan,  the 
Minnesota  &  Ontario  Paper  Company  of  International  Falls,  MiniL, 
and  the  Fort  Frances  Pulp  &  Paper  Company,  intervened  to  protect 
their  respective  interests.  Rates  will  be  stated  in  amounts  per  100 
pounds  and  do  not  include  the  general  increases  authorized  by  us  on 
July  29,  1920. 

The  points  in  Wisconsin  and  Minnesota  from  which  paper  is 
shipped  are  grouped,  as  a' rule,  for  rate-making  purposes.  The  basic 
group  comprises  points  along  the  Fox  and  Wisconsin  rivers  in  eastern 
'and  central  Wisconsin  and  is  referred  to  herein  as  the  Fox  Eivei 
group.  Menasha  and  Nekoosa  mark  the  southern  boundary  and 
Marinette  and  Merrill  the  northern  boundary,  and  the  points  where 
newsprint  paper  is  produced  include  Menasha,  Neenah,  Kimberly, 
Appleton,  and  Combined  Locks  on  the  Fox  River,  and  Port  Ed- 
wards, Grand  Rapids,  Stevens  Point,  Rothschild,  and  Merrill  on 
the  Wisconsin  River.  The  rates  from  these  points  are  generally 
the  same  to  all  except  near-by  destinations.  North  and  west  of  this 
group  is  the  so-palled  northern  Wisconsin  group,  including  Eau 
Claire,  Ladysmith,  Park  Falls,  Tomahawk,  and  Rhinelander,  Wis., 
and  Quinnesec,  Mich.  The  rates  from  this  group  are  frequently  the 
same  as  from  the  Fox  River  group,  and  the  average  distances  from 
the  two  groups  to  the  destinations  in  question  usually  differ  by  less 
than  100  miles.  Farther  to  the  west  is  the  Minnesota  group,  includ- 
ing Sartell,  Little  Falls,  Brainerd,  Grand  Rapids,  and  Cloquet, 
Minn.  The  average  distances  from  the  Minnesota  group  are  from 
180  miles  less  to  280  miles  more  than  from  Fox  River  group,  and  the 
rates  vary  from  3  cents  under  to  9.5  cents  over  Fox  River. 

In  addition  to  these  three  general  groups  there  are  shipping 
points  not  within  any  group.  Newsprint  paper  is  produced  at  Inter- 
national Falls  and  at  Fort  Frances  immediately  opposite  on  the 
Canadian  side  of  the  Rainy  River;  also  at  Groos  and  Manistique, 
in  the  upper  peninsula  of  Michigan,  and  at  the  Soo.  To  a  sub- 
stantial portion  of  the  destination  territory  the  rates  from  Inter- 
national Falls  and  Fort  Frances  exceed  those  from  the  Fox  River 
group  by  2.6  cents  or  less.  The  distances  range  from  200  to  nearly 
400  miles  over  those  from  the  Fox  River  group,  except  to  certain 
destinations  in  Iowa,  South  Dakota,  and  Minnesota,  where  the 
differences  are  less.  The  distances  from  the  Soo  are,  roughly,  from 
260  to  300  miles  greater  than  the  distances  from  the  Fox  River 
group  and  the  difference  in  rates  is  usually  6.5  or  7.6  cents. 

The  principal  market  for  newsprint  paper  manufactured  in  Wis- 
consin, Michigan,  and  Minnesota  is  in  the  southern  and  western 
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territory  cohered  by  this  complaint*  During  the  year  ended  June 
80,  1919,  99,918  tons,  or  86  per  eent,  of  the  production  by  mills  of 
the  Wisconsin  Tn^te  Association  moved  to  points  within  that  ter- 
ritory. In  1919  the  mills  at  International  Falls  and  Fort  Frances 
shipped  88,046  tons  of  newsprint  paper  to  various  points  in  the 
United  States,  of  which  86,865  tons  moved  to  the  same  territory  and 
1,181  tons  to  points  in  central  territory.  More  than  one-half  of  the 
production  at  the  Soo  is  maii^eted  in  central  territory,  but  there  is  a 
substantial  movement  to  western  and  southern  points.  The  average 
daily  production  of  the  mills  in  the  different  groups  is  stated  as 
follows:  Soo,  225  tons;  Fox  River,  805  tons;  northern  Wisconsin,  125 
tons ;  Minnesota,  228  tons ;  International  Falls  and  Fort  Frances,  375 
tons ;  and  Groos  and  Manistique,  50  tons  each. 

The  mills  in  Wisconsin  along  the  Fox  and  Wisconsin  rivers  were 
the  first  in  this  western  territory  to  manufacture  paper.  Subse- 
quently, about  1900,  mills  were  constructed  in  Minnesota*  The  plant 
at  International  Falls,  which  is  the  largest  in  Minnesota,  was  opened 
in  1910.  The  manufacture  of  newsprint  paper  at  the  Soo  began  in 
1912.  Prior  thereto  that  plant  had  been  engaged  in  the  manufacture 
of  wood  pulp,  which  it  sold  to  mills  in  Minnesota  and  Wisconsin. 
The  production  of  newsprint  paper  in  Wisconsin  was  then  approxi- 
mately 1,000  tons  daily,  but  with  the  elimination  in  1912  and  1913  of 
the  import  duties  on  paper  manufactured  in  Canada,  the  production 
in  Wisconsin,  Minnesota,  and  Michigan  diminished  while  that  in 
Canada  increased  materially.  The  present  combined  output  of  the 
niills  in  Wisconsin,  however,  far  exceeds  that  of  the  Soo. 

Under  normal  conditions  competition  between  the  manufacturers 
of  newsprint  paper  is  keen.  It  is  the  practice  of  newspaper  pub- 
lishers to  contract  with  the  manufacturers  for  their  annual  supply  of 
paper.  The  contracts  vary  from  a  few  hundred  tons  to  25,000  tons 
and  over  per  year,  and  as  the  paper  is  sold  f .  o.  b.  mill  a  difference  of 
a  few  cents  between  the  rates  from  different  producing  points  is  a 
matter  of  importance  to  the  manufacturers  in  securing  the  contracts. 
There  is  little  difference  between  the  miUs  in  quality  of  product.  At 
the  time  of  the  hearings  the  competition  between  the  manufacturers 
was  less  than  normal,  as  the  demand  for  newsprint  paper  exceeded 
the  supply,  but  this  condition  was  regarded  as  temporary. 

In  their  analysis  of  the  rate  adjustment  complainants  have  se- 
lected  58  points  as  representative  of  the  destination  territory.  An 
exhibit  was  introduced  showing  in  detail  the  rates  on  newsprint 
paper  from  each  point  where  it  is  manufactured  to  each  of  the  58 
destinations,  with  distances  over  short-line  workable  routes.    The 
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average  rate  and  cUstanoe  from  ea<^h  (Hdgin  group  i;rere  then  deter- 
mined, following  which  the  destinations  were  likewise  assembled 
into  groups  and  the  rates  and  distances  again  averaged*  What  oom- 
plainants  term  the  Chicago  group  will  serve  to  illustrate.  The  poiiits 
selected  by  complainants  and  placed  in  that  group  are  Chicago, 
Joliet,  and  Eockford,  HI.,  and  Racine,  Wis.  The  rate  from  the  Fox 
Biver  group  to  Chicago  is  12.5  cents  and  the  average  distance  is  236 
miles.  The  rates  from  the  northern  Wisconsin  and  'Minnesota 
groups  are  15  and  19  cents  and  the  average  distances  331  and  513 
miles,  respectively.  The  rate  from  International,  Falls  and  Fort 
Frances  is  20  cents  and  the  average  distance  633  miles,  while  from 
the  Soo  the  rate  is  19  cents  and  the  distance  475  miles.  The  rates 
and  average  distances  to  the  other  points  in  the  Chicago  group  wero 
ascertained  in  like  manner  and  averages  figured  for  the  group  as  a 
whole.  It  is  shown  that  to  the  Chicago  group  the  average  dTStAiice 
from  the  northern  Wisconsin  group  is  103  miles  more  than  the 
average  distance  from  the  Fox  Kiver  group  and  that  the  rate  is  2^ 
cents  higher.  From  the  Minnesota  group  the  excess  in  distance  is 
278  miles  and  in  rate  6.5  cents.  From  the  Soo  the  excess  in  rate  is 
also  6.5  cents  for  an  added  distance  of  257  miles.  From  International 
Falls  the  corresponding  figures  are  7.5  cents  and  395  miles.  By  plot- 
ting the  curve  of  the  ton-mile  earnings  of  the  rates  from  the  other 
origin  points,  complainants  ^ow  graphically  that  earnings  of  8 
mills  from  the  Soo  would  correspond,  distance  considered.  A  rate 
of  18.6  cents,  or  but  0.4  c^it  less  than  the  present  rate,  would  yield 
8  mills,  therefore  it  is  concluded  that  the  rate  from  the  Soo  to  the 
Chicago  group  is  properly  related  to  the  rates  from  the  competing 
mills.  To  Milwaukee  the  rate  is  7.5  cents  higher  from  the  Soo  than 
from  the  Fox  River  group  and  the  distance  is  249  miles  greater, 
while  the  rate  from  International  Falls  is  10.5  cents  higher  for  an 
added  haul  of  402  miles.  The  relationship  between  the  rates  to  Mil- 
waukee is  also  deemed  satisfactory. 

The  gravamen  of  the  ccnnplaint  is  that  the  rates  *from  the  Soo,  com- 
pared with  the  rates  frcHn  the  basic  Fox  River  group,  as  a  rule  re- 
flect the  added  haul  in  greater  degree  than  do  the  rates  from  other 
origin  points,  although  the  trana^rtation  conditi<Mis  do  not  differ 
materially.  The  relative  adjustments  to  representative  destinations 
are  shown  in  the  following  table  compiled  from  exhibits  of  com- 
plainants. 
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Tc  Chicago,  Jolletf  Radne,  and  Rockford  (rozn— 

W<a  RiTergroap 

Northern  Wisconsin 

Minneaota  group 

International  FaUs 

Groos 

lianistlque 

600 

To  Davenport  and  Dubuque  from— 

Fox  Rivergroup 

Northern  wiaoonsin 


Minnesota  group. . . 
International  f^Ils. 


Qroos. 

lianistlque 

800 

To  Bloominfton,  Decatur,  Quincy,  St.  Louis,  and 
l^vlngflelo.  Ma,  fronh— 

Fox  River  group 

Northern  WiJconsln , 


Minnesota  grmip... 


Intematlooal 

Qroos , , 

MAnistique 

Boo , ., 

TbDes  Motnet,  Fort  Dodger  Moberly,  and  Ottmawa 
frani'— 

Fox  RiTergQup....... «...». 

Northern  Wisconsin 

Minnesota  group 

International  Falls 

Qroqa.,....,,,. ,,,,,,,,,,,..,  ^,.^. , 

Manistiquf ." 

800 : * , 

To  Kansas  Citj,  St.  Joseph,  and  Omaha  from— 

FozBiTerjffoQp 

Northern  Wisconsin 


Mbmesota  group... 


International '. 

QtOOB , 

Manistique 

800.. .7?. 

To  Memphis  and  New  Orleans  from— 

Fox  Rtvergreup....... 

Northern  wiaoonsin 

Intemaaonal  I^Ute 

Grooa , 

Manistique 

800...... , 

To  St.  Paul  from-- 

Foot  Rtftf  group.... *.*..«....«... 

Northern  Wisconsin 

M&umota  group.. 

International  Falls , 

QltX)8. .*...•«•. ....... ............. 

Manistique , 

800.. .................... ••......,, 


Average 
distance. 


Milet. 

210 
313 
48S 

605 
3U 
357 
407 

M5 
346 
410 

601 


562 


403 
506 

613 
756 
521 
507 
677 


433 

486 
485 
624 
571 
618 
728 

560 
609 
552 
741 
702 
748 
858 

094 

1,021 
1,175 
1,297 
1,089 
1,085 
1,1«5 

218 
196 
131 
314 
886 
382 
402 


Average 
rate. 


CtfUs. 
12.5 
15 
19 
20 
15 
16 
19 

15.5 

15.5 

10 

20 

16 

17 

22 


20 

20 

21.5 

28.3 

20 

21 

26.5 


2LI 
21.5 
21.5 
22.5 
2L6 
21.5 


25 

25 

25 

26.5 

26 

26 

33L5 

35.5 
38.3 
37.8 
37.8 
38.5 
38.5 
5a8 

14 

12.2 
0.3 
12.5 
14.5 
15 
19 


Average 
toD-mue 
revenue. 


Mitta. 
11.0 
9.6 
7.8 
6.6 
9L6 
9 
&1 

11.7 
9 

0.1 
6.7 
7.9 
7.5 
7.8 


9.9 

7.9 

7 

5w9 

7.7 

7.7 

7.8 


10 
8.8 
9.9 
7.2 

?•• 

8 

&0 

8.2 

0.1 

7.2 

7.4 

7 

7.6 

7.7 
7.5 
6w4 
5.8 
7.4 
7.1 
8.6 

11.8 
12.4 
14 
8 

8.7 
7.9 
7.7 


Averan  excess  over 
Fox  River  group. 


Distance. 


Mila. 


103 
278 
395 
101 
147 
257 


81 
154 
336 
180 
186 
207 


97 
251 
373 
115 
161 

7n 


I 


I  St 

U7 

66 

87 

134 

244 


Rate. 


Cents. 


2.5 
6.5 
7.5 
216 
3.5 
6.5 


8.5 
4.5 
.5 
1.5 
6.5 


108 

210 
355 
118 

i.'5 

2.3 

164 
274 

1 
6.5 

54 

8 

192 
139 

1 

186 

286 

7.5 

50 

»7 

182 
143 
189 
209 

1.5 
1 
1 
7.5 

2.8 
2.8 
2.8 
8 
8 
IS 


ii.8 

U,6 

.5 

1 

5 


1  Average  under  Fox  River. 

Hie  above  table  shows  that  the  arerage  distances  from,  the  Soo  to 
the  deetinalions  named  vary  from  244  to  299  miles  in  excess  of  the 
distanoes  from  the  Fox  Biver  group  and  that  for  these  differences  in 
distsnoes  the  average  rates  are  higher  by  from  5  to  15  cents.  To 
points  where  the  average  distances  from  International  Falls  exceed 
those  from  the  800,  excepting  points  in  the  Chicago  group,  the  aver- 
age rates  from  International  Falls  are  from  2  to  12.7  oents  lower  than 
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from  the  Soo.  For  example,  to  upper  Mississippi  River  crossings, 
Davenport  and  Dubuque,  the  rate  from  International  Falls  exceeds 
the  rate  from  the  Fox  River  group  by  4.6  cents  for  an  added  dis- 
tance of  836  miles,  while  from  the  Soo  the  rate  is  6.5  cents  higher  and 
the  excess  in  distance  is  297  miles.  The  discrepancies  are  still  more 
pronounced  in  the  case  of  the  rates  to  points  in  the  St.  Louis  group 
and  to  Memphis  and  New  Orleans.  The  rates  from  the  Soo  to  Mem- 
phis and  New  Orleans  are  made  on  combination  while  joint  rates 
are  maintained  from  International  Falls  and  other  producing  points. 
Comparisons  similar  to  the  above  could  be  made  between  the  rates 
from  the  Soo,  on  the  one  hand,  and  from  Groos  and  Manistique  on 
the  other.  The  rates  from  those  points,  however,  are  of  relatively 
little  importance  to  complainants. 

It  appears  from  the  record  that  when  the  mill  at  International 
Falls  iSrst  began  the  manufacture  of  newsprint  paper  the  rate  to 
Chicago  was  made  6  cents  higher  than  that  from  the  Fox  River 
group  to  reflect  the  added  haul  of  407  miles.    The  rate  to  St.  Lonis 
was  made  2  cents  over  the  Fox  River  rate  for  the  additional  dis- 
tance of  373  miles,  and  to  Kansas  City  and  lower  Missouri  River 
points  up  to  and  including  Omaha,  1  cent  over  Fox  River  for  added 
distances  of  from  123  to  about  200  miles.    These  differences  were  not 
changed  until  June  25,  1918,  when  they  were  increased  by  the  appli- 
cation of  general  order  No.  28  of  the  Director  General  of  Railroads. 
The  Minnesota  &  Ontario  Paper  Company  and  the  Fort  Frances 
Pulp  &  Paper  Company  urge  that  the  relationship  which  existed 
prior  to  general  order  No.  28  be  restored-    The  rates  from  the  Soo  to 
Chicago,  St.  Louis,  and  Missouri  River  points  were  originally  made 
6  cents  over  the  corresponding  Fox  River  rates  for  an  average  addi- 
tional distance  of  less  than  300  miles.    If  the  rate  from  International 
Falls  to  St.  Louis  should  not  exceed  the  Fox  River  rate  by  more  than 
2  cents,  as  interveners  urge,  it  would  logically  follow  that  the  excess 
in  rate  from  the  Soo  should  be  at  least  no  more,  imless  the  movement 
from  the  Soo  is  conducted  under  less  favorable  transportation  condi- 
tions.   No  substantial  dissimilarity  in  operating  conditions  is  dis- 
closed ;  on  the  contrary  they  are  much  the  same. 

The  mill  at  the  Soo  is  adjacent  to  the  tracks  of  the  Algoma  Cen- 
tral &  Hudson  Bay.  Cars  loaded  with  paper  for  delivery  at  points 
in  the  destination  territory  embraced  in  this  complaint  are  switched 
by  that  carrier  to  the  joint  interchange  yards  of  the  Canadian 
Pacific,  the  Dulnth,  South  Shore  &  Atlajitic^  and  the  Minneapolis, 
St  Paul  &  Sault  St.  Marie  (the  Soo  line)  and  thence  across  the 
river  to  St  Mary's  Transfer,  Mich.^  where  they  are  placed  in  trains 
for  movement  over  the  Dulnth,  South  Shore  &  Atlantic  or  t!tm  Soo 
line.    A  charge  of  38  cents  per  ton,  or  1.9  cents  per  100  pounds,  is 
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by  the  initial  switchii^  lines  and  absorbed  by  the  road- 
baal  carriers.  The  mills  at  International  Falls  and  Fort  Frances 
are  served  by  the  Minnesota,  Dakota  &  Western,  a  short  line  affili- 
ated with  the  Minnesota  &  Ontario  Paper  Company.  The  Minne- 
sota, Dakota  &  Western  delivers  the  traffic  to  the  Minnesota  &  Inter- 
national or  the  Big  Fork  &  International  Falls  and  for  this  service 
receives  from  the  line-haul  carriers  1  cent  per  100  pounds. 

Defendants  offered  little  evidence  of  assistance  in  determining  the 
proper  relation  of  rates  from  the  various  producing  points.  Com- 
parisons were  submitted  for  the  purpose  of  shawing  that  the  rates 
from  the  Soo  are  not  unreasonable  per  se  and  are  properly  related 
to  the  rates  from  the  Fox  River  group ;  it  is  urged  that  the  operat- 
ing conditions  in  the  upper  peninsula  of  Michigan,  through  which 
traffic  from  the  Soo  moves,  are  such  as  to  justify  the  present  spread. 
Nothing  was  said  as  to  the  propriety  of  the  relationship  between 
the  rates  from  the  Soo  and  from  International  Falls. 

We  have  considered  the  relationship  between  the  rates  from  the 
Soo  and  from  the  Fox  Biver  group  in  three  cases.  In  Rates  on 
News  Print  Paper  from  Sault  Ste.  Marie^  26  I.  C.  C,  13,  we  found 
that  the  carriers  had  justified  rates  from  the  Soo  to  Missouri  Kiver 
points  6  cents  over  the  rates  from  the  Fox  River  group.  In  Lake 
Suqferior  Poq^er  Co.  v.  Z>.,  8.  S.  &  A.  Ry.  Co.,  30  I.  C.  C,  403,  the 
propriety  of  the  difference  of  6  cents  between  the  rates  from  the  Soo 
and  from  the  Fox  River  group  to  Chicago  and  other  points  in  Illi- 
nois and  to  St.  Louis  was  under  consideration.  We  held  that  the  dif- 
ference should  not  exceed  5  cents  and  made  the  suggestion  that  to 
the  more  distant  Missouri  River  points  involved  in  the  earlier  pro- 
ceeding it  should  be  reduced  to  4  cents.  The  Carriers  failed  to  follow 
that  suggestion  and  another  complaint  waa  filed  alleging  that  the 
rates  from  the  Soo  to  representative  consuming  points  west  of  the 
Mississippi  River  were  unreasonable  and  unjustly  discriminatory  to 
the  extent  that  they  exceeded  the  rates  from  the  Fox  River  group 
by  more  than  4  cents.  Lake  Superior  Paper  Co.  v.  M.,  St.  P.  dk  S.  Ste. 
U.  Ry.  Co.,  42  I.  C.  C,  109.  Upon  the  record  there  made  we  found 
that  the  complaint  had  not  been  sustained. 

In  this  later  report  certain  changes  that  had  taken  place  in  the 
source  and  extent  of  the  complainant's  competition  were  pointed 
out,  particularly  the  withdrawal  of  the  duty  on  paper  imported  from 
Canada  and  the  decreased  production  in  Wisconsin  hereinbefore 
mentioned.  It  was  stated  that  the  increased  importation  of  Cana- 
dian paper  and  the  decreased  importation  of  Canadian  pulp  had  re- 
•ulted  in  tiie  practical  elimination  of  the  Wisconsin  mills  as  sub- 
stantial factors  in  the  marketing  of  newsprint  paper.  The  record 
now  before  us  shows  that  since  that  time  other  mills  have  been  built 
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in  Wisconsin  and  that  certain  mills  formerly  producing  wrapping 
and  other  classes  of  paper  are  now  manufacturing  newsprint  paper, 
During  the  year  ended  June  30,  1919,  the  mills  of  the  Wisconsin 
Traffic  Association,  shipped  3,749  carloads  of  newsprint  paper, 
aggregating  107,950  tons,  to  points  in  the  United  States  and  they 
are  now,  therefore,  important  factors  in  the  newsprint  paper  in- 
dustry. 

One  of  the  principal  contentions  in  the  former  case  supporting 
the  reduction  from  6  to  4  cents  of  the  differential  over  the  Fox  River 
group  to  points  west  of  the  Mississippi  River  was  that  differences  in 
rates  as  between  points  of  origin  should  normally  decrease  as  dis- 
tances to  points  of  destination  increase.  In  discussing  this  conten- 
tion we  explained  that  in  applying  that  tule  of  rate  making  it  is 
necessary  (1)  that  the  difference  in  distances  from  competing  points 
of  origin  should  be  substantially  the  same  to  the  nearer  as  to  the 
farther  destinations,  and  (2)  that  the  general  circumstances  and  con- 
ditions surrounding  the  transportation  should  be  substantially  the 
same  in  both  cases.  From  the  record  in  that  case  it  appeared  that 
the  average,  distance  from  the  Soo  to  St.  Louis  was  222  miles  greater 
than  from  the  Fox  River  group  and  331  miles  greater  to  the  western 
points  named  in  the  complaint.  Those  points  were  Omaha,  Lincoln^ 
Kansas  City,  Sioux  City,  Des  Moines,  Wichita,  Topeka,  and  Sioux 
Falls.  The  record  in  the  instant  case  shows  that  the  average  dis- 
tance from  the  Soo  to  St.  Louis  is  271  miles  greater  than  from  the 
Fox  River  group  and  that  to  the  same  western  points  it  is  289  miles 
greater,  these  differences  in  distance  being  substantially  the  same. 

Complainants  contend  that  they  are  entitled  to  rates  which  will 
yield  no  higher  ton*mile  earnings,  relatively,  than  the  carriers  de- 
rive from  the  rates  from  competing  points.  As  aforesaid,  in  order 
to  determine  what  the  earnings  on  traffic  from  the  Soo  should  be 
they  plot  the  curve  of  the  ton-mile  earnings  of  the  rates  from  the 
various  groups,  and  by  reference  to  this  curve  arrive  at  a  figure  for 
the  Soo's  distance  which  is  comparable  with  the  earnings  tram  other 
shipping  points.  From  this  figure  they  derive  the  rates  which  they 
contend  should  be  applied  from  the  Soo  to  each  of  the  different  des- 
tination gi^ups.  Based  on  the  rates  so  obtained  they  claim  that  t^ 
differential  over  the  Fox  River  group  to  upper  Mississippi  River 
crossings  should  not  exceed  4.5  cents,  to  Peoria  3  cents,  to  St.  Louis 
and  eastern  Iowa  points  2.5  cents,  and  to  the  Missouri  River  and 
points  west  thereof  and  to  Memphis  and  the  lower  Mississippi  Val- 
ley 2  cents.  Defendants  point  out  that  after  the  initial  lines'  charges 
of  1.9  cents  ariB  deducted  the  differential  of  2  cents  proposed  to  • 
large  portion  of  the  destination  territory  would  leave  nothing  to  be 
applied  to  the  additional  haul  from  the  Soo. 
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In  Lake  Superior  Paper  Go.  v.  M.^  St  P.  dk  8.  8te.  M^  By.  Co.^ 
mproy  where  we  held  that  the  eridence  did  not  wsrrant  a  reduction 
in  the  differential  from  the  Soo  oyer  the  Fox  River  group  to  points 
west  of  the  Mississippi  Eiver,  the  relationship  of  rates  as  betwecin 
other  originating  points  was  not  considered.  In  the  present  case  the 
relationships  as  between  the  Soo  and  other  points  of  origin  are 
directly  in  issue  and  from  the  evidexuse  h^re  presented  it  is  clear  that 
if  a  differential  of  6  cents  is  proper  on  traffic  from  the  Soo  to  the 
Mississippi  Biver  and  points  west  thereof  ^  the  rates  frcHn  otiier  points 
are  improp^ly  related  to  the  Fox  Biver  group  rates.  The  following 
table  is  a  comparison  of  rates  and  distances  to  Mississippi  Biver 
crossings,  St.  Louis  and  north,  and  to  Missouri  Biver  points: 
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ExcQSS  oTor  Fox  River. . . . 

3.3 

Oxnfttaft,  Ne1>r....,.., 
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25 
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1  Average  un<}er  Fox  Rtver. 

It  will  be  observed  that  to  Mississippi  Biver  crossings  the  average 
rate  from  the  Minnesota  group  exceeds  that  from  the  Fox  Biver 
group  by  2.2  cents  for  an  added  haul  of  148  miles.  The  average, 
haul  from  the  Soo  is  136  miles  greater  than  from  the  Minnesota  mills 
but  the  rate  excess  over  the  Minnesota  group  is  4  cents.  For  an  aver- 
age haul  41  miles  greater  than  from  the  Soo,  International  Falls  is 
accorded  a  rate  that  is  lower  by  3,2  cents.  The  average  haul  from 
International  Falls  to  the  Missouri  Biver  is  182  miles  in  excess  of 
the  haul  from  the  Fox  Biver  group  and  the  rate  is  1.5  cents  higher. 
The  Soo,  for  a  haul.  117  miles  longer  than  from  International  Falls, 
has  a  rate  6  cents  hig^iar  than  International  Falls.  The  record 
fumisheB  no  justificatioa  for  tiliese  di^iarittes. 

The  conclusion  is  warranted  that  tin  adjustment  from  the  Soo  is 
less  favocaUe,  on  the  whole,  than  the  adjustment  from  the  other 
groups  to  many  of  the  inxportant  consuming  markets  in  the  west 
and  southwest,  and  that  no  difi^rences  in  transportation  conditions 
justify  the  relatively  greater  spread  in  the  rates  from  the  Soo«    Fort 
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Frances  as  well  as  the  Soo  are  in  the  province  of  Ontario  in  the 
Dominion  of  Canada.  Under  section  1  of  the  interstate  commeroe 
act  that  act  applies  to  common  carriers  engaged  in  the  transportation 
of  property  "to  any  place  in  the  United  States  ♦  ♦  ♦  from  a 
foreign  country,  but  only  in  so  far  as  such  transportation  ♦  •  ♦ 
takes  place  in  the  United  States"  and  also  to  such  transportation 
"but  only  in  so  far  as  such  transportation  ^  ^  ^  takes  place 
within  the  United  States."  Our  findings  and  order  in  this  ease  wiU 
be  made  under  the  limitations  thus  defined  and  do  not  include  ^e 
switching  movements  without  the  United  States  by  whidi  shipments 
from  the  Soo  and  Fort  Frances,  respectively,  are  delivered  to  de- 
fendants for  transportation  witlun  the  United  States. 

We  find  that  the  relationship  of  the  rates  on  newsprint  paper,  in 
carloads,  from  the  several  groups  and  shipping  points,  excluding 
Groos  and  Manistique,  is  and  for  the  future  will  be,  unduly  preju- 
dicial to  complainants  and  unduly  preferential  of  their  competitors 
in  the  territories  in  question  to  the  extent  that  the  rates  for  transpor- 
tation within  the  United  States  from  Sault  Ste.  Marie,  Ontario,  ex- 
ceed or  may  exceed  those  contemporaneously  in  effect  from  the  pro- 
ducing points  or  groups  named  by  more  than  the  following  amounts 
in  cents  per  100  pounds : 

To  Dubuque  and  Davenport  and  points  taking  the  same  or  related  rates :  6^ 
cents  over  the  Fox  River  and  northern  Wisconsin  groups;  8  cents  over  tbe 
Minnesota  group ;  2  cents  over  International  Falls  and  Fort  Frances. 

To  Des  Moines  and  points  taking  the  same  or  related  rates :  6JS  cents  over  tbe 
Fox  River,  northern  Wisconsin,  and  Biinnesota  groups;  8  c^its  over  Inter- 
national Falls  and  Fort  Frances. 

To  Peoria,  St.  Louis,  and  points  beyond  reached  via  St  Louis,  Indoding 
Shreveport,  La.,  and  points  taking  the  same  or  related  rates :  5  c^its  ow  the 
Fox  River  group ;  4  cents  over  the  northern  Wisconsin  group ;  3  cents  over  the 
Minnesota  group;  not  to  exceed  the  rates  from  International  Falls  and  Fort 
Francea 

To  Memphis  and  New  Orleans :  5  cents  over  the  Fox  River  group ;  4  cents 
over  the  northern  Wisconsin  group ;  not  to  exceed  the  rates  from  the  Minnesota 
group  and  from  International  Falls  and  Fort  Francea 

To  Missouri  River  points,  Kansas  City,  St  Joseph,  and  Omaha,  and  points 
beyond  reached  via  those  gateways  and  points  taking  the  same  or  related  rates : 
6  cents  over  the  Fox  River,  northern  Wiscoosin,  and  Minneaota  groops;  8 
cents  over  International  Falls  and  Fort  Frances. 

No  necessity  is  shown  for  a  readjustment  of  the  rates  to  the 
Chicago  group,  to  St.  Paul  and  other  points  in  Minneflota,  or  to 
South  Dakota  and  Wisoonsin  points. 

In  applying  the  above-mentioned  differentials  thie  Fox  Birer  group 
rates  diould  be  taken  as  the  base  rates.  These  differentials  are  sab- 
ject  to  the  inoreaaes  authorized  by  us  on  July  2ft,  1980. 

An  appropriate  order  will  be  entered. 
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Rates  80  per  cent  of  the  contemporaneous  siztli-clafia  rates  found  reasonable  for 
tbe  transportation  of  roofing  and  paving  tars  and  pitches  and  fuel  pitch, 
in  carloads,  between  points  in  official  classification  territory,  except  be- 
tween New  England  and  trunk  line  territory,  where  the  greater  part  of  the 
hauls  Is  within  New  England,  and  locally  In  New  ^iglaad,  slxtii  dass 
found  reasonable.    Reparation  denied. 

Arthur  B.  Bayes  for  complainants. 

Charles  P,  Stewart  and  L,  P.  Day  for  defendants. 

RSPOBT  OF  THS  Ck>iaiI88I0N« 

Division  2,  Commissionms  Daniels,  Pottek,  and  Esgh. 

Daniels,  Comrnierioner: 

To  the  report  proposed  by  the  examiner,  exceptiops  were  filed  and 
oral  argument  has  been  had. 

Complainants  allege  that  the  present  rates  on  roofing  and  paving 
tars  and  pitches,  and  fuel  pitch,  in  carloads,  throughout  official 
classification  territory  are  unreasonable  and  unduly  prejudicial,  and 
ask  that  rates  60  per  cent  of  sixth  class  be  established  on  roofing  and 
paving  tars  and  pitches,  and  bituminous  coal  rates  on  fuel  pitch. 
An  award  of  reparation  is  asked.  The  rates  stated  herein  are  in 
cents  per  100  pounds  except  as  otherwise  noted  and  are  those  in  effect 
prior  to  the  general  increases  authorized  by  us  on  July.  29, 1920. 

All  of  these  commodities  are  ^ted  sixth  class  in  official  classifica- 
tion. In  central  territory  commodity  rates  substantially  80  per  cent 
of  sixth  class  are  in  effect.  In  trunk  line  territory  there  are  many 
commodity  rates  ranging  from  70  to  90  ]>er  cent  of  sixth  class,  and 
even  higher.  In  New  England  territory  the  general  basis  is  sixth 
<^UB  alth#ugfa  there  are  certain  commodity  retes  ran^g  from  2.5 
cents  to  9  cents  below  sixth  class,  while  there  are  others  above  sixth 
elan  whi<di  defendants  admit  shouM  be  reduced  to  sixth  class.    The 
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base  rate  between  central  and  trunk  line  territories  is  approximately 
90  per  cent  of  sixth  class  westbound,  and  78^  per  cent  of  sixth  daaa 
eastbound.  The  variation  in  the  relationship  of  the  rates  to  the 
sixth-class  rates  throughout  the  territory  involved  ranges  as  follows : 
Philadelphia,  Pa.,  to  various  points  in  New  York  and  Pennsylvania, 
76  to  108.8  per  cent  of  sixth  class,  averaging  between  80  and  90  i>er 
cent  to  all  points  shown  on  the  exhibit;  Philadelphia  to  Niagara 
Falls,  N.  Y.,  and  certain  other  points  in  that  state,  85  to  97.5  per 
cent,  averaging  about  90  per  cent;  Baltimore,  Md.,  to  Buffalo,  N.  Y^ 
and  certain  other  points  in  that  territory,  generally  97.5  per  cent; 
Johnstown,  Pa.,  to  Philadelphia,  100  per  cent  of  sixth  class,  and  to 
Black  Eock,  N.  Y.,  and  certain  other  points  in  that  territory,  73.6  to 
88.8  per  cent  of  sixth  class,  averaging  about  85  per  cent ;  Providence, 
R.  I.,  and  Bridgeport,  Conn.,  to  East  Boston,  Mass.,  2  cents  over 
sixtu  class;  and  from  Boston  to  Lowell  and  Worcester,  Mass.,  and 
other  points  in  the  same  territory,  rates  uniformly  about  1.5  to  3 
cents  less  than  sixth  class. 

Boofing  and  paving  tars  and  pitches  are  produced  from  coal  tar, 
which  is  a  by-product  from  gas  plants  and  coke  ovens.  The  coal  tar 
moves  to  the  various  plants  of  complainants  in  liquid  form  in  tank 
cars,  is  there  dehydrated,  and  the  paving  tars  and  pitches,  which 
represent  from  75  to  80  per  cent  of  the  inbound  tonnage,  are  shipped 
out  from  the  plants  in  tank  cars  or  in  barrels  in  box  cars.^  By  a  far- 
ther process  the  remaining  products  of  the  inboimd  coal  tar  are  ex- 
tracted in  the  form  of  creosoting  oil,  dye  material,  etc.  The  rates  on 
the  latter  articles  are  higher  than  on  tars  and  pitches  and  are  not 
here  in  issue,  but  complainants  assert  that  those  industries  will  be 
seriously  affected  if  the  rates  on  tars  and  pitches  are  not  so  read- 
justed downward  as  to  enable  the  roofing  and  paving  industries 
profitably  to  develop  and  to  consume  the  present  surplus  of  coal  tar. 
It  is  stated  that  the  production  of  coal  tar  has  increased*  from 
2,014,400  barrels  in  1904  and  5,139,565  barrels  in  1914  in  the  entire 
country  to  9,000,000  barrels  in  1919  in  official  classification  territory 
alone,  and  that  during  1919  about  3,000,000  barrels,  or  approximately 
one-third  of  the  entire  production,  could  not  be  marketed,  mainly 
because  of  the  freight  rates. 

Complainants  testify  that  roofing  and  paving  tars  and  pitches  are 
the  products  of  an  otherwise  waste  material ;  that  they  give  at  least 
two  hauls  to  the  carrier,  one  in  and  one  out  of  the  dehydrating  plant ; 
that  the  movement  of  tars  and  pitches  is  continuous  throughout  the 


*The  Barrett  Oonpanj,  <nie  of  the  conplafaaiiti,  1im  pUpta  at  BoatoBt  Ifaaa.;. 
cliff,  N.  J.;  Brooklyn  and  Syracnae,  N.  Y.;  Philadelphia,  Plttaborgh,  and  BiK  Pa.; 
Yoongstown,  Toledo,  and  CleTeland,  Ohio ;  Detroit,  Midi. ;  Chicago,  Itt ;  and  St.  tMb, 
Mo.  The  cmde  tar  morea  Into  theae  and  etiiar  dahydiatlat  9iMita  iggm  abottt  aoo  »alati 
of  production,  and  thla  number  la  conatantly  Increaalnf. 
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year;  that  the  loaded  haul  of  the  tank  cars  averages  about  70  per 
cent  of  the  entire  haul ;  that  tank  cars  are  furnished  largely  by  the 
shipper  and  load  from  70,000  to  90,000  pounds  and  sometimes  eren 
higher;  that  inbound  box  cars  are  ordinarily  loaded  outbound;  that 
these  commodities  load  to  the  capsjcity  of  the  car;  that  the  tar  in- 
dustry contributes  to  the  conservation  of  the  nation's  timber  supply 
by  the  production  of  creosote  oil  and  substitutes  for  wooden  paving 
and  roofing;  and  that  the  rates  on  tars  and  pitches  are  excessive  in 
view  of  the  low  values  of  those  commodities,  which  range  from  $7.50 
to  $12.60  per  ton. 

Complainants'  exhibits  show  that  the  Barrett  Company  made 
over  4,000  carload  shipments  of  tar  and  pitch  during  the  period  from 
June  to  November,  inclusive,  1918.  These  shipments  moved  through- 
out the  official  classification  territory,  and  the  average  rate  paid  be- 
tween the  points  shown  was  slightly  less  than  13  cents  per  100 
pounds  and  the  average  distance  about  17$  miles,  while  rates  on  the 
basis  of  60  per  cent  of  sixth  class  would  average  about  9  cents.  As 
illustrative  of  these  voluminous  exhibits  it  is  shown  that  611  ship- 
ments moved  from  various  points  in  New  York,  Pennsylvania,  West 
Virginia,  Kentucky,  Ohio,  Indiana,  Illinois,  and  Michigan  to  Cleve- 
land, Ohio,  and  the  exhibit  shows  the  average  distance  between  the 
points  to  be  196.8  miles  and  the  average  rate  13.1  cents,  under  which 
the  average  eiMrnings  would  be  about  13.5  mills  per  ton-mile  and  61.97 
cents  per  car^^mile  on  an  average  loading  of  45.85  tons.  The  rates 
requested  from  and  to  the  same  points,  according  to  complainants' 
brief,  would  average  about  8.4  cents,  which  would  earn  8.5  mills  per 
ton-mile  and  about  39  cents  per  car-mile,  based  on  the  average  dis- 
tance and  loading  shown.  Many  shii»nents  shown  on  this  particu- 
lar exhibit  moved  from  and  to  the  same  points.  The  average  haul 
on  the  weighted  basis  was  about  156  miles  and  the  average  rate  asked 
for  that  distance  would  earn  10.77  miUs  per  ton-mile  and  49.88  cents 
per  car-mile.  The  outbound  rates  from  Chicago,  HI.,  to  points  in 
New  York,  Pennsylvania,  and  Ohio  for  distances  of  about  300  to 
900  miles  are  shown  to  yield  6  to  8  mills  per  ton-mile  and  18  to  42 
cents  per  car-mile,  while  complainants  ask  for  rates  yielding  4  to  7 
mills  per  ton-mile  and  15  to  27  cents  per  car-mile.  Many  of  the 
rates  in  effect  from  Chicago  to  various  destinations,  including  New 
York,  N.  Y.,  are  on  a  basis  somewhat  less  than  80  per  cent  of  the 
sixth-class  rates. 

Complainants  urge  that  the  rates  assailed  are  unreasonable  because 
they  are  generally  higher  than  the  rates  on  tar  and  pitch  in  western 
trunk  line  and  southern  classification  territories.  Coal  tar  is  rated 
class  D  in  western  classification,  but  in  western  trunk  line  territory 
from  Chicago  to  St  Louis,  Mo.,  and  to  many  points  in  Iowa,  Missouri^ 
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Kansas,  Nebraska,  Oklahoma,  and  South  Dakota,  the  rates  on  tar 
and  pitch  range  from  55  to  70  per  cent  of  the  class-D  rates.  Com- 
plainants further  urge  that  in  southern  classification  territory  rates 
on  tar  and  pitch  are  15  to  40  per  cent  less  than  the  rates  on  prepared 
roofing  which  generally  takes  90  per  cent  of  sixth  class  in  official 
classification  territory,  and  in  western  trunk  Kne  temtory  rates  on 
tar  and  pitch  are  22.7  to  63.6  per  cent  of  the  rates  on  roofing  paper. 
C(Hisequently,  complainants  insist  that  tar  and  pitch  in  official 
classification  territory  should  take  much  lower  rates  than  90  ^r 
cent  of  sixth  class. 

In  Building  and  Rooming  Pap^r  and  Paper  Boar'd  Rates^  52 1.  C.  C, 
84,  we  prescribed  as  a  maximum  90  per  cent  of  sixth  class  on  roofing 
paper  for  application  throughout  official  classification  territory  ex- 
cept locally  within  New  England,  where  sixth  class  was  allowed  to 
stand. 

Rates  on  cement  in  trunk  line  and  central  territories  are  shown  to 
range  from  9.5  cents  to  14.5  cents  for  distances  similar  to  the  average 
distance  between  complainants'  points  of  shipment  and  destination, 
and  it  is  also  in  evidence  that  a  rate  of  12.5  cents  is  in  effect  on 
cement  for  distances  of  232  and  319.4  miles,  indicating  that  in  this 
region  distance  is  not  the  controlling  consideration  in  the  construc- 
tion of  rates  on  cement.  There  is,  however,  a  uniformity  of  cement 
rates  in  central  territory  on  the  basis  of  73J  per  cent  of  the  sixth- 
class  scale.  Ccmiplainants'  contention  that  they  should  be  accorded 
60  per  cent  of  sixth-class  rates  would,  if  granted,  accord  them  in 
central  territory  a  marked  advantage  over  cement,  and  that  in  spite 
of  the  heavy  movement  of  cement. 

Numerous  exhibits  were  introduced  showing  notable  disparities  in 
rates  on  lime,  brick,  plaster,  gravel,  crushed  stone,  coal,  lumber, 
shingles,  and  paving  blocks. 

Defendants  explain  that  the  rates  on  lime  were  established  pri- 
marily to  carry  a  low  grade  of  that  commodity  used  to  invigorate 
the  soil,  and  that  their  establishment  was  intended  to  encourage  agri- 
culture. Certain  of  the  rates  on  the  other  commodities  are  explained 
by  defendants  on  the  theory  that  they  were  established  to  encourage 
the  industries.  Complainants  reply  that  the  tar  and  pitch  industries 
need  similar  encouragement  by  the  establishment  of  rates  that  will 
enable  the  traffic  to  move  and  that  unless  some  relief  is  granted  com- 
plainants will  be  required  to  discontinue  the  business;  in  fact  it  is 
testified  that  one  complainant  has  already  sought  to  dispose  of  its 
equipment  that  is  i»ed  f6r  the  manufacture  of  tar  and  pitch  for  road 
purposes. 

In  response  to  complainants'  exhibits  defendants  urge  that  if  the 
ton*mile  earnings  of  abotlt  6  mills  under  the  rate  of  27.5  cents  be 
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taken  into  consideration  for  the  transportation  of  tar  from  Chicago 
to  New  York,  about  912  miles,  no  mireasonableness  is  shown,  and 
that  complainants'  claim  for  a  rate  of  22.6  cents  earning  4.9  mills  is 
certainly  not  well  established.  On  the  other  hand,  complainants 
point  to  the  car-mile  earnings  of  about  20  cents  under  the  27.5-cent 
rate  and  16.46  cents  under  the  rate  asked.  The  rate  of  27.6  cents  from 
Chicago  to  New  York  is  about  73^  per  cent  of  the  sixth*class  rate,  and 
is  one  of  the  lowest  rates  on  tar,  inasmuch  as  there  are  many  rates 
exhibited  that  are  higher  than  the  sixth-class  basis.  Keference  is  also 
made  to  Du  Pont  de  Nemaura  dk  Go.  v.  Director  Oeneralj  56  I.  C.  C, 
499,  in  which  we  found  that  the  sixth-class  rate  of  $5.10  per  ton, 
equivalent  to  25.6  cents  per  100  pounds,  on  12  cark)ads  of  niter  cake 
from  Carney's  Point,  N.  J.,  to  Norfolk,  Va,,  818  miles,  in  February, 
1918,  was  unreasonable  to  the  extent  Uiat  it  exceeded  $2.80  per  ton, 
equivalent  to  14  cents  per  100  pounds,  or  about  65  per  cent  of  sixth 
class.  Complainants  state  that  the  value  of  niter  cake  is  only  slightly 
less  than  the  value  of  tar  and  pitch,  and  furthermore,  the  proepect 
of  regular  movement  betwe^i  the  points  named  was  uncertain.  Com- 
plainants show  that  while  the  average  ton-mile  earnings  on  all  traffic 
on  several  of  defendants'  lines  for  average  distances  ranging  from 
68  miles  to  209.89  miles  for  the  year  1918  were  more  in  most  instances 
than  on  the  traffic  under  consideration,  yet  the  average  car-mile  earn- 
ings on  all  traffic  were  substantially  less  than  cm  the  traffic  under 
consideration.  This  is  principally  due  to  the  heavy  loading  of  com* 
plainants'  shipments.  Moreover,  in  the  various  comparisons  of 
average  rates  on  all  commodities  with  a  particular  c(»nmodity,  the 
relative  volume  of  coal  and  other  low-grade  traffic  must  always  be 
aUowed  for. 

Complainants  urge  that  fuel  pitch  comes  into  competition  with 
bituminous  coal  and  therefore  should  have  the  same  rates.  Defend- 
ants direct  attention  to  the  fact  that  fuel  pitch  is  used  to  some  extent 
for  foundry  facings  the  same  as  ground  coal  and  that  in  Foundry 
Supply  Mfra.  Asso.  v.  A.  A.  R.  R.  Co.^  48  I.  C.  C,  784,  we  found  that 
sixth-class  rates  were  not  unreasonable  for  the  transportation  of 
foundry  facings  in  carloads  between  points  in  central  territory. 

Defendants  testify  that  the  rates  on  tar  and  pitch  are  now  too  low 
and  that  they  should  be  on  the  basis  of  90  per  cent  of  sixth  class 
throughout  official  classification  territory  except  in  New  England, 
where  sixth  class  should  prevail.  Prior  to  April  15,  1916,  rates  on 
tar  and  pitch  were  90  per  cent  of  sixth  class  in  central  territory. 
On  that  date  the  basis  was  reduced  to  about  80  per  cent  of  sixth  class. 
Defendants  explain  that  this  reduction  was  due  to  the  fact  that 
asphalt,  which  in  many  instances  takes  the  same  rates  as  tar  and 
pitch,  was  imported  through  the  Atlantic  and  Gulf  ports  at  low 
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import  rates.  Without  going  extensively  into  the  history  of  the 
rates  on  asphalt  between  New  York  and  Chicago,  it  is  sufficient  to 
state  that  a  rate  of  19  cents  was  established  on  that  commodity  from 
New  York  to  Chicago  on  April  15, 1916,  which,  plus  the  subsequently 
authorized  increases,  determines  the  present  rate  of  27.5  cents  from 
Chicago  to  New  York.  It  is  explained  that  the  carriers  felt  they 
could  not  carry  tar  and  pitch  on  a  higher  basis  than  asphalt,  which 
accounts  for  the  establishment  of  the  same  rates  on  the  commodities 
in  question  as  applied  on  asphalt  from  Chicago  to  New  York.  While 
the  competitive  influences  did  not  dictate  the  eastbotmd  rates  from 
Chicago  to  New  York,  yet  the  carriers  state  the  same  basis  was 
established  without  sufficient  transportation  reasons.  Rates  to  inter- 
mediate territory  were  adjusted  accordingly. 

Defendants  argue  that  the  general  basis  for  complainants'  prod- 
ucts in  New  England  territory  is  sixth  class,  although  some  com- 
modity rates  exist.  They  testify  that  prior  to  May,  1914,  some  of  the 
sixth^class  rates  were  as  high  as  40  to  50  per  cent  of  the  first-dass 
rates,  but  subsequently  on  certain  roads  the  siztii-class  rates  wer^ 
reduced  to  33^  per  cent  of  first  class,  and  finally  under  the  Anderson 
scale  the  sixth-class  rates  were  established  on  28  per  cent  of  the  first- 
class  scale.  Defendants  state  that  if  the  rates  requested  were  estab- 
lished they  would  be  lower  than  those  in  eflfect  prior  to  The  Fifteen 
Per  Cent  Caae^  45  I.  C.  C,  303.  They  further  argue  that  if  uniform- 
ity is  desired  in  New  England  it  can  best  be  secured  by  putting  tar 
and  pitch  on  the  sixth-class  basis. 

Complainants  further  urge  that  tar  and  pitch  come  into  competi- 
tion with  cement,  brick,  gravel,  crushed  stone,  wooden  paving  blocks, 
and  wooden  articles,  and  that  the  rates  on  the  commodities  here 
involved  are  higher,  distance  considered,  than  applicable  on  the  com- 
petitive commodities. 

Complainants  stress  the  fact  that  cement  is  susceptible  to  damage 
by  water,  whereas  water  will  not  injure  tar  and  pitch,  and  that  the 
claims  for  damage  on  the  latter  commodities  have  been  negligible. 
Also  it  is  shown  that  the  value  of  cement  averages  somewhat  higher 
than  tar  and  pitch,  and  generally  affords  the  carriers  but  one  hauL 
On  the  other  hand,  defendants  state  that  while  the  rates  on  cement 
are  considerably  lower  than  those  on  tar  and  pitch,  complainants 
can  not  make  a  fair  comparison  with  the  rates  on  cement  because 
there  is  no  substantial  competition  between  complainants'  products 
and  cement,  and  in  any  event  the  rates  on  cement  have  been  subject 
to  carrier  and  commercial  competition  not  present  with  complainants' 
products.  Furthermore,  the  volume  of  cement  movement  is  enor- 
mous, even  moving  in  trainloads.  Brick,  gravel,  and  crushed  stone 
are  considerably  less  valuable  than  complainants'  products.    The 
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carriers  explain  that  grarel  and  crushed  stcme  especially  would  not 
more  if  the  rates  were  not  very  low,  and  they  further  seek  to  justify 
low  rates  on  those  commodities  as  an  aid  in  the  construction  of  good 
roads.  Complainants  reply  that  tiieir  road-building  commodities  are 
likewise  entitled  to  the  same  considerations.  Complainants  sedL  the 
establishment  of  c<»nbination  rates  to  and  from  their  del^dratixig 
plants  that  will  compare  to  a  great  extent  with  the  transit  rates  on 
lumber.  They  urge  that  their  products  come  in  competition  with 
wooden  paring  blocks  for  road-building  purposes  and  wooden  diingles 
for  roofing  purposes.  It  is  pointed  out  particularly  that  the  actual 
rates  paid  in  some  instances  on  paving  blocks  creosoted  in  transit 
range  from  62  to  66  per  cent  of  the  combination  of  locals  which  in 
many  instances  are  less  than  the  sixth-class  rates.  Complainants 
specifically  deny  that  ihej  are  a^ing  for  a  transit  ammgement  on 
tar  and  pitch,  and  we  are  not  ccmvinced  on  this  record  that  com- 
plainants' products  are  entitled  to  rates  to  and  from  the  transit 
poiiri»  that  are  comparable  with  transit  rates.  There  is  contained 
in  crude  tar  and  pitch  a  condderable  percentage  of  (»*eosote  oil  and 
a  small  percentage  of  dye  material.  This  fact  differentiates  to  a 
certain  extent  the  inbound  and  outbound  movement  of  tar  and  pitch 
as  contrasted  with  lumber  which  is  accorded  transit.  Defendants 
urge  that  as  a  rule  there  is  no  direct  competition  between  complain* 
ants'  products  and  the  commodities  cited  in  ccnnparison.  The  direct 
ecmiprtition  of  asphalt,  however,  which  often  takes  the  same  rate  as 
tars  and  pitches,  is  conceded ;  but  tars  and  pitches  are  said  to  be  used 
in  connection  with,  rather  than  in  competition  with,  commodities 
such  as  paving  brick,  wood-'paving  blocks,  gravel,  and  crushed  stone. 
It  is  also  true  that  tar  and  pitch  are  used  as  binder  materials  in  com- 
petition with  sand  or  cement  in  building  roads  of  brick  or  wood- 
paving  blocks. 

There  is  a  mailed  Inck  of  uniformity  in  the  rates  on  tars  and 
pitches,  although  conditions  between  the  various  points  of  shipmcoit 
seem  to  be  fairly  comparable  and  to  suggest  the  advisability  of  a 
uniform  basis  of  rates  throughout  the  official  classification  territory 
except  that  we  are  convinced  that  the  basis  of  rates  in  New  England 
shoidd  be  somewhat  higher  than  in  trunk  line  and  central  terri- 
tories. The  basis  of  60  per  cent  of  the  sixth-class  rates  asked  by 
complainants  would  result  in  substantial  reductions  in  rates  on 
complainants'  commodities  throughout  the  whole  of  official  classi- 
fication territory.  It  would  accord  rates  in  central  territory  much 
lower  than  cement  rates,  and  for  this  we  see  no  justification  of 
record.  The  difficulty  in  arriving  at  a  uniform  scale  of  rates  that 
will  be  reasonable  on  all  of  these  commodities  is  apparent,  especi- 
ally where  the  rates  were  constructed  without  regard  to  their  rela- 
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tionship  to  the  siztii-dass  rates.  Some  of  this  tar  traffic  moyas  at 
73^  per  cent  of  the  sixth-dass  rates,  and  complainants  state  that 
rates  on  the  basis  of  80  per  cent  of  the  sixtii-dass  rates  would  result 
in  increased  rates  where  there  is  the  heaviest  movement  and  a  de- 
crease in  some  of  the  rates  where  the  movement  is  lightest.  Fur* 
thermore,  it  is  stated  that  cm  ihe  80  per  cent  basis  one  of  the  prin* 
dpal  complainants  herein  would  be  required  to  pay  more  freight 
on  its  shipments  as  a  whole  than  under  the  rates  assailed.  An 
analysis  of  complainants'  exhibits  seems  to  indicate  that  a  basis  of 
80  per  cent  of  the  sixth-class  rates,  especially  in  trunk  line  and  cen- 
tral territories,  would  somewhat  reduce  the  carriers'  revenues  in 
tiie  aggregate  but  not  to  a  marked  extent.  Sudi  a  basis  would  at  the 
same  time  establish  a  desirable  uniformity.  The  rates  assailed  are 
shown  to  be  so  inharmonious  that  it  has  been  impoesiUe  on  this 
record  to  give  each  specific  rate  consideration,  but  a  careful  analysia 
of  the  whole  rate  situation  has  been  made.  No  convincing  explana- 
tions are  in  evidence  for  the  higher  rates  suggested  on  the  c<»n- 
modities  under  consideration.  The  lack  of  uniformity  in  the  rate 
situation  shown  on  this  record  resembles  the  disparities  in  the  rate 
adjustment  in  BuHdiaiff  cmd  Boof/ng  Paper  and  Paper  Board  Rate9^ 
supra.  We  there  prescribed  a  uniform  basis  throiigh(»it  trunk  line 
and  central  territories.  The  same  justificaticm  for  uniformity  le 
found  on  this  record. 

We  find  that  the  present  basis  of  rates  on  roofing  and  paving  t4r8 
and  pitches,  and  fud  pitch,  in  carloads,  in  official  dassification  terri- 
tory is  and  for  the  future  will  be  unreasonaUe  to  the  extent  that  it 
exceeds  or  may  exceed  80  per  cent  of  the  contemporaneous  sixth- 
class  rates,  except  loc&lly  within  New  England  territory,  between 
points  in  which  we  find  that  a  maximum  reasonable  basis  on  the 
commodities  named  is,  and  for  the  future  will  be,  the  contempor- 
aneous sixth-class  rates.  Bates  between  trunk  line  and  New  Eng- 
land territory  may,  however,  be  estaUished  on  a  basis  not  less  than 
rates  on  the  sixth-dass  basis  for  equivalent  hauls  in  New  England 
locally,  provided  that  in  each  case  the  greater  part  of  the  haul  is 
within  New  England.    Separation  is  denied. 

An  appropriate  order  for  the  future  will  be  entered. 
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Tnvestigation  and  SusFSNsioir  Dockbt  No.  1822. 

MINIMUM  CHARGE  ON  LESS-THAN-CARLOAD 

SHIPMENTS. 


BubmUied  May  9,  1921.    Decided  May  20,  1921. 


Proposed  schedules  atating  new  individual  and  Joint  minimum  rates  and  charges 
for  less-than-carload  shipments  between  eastern  and  interior  eastern  points 
on  the  one  hand,  and  points  In  Carolina,  southeastern,  and  southeastern 
Ifississippi  Valley  territories  on  the  other,  and  new  individual  and  joint 
regulations  and  practices  affecting  such  rates  and  charges,  found  not  justi- 
fled.   Bespondttits  required  to  cancel  the  adiedules  under  susp^ision. 

Frank  W.  Cfwathmey  for  Atlantic  Coast  Line  Railroad  Company, 
Seaboard  Air  Line  Railroad  Company,  Clyde  Steamship  Company, 
Merchants  &  Miners  Transportation  Company,  and  Ocean  Steam- 
riiip  Company  of  Savannah ;  and  Olaiudian  B.  Northrop  for  South* 
em  Railway  Company. 

B.  L.  Askea  for  Fayetteville  Traffic  Association,  Chamber  of  Com- 
merce, Fayetteville,  N.  C. ;  Ckarlea  E.  CotteriU  for  Southern  Traffic 
League;  /.  L.  Orakam  for  Wimrton-Salem  (N.  C.)  Chamber  of  Com- 
merce; IF.  8.  Creighton  for  Charlotte  (N.  C.)  Shippers  &  Manufac- 
turers Association ;  and  W.  H,  Chandler  for  Boston  Chamber  of  Com- 
merce and  New  England  Traffic  League. 

RePOBT  or  THE  CoMMISfilOK. 

DivisiOK  2,  CoMMissiONEBs  Clabk,  Dakeels,  and  Esoh. 

Daniels,  Commiasioner: 

By  schedules  filed  to  become  effective  April  15,  1921,  and  later 
datc«i,  certain  carriers  engaged  in  transportation  all  rail,  rail  and 
water,  and  rail,  water,  and  rail,  between  points  in  eastern  and  in- 
terior eastern  territories  on  the  one  hand,  and  points  in  Carolina, 
southeastern,  and  southeastern  Mississippi  Valley  territories  on  the 
other,  proposed  new  individual  and  joint  minimum  rates  and  charges 
for  less-than-carload  shipments,  and  new  individual  and  joint  regula- 
tions and  practices  affecting  such  rates  and  charges.  The  effect  of 
the  proposed  changes  would  be  to  apply  the  first-class  rate  for  100 
pounds  as  a  minimum  charge  for  the  transportation  of  less-than-car- 
load shipments,  except  that  for  the  transportation  of  cotton  piece  goods 
the  charge  would  be  the  commodity  rate  for  200  pounds.  These 
changes  would  result  in  increasing  the  minimum  charges  on  the  vast 
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majority  of  less-than-carload  shipments  on  which  the  present  mini- 
mum is  the  applicable  rate  for  100  pounds,  but  not  lees  than  50  cents 
per  shipment.  Apparently  there  would  be  no  minimum  so  low  as  50 
cents  on  traffic  between  the  territories  under  consideration.  Upon 
protest  the  schedules  were  suspended  until  August  18, 1921. 

No  attempt  was  made  by  any  rail  carrier  to  justify  or  exi^ain  the 
changes  proposed ;  the  only  witaiess  for  any  respondent  testified  for 
the  Clyde  Steamship  Company.  This  testimony  consists  principally 
of  an  explanation  of  the  unsatisfactory  divisions  received  by  the 
Clyde  Steamship  Company  out  of  the  present  joint  through  rates, 
but  is  hardly  applicable  to  the  other  carriers  by  water  as  apparently 
their  situations  are  somewhat  different.  It  is  stated  that  the  norQiem 
and  eastern  rail  carriers  receive  their  full  locals  to  the  ports  and  that 
the  Clyde  Steamship  Company  absorbs  all  transfer  charges  at  the 
ports. 

It  appears  that  all-rail  rates  between  the  territories  here  involved 
are  made  oertain  arbitraries  above  the  water-and-rail  or  rail- water- 
and-rail  rates  cont^nporaneously  in  effect;  and  that  the  proposed 
changes  in  minimum  charges  on  less-than-carload  shipments  between 
points  in  these  territories  were  initiated  in  behalf  of  the  water  lines 
participating  in  such  transportation.  The  matter  seems  to  be  mainly 
a  question  of  divisions  and  of  the  method  of  rate  making.  No  suf- 
ficient justification  having  been  offered  by  the  carriers  for  the  changes 
proposed,  tiiey  will  be  required  to  <»ncel  the  schedules  now  under 
suspension. 
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No.  11279. 
CHATTANOOGA  COKE  A  GAS  COMPANY 

DIRECTOR  GENERAL,  AS  AGENT,  DAYTON,  TOLEDO  A 
CHICAGO  RAILWAY  COMPANY,  ET  AL. 


FOURTH  SECTION  APPLICATIONS  NOS.  542,  1548,  AND 

3965. 


Submitted  March  6,  1921.    Decided  May  19,  1921. 


1.  Rates  on  coal-tar  oil*  in  tank-car  loada,  from  Chattanooga,  Tenn.,  to  Solvay, 

N.  Y.,  foond  unreasonable  and  in  some  instances  otherwise  unlawfuL 
Reparation  awarded. 

2.  Fourth  section  relief  denied. 

John  S,  Fletcher  for  complainant. 

Charles  J.  Rixey^  jr.^  Olaudicm  B.  NortJiropj  and  H,  L.  "Walker 
for  defendants. 
Johai  F,  Finerty  and  Alew,  M.  BuU  for  Director  General,  as  Agent. 

RbPOBT  of  TH9.  C0ICXI68ION. 

Division  8,  Cokmissiokers  Hall,  Attchisok,  akd  Eastman. 

Eastman,  Commissioner: 

Exceptions  to  the  proposed  report  were  filed  by  defendants,  and 
we  have  reached  conclusions  diflfering  from  those  suggested  by  the 
examiner. 

.  Complainant,  a  corporation,  manufactures  coal-tar  products  at 
Chattanooga,  Tenn.  By  complaint  filed  February  27, 1920,  it  alleges 
that  the  rates  charged  by  defendants  on  33  tank-car  loads  of  coal- 
tar  oil  shipped  from  Chattanooga  to  Solvay,  N.  Y.,  between  May  8, 
1918,  and  January  24,  1919,  were  unreasonable  and  unduly  preju- 
dicial. We  are  asked  to  award  reparation  and  to  establish  a  rea- 
sonable rate  for  the  future.  Bates  will  be  stated  in  cents  per  100 
pounds  and  unless  otherwise  indicated  do  not  include  the  general 
increases  under  our  authorization  of  July  29, 1920. ' 

Four  of  the  shipments  moved  over  the  Southern  and  its  connections 
through  Hagerstown,  Md.,  1,012  miles,  and  the  remainder  over 
either  the  Cincinnati,  New  Orleans  &  Texas  Pacific,  or  the  Southern 
and  the  Louisville  &  Nashville,  to  Cincinnati,  Ohio,  and  various  of 
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defendants'  lines  beyond,  927  miles  via  the  short  line.  Charges  ^were 
collected  at  the  applicable  joint  sixth-class  rates  of  49  cents  prior  to 
June  25, 1918,  and  61.6  cents  thereafter. 

Contemporaneously  defendants  maintained  commodity  rates  of 
29  and  86.5  cents,  respectively,  prior  and  subsequent  to  June  25, 1918, 
on  like  traffic  from  Birmingham,  Ala.,  and  grouped  points  to  Sol vay. 
Chattanooga  is  intermediate  and  about  148  miles  nearer  to  Solvay 
than  is  Birmin^am.  On  January  80,  1919,  defendants  established 
a  commodity  rate  of  44  oents  from  Chattanooga  and  increased  to  that 
amoimt  the  rate  from  Birmingham  via  all  lines  under  federal  control, 
and  at  a  later  date  via  lines  not  under  federal  controL  The  depar- 
ture from  the  long-and-short-haul  provision  of  the  fourth  section  of 
the  act  was  protected  by  appropriate  applications  heard  with  this 
case.  No  evidence  in  support  thereof  was  offered,  and,  as  stated,  the 
departure  has  been  removed.  The  applications  will  accordingly  be 
denied,  to  the  extent  involved. 

The  aggregates  of  the  intermediate  rates  to  and  from  Cincinnati 
were  84.2  cents  prior  to  June  25,  1918,  and  48  cents  thereafter  until 
August  26,  1920,  when  under  the  genetal  increases  authorized  by  us 
on  July  29,  1920,  the  combination  on  Cincinnati  became  57.5  cents 
and  the  joint  rate  58.5  cents,  or  1  cent  higher.  These  departures 
from  the  provisions  of  the  fourth  section  were  not  and  are  not  pro- 
tected by  appropriate  applications  and  therefore  the  joint  rates  were 
and  are  unlawful. 

Complainant  contends  that  the  rates  charged  were  unreasonable 
and  unduly  prejudicial  to  the  extent  that  they  exceeded  the  rates 
contemporaneously  in  effect  from  Birmingham,  It  shows  that  de- 
fendants maintained  commodity  rates  to  3olvay  on  plows  and  various 
kinds  of  brick  5  cents  lower  from  Chattanooga  than  from  Birming- 
ham, and  that  on  fertilizer  material  and  manufactured  iron  articles 
the  rates  to  Solvay  from  both  points  are  the  same ;  also  that  the  class 
rates  from  Chattanooga  to  Solvay  are  lower  than  from  Birmingham, 
the  sixth-class  rate,  applicable  on  coal-tar  oil  in  tank  cars  in  the 
absence  of  commodity  rates,  being  5  cents  less  from  Chattanooga 
than  from  Birmingham  prior  to  June  25, 1918,  and  6  cents  less  sub- 
sequent to  that  date.  Complainant  further  shows  that  to  New  York 
rate  points  lower  all-rail  rates  apply  from  Chattanooga  than  from 
Birmingham  on  cottonseed  oil,  peanut,  and  9oya-bean  oil,  coconut 
or  copra  oil,  and  palm-kernel  oil,  in  tank  cars  or  barrels,  the  rail- 
and-water  rates  on  these  articles  being  the  same  from  both  points. 
It  is  not  contended  that  coal-tar  oil  competes  with  the  vegetable  oils 
named,  and  defendants  assert  that  there  are  many  commercial,  com- 
petitive, and  transportation  conditions  surroimding  the  latter  class 
of  oils  that  do  not  obtain  with  respect  to  coal-tar  oil.    The  latter  is 
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a  by-product  derived  from  the  mamifaotttre  of  ooke,  and  from  it 
toluol,  benzol,  napthalene,  and  similar  oils  are  obtained  by  a  refining 
process. 

Defendants  show  that  the  rates  assailed  are  lower  than  the  sixth* 
class  rates  for  shorter  distances  between  nmnerous  points  on  and 
east  of  the  Mississippi  Kiver,  also  that  the  sixth-class  rate  is  less 
from  Chattanooga  to  Solvay  than  in  the  reverse  direction.  However, 
they  admit  that  commodity  rates  lower  than  sixth  class  are  quite 
generally  in  effect  on  ihia  traffic  where  a  regular  mov^nent  prevails. 
Both  before  and  during  the  shipping  period  complainant  pr^ented 
and  pressed  upon  defendants  its  request  for  the  establishment  of  a 
oonmiodity  rate  not  to  exceed  the  rate*from  Birmingham. 

Defendants  produced  testimony  that  the  29-cent  rate  in  effect  from 
Birmingham  prior  to  June  25,  1918,  was  established  February  18, 
1909,  and  made  a  differential  of  5  cents  over  the  rail-and- water  rate 
and  the  same  as  the  ail-rail  rate  on  creosote  oil  and  on  coal  tar  and 
pitch.  At  that  time  the  Chicago-New  York  rate  on  coal-tar  oil  was 
30  cents,  or  8  cents  higher  than  the  corresponding  rate  on  coal  tar  and 
pitch  and  the  same  as  the  rate  on  creosote  oil.  By  reason  of  various 
readjustments,  including  the  increases  effected  under  The  Five  Per 
Cent  Case,  82  I.  C.  C,  825,  The  Fifteen  Per  Cent  Case,  45  I.  C.  C, 
803,  and  general  order  No.  28  of  the  Director  General  of  Railroads, 
the  spread  became  14  cents,  the  rate  having  been  increased  on  the 
oils  to  41.5  cents  and  on  coal  tar  and  pitch  to  27.5  cents.  As 
stated,  the  Birmingham  rate  remained  constant  until  June  25, 
1918,  when  it  was  increased  under  general  order  No.  28  to  36.5 
cents.  Thereafter,  this  rate  was  increased  to  44  cents  so  as  to  re- 
flect, it  is  said,  the  increases  granted  to  the  northern  lines'  under 
The  Five  Per  Cent  and  The  Fifteen  Per  Cent  Cases,  supra.  The 
same  rate  was  made  applicable  from  Chattanooga  via  federally 
controlled  lines,  and  later  via  all  lines,  because  of  the  provisions 
of  the  fourth  section  and  because  it  was  felt  that  Birming- 
ham and  Chattanooga  were  entitled  for  competitive  reasons  to  the 
same  rate.  The  creosote-oil  rates  from  Birmingham  were  contem- 
poraneously increased  to  44  cents.  The  measure  of  the  rate  was  de- 
termined, it  was  testified,  by  deducting  from  the  Birmingham-New 
York  rate  of  47.5  cents  on  toluol,  benzol,  etc.,  the  difference  of  3.6 
cents  obtaining  between  the  rates  on  those  commodities  and  on  coal- 
tar  oil  from  Chicago  to  New  York.  The  distances  from  Chicago 
and  Birmingham  to  New  York  are  912  and  988  miles,  respectively. 
Defendants  also  mentioned  numerous  rates  on  coal-tar  oil  from  pro- 
ducing points  in  Alabama,  Missouri,  Illinois,  and  Wisconsin  to  con- 
suming points  in  Texas,  Louisiana,  Arkansas,  New  Jersey,  New 
York,  and  Pennsylvania  for  simitar  distances  with  which  the  44- 
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cent  rate  does  not  compare  an&vorably.    The  following  are  fllus- 
trative : 


lfadbQn,IU.... 
St.  Louis,  Mo... 

Do... 

Do 

Do 

Do-TT;..... 

gS:::::;:;: 

Chlotfo,!!! 


Kcollwurtli.  N.  1.., 

Pstarton,  N .  1 

lCMiTlIto,N.l 

SolTty.N.Y 

Bqom,N.Y 

SolTty,  N.  Y 

RoDM'ir.Y 

PtUnon,  N.J ^ 

llanTflto,  N.  J 

Philadelphia,  Pa 

8olvay,N7Y. 


MOm. 
1,681 
1,008 

081 


780 

790 


1,010 
817 
707 


oas 
oai 
oas 

40LS 


9.1 
41.f 
«.§ 
«Lft 


Prior  to  January  30,  1919,  the  sixth-class  rates  also  applied  on 
creosote  oil  from  Chattanooga  to  Solvay.  On  that  date  a  commodity 
rate  of  44  cents  was  established  on  that  oil  from  and  to  the  same 
points.  The  rates  on  coal-tar  oil  and  on  creosote  oil  were  thereby 
continued  on  a  parity  from  Chattanooga  to  Solvay  and  made  the 
same  as  the  rates  from  Birmingham  to  the  same  destination. 

We  find  that  the  rates  assailed  via  Hagerstown  were  unreasonable 
to  the  extent  that  they  exceeded  44  cents  per  100  pounds,  and  that 
the  rates  via  Cincinnati  were  unlawful  and  unreasonable  to  the  ex- 
tent that  they  exceeded  the  aggregates  of  the  intermediate  rates  sub- 
ject to  the  interstate  commerce  act  contemporaneously  in  effect  to  and 
from  Cincinnati.  We  further  find  that  complainant  made  the  ship- 
ments as  described  and  paid  and  bore  the  charges  thereon;  that  it 
has  been  damaged  to  the  extent  that  the  charges  paid  exceeded  those 
which  would  have  accrued  on  the  bases  herein  foimd  reasonable; 
and  that  it  is  entitled  to  reparation,  with  interest.  Complainant 
should  comply  with  rule  V  of  the  Rules  of  Practice.  Any  undue 
prejudice  that  may  have  existed  has  now  been  removed,  and  it  does 
not  appear  that  complainant  was  damaged  by  reason  of  the  main- 
tenance during  the  period  of  movement  of  lower  rates  from  Bir- 
mingham than  from  Chattanooga. 

An  appropriate  order  will  be  entered. 
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iNTBSTIQATfON  AND  SUBPSSBION  DOOKST  No.   1258. 

GLASS  AND  GLASSWARE  FROM  OKLAHOMA  AND 

TEXAS. 


SubmUted  Ajnii  16, 19tl.    Decided  May  9i,  1921. 


Proposed  rates  on  glass  fmit  jars,  fruit-Jar  t<HMS  Jelly  glasses,  and  tnmblers,  in 
straight  or  mixed  carloads,  ftom  certain  points  in  Oklahoma  and  Texas  tQ 
points  in  Louisiana,  Mississippi,  Tennessee,  Kentucky,  Arkansas,  and 
Alabama,  found  not  Justified.    Suspended  schedules  ordered  canceled. 

Robert  N.  Nash  for  respondents. 

B.  TF.  Rapieqiiet  for  Schram  Glass  Manufacturing  Company  and 
Hazel  Atlas  Glass  Company  of  Oklahoma;  TT.  O,  AUen  for  Kerr 
Glass  Manufacturing  Company  and  Alexander  H.  Kerr  <&  Company ; 
and  Edgar  Moulton  for  New  Orleans  Joint  TraflSc  Bureau,  pro- 
testants. 

BlSrOBT  OF  XHB  GoXHISSION. 
DiVISIOK  8,  COMMtSSIOKERS  HaIX,  EaSTMAN,  AKD   CaMPBELL. 

Bt  Division  8 : 

By  schedules  filed  to  become  effective  on  various  dates  between 
December  4,  1920,  and  January  25,  1921,  respondents  propose  both 
increased  and  reduced  rates  on  glass  fruit  jars,  fruit-jar  tops,  jelly 
glasses,  and  tumblers,  in  straight  or  mixed  carloads,  from  produc- 
ing points  in  Oklahoma  and  Texas  to  destinations  in  Louisiana, 
Mississippi,  Tennessee,  Kentucky,  Arkansas,  and  Alabama.  Upon 
protest  of  Oklahoma  manufacturers  and  the  New  Orleans  Joint 
Traffic  Bureau  the  operation  of  some  of  the  schedules  was  suspended 
by  us  and  further  postponed  by  voluntary  action  of  respondents 
until  June  2, 1921.  The  other  schedules  were  suspended  by  us  until 
June  24, 1921. 

The  principal  producing  points  are  Sapulpa,  Sand  Springs,  and 
Blackwell,  Okla.,  where  some  of  the  protestants  are  located,  and 
Wichita  Falls,  Tex.  They  are  grouped  for  rate-making  purposes. 
Bates  will  be  stated  in  amounts  per  100  pounds. 

In  BaU  Bros.  Olass  Mfg,  Co,  v.  Director  General^  58 1.  C.  C,  331, 
we  found  that  the  rates  on  glass  fruit  jars,  fruit- jar  tops,  and  jelly 
glasses,  in  straight  or  mixed  carloads,  from  Wichita  Falls  to  47 
destinations  in  Ix>uisiana  were  unduly  prejudicial  to  the  extent  that 
they  exceeded  the  rates  on  similar  traffic  from  Blackwell,  Sand 
Springs,  and  Sapulpa.    No  finding  was  made  as  to  the  reasonable- 
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ness  of  the  rates.   The  suspended  schedules  were  filed  to  comply  witii 
our  order  in  that  case. 

In  this  proceeding  the  evidence  is  confined  to  destinations  in 
Louisiana.  Respondents  propose  a  rate  of  76.6  cents  to  apply  gener- 
ally from  Wichita  Falls  and  as  a  minimum  from  Blackwell,  Sand 
Springs,  and  Sapulpa.  The  present  rates  from  Wichita  FiJls  are 
either  $1.17  or  83  cents  to  a  majority  of  the  destinations  and  56  cents 
to  many  other  points,  including  New  Orleans.  No  changes  are  pro- 
posed in  rates  from  the  Oklahoma  points  except  where  the  present 
rate  is  lower  than  76.5  cents.  The  latter  rate  is  said  to  be  in  effect 
from  Oklahoma  to  most  points  in  Louisiana  east  of  Alexandria. 
Rates  from  Oklahoma  and  Texas  have  in  the  past  borne  some  rela- 
tion to  the  rates  from  Hillsboro,  111.,  and  Muncie,  Ind.,  where  com- 
petitors of  protestants  are  located.  The  76.5-cent  rate  proposed  is 
related  to  proposed  increased  rates  from  Hillsboro  and  Muncie  to  the 
same  territory  now  under  suspension  in  another  proceeding.  Hills- 
boro has  the  St.  Louis  basis  of  rates.  The  Muncie  rates  are  based 
upon  the  Ohio  Biver  combination.  To  Baton  Rouge  and  New  Or- 
leans the  proposed  increased  rates  are  79  cents  from  Hillsboro  and 
85  cents  from  Muncie. 

Respondents'  witness  testifies  that  in  order  to  bring  about  a  proper 
adjustment  all  rates  from  the  Oklahoma  points  should  be  made  the 
same  as  the  proposed  rates  from  Wichita  Falls,  except  to  Shreveport 
and  points  in  Louisiana,  where  the  so-called  Shreveport  scale,  pre- 
scribed in  Railroad  Commission  of  Louisiana  v.  A.  H.  T.  Ry.  Co^ 
48  I.  C.  C,  312,  is  in  effect.  The  schedules  under  suspension  would 
establish  this  parity  only  to  26  out  of  267  destinations  in  Louisiana, 
as  shown  by  one  of  respondents'  exhibits.  Except  to  these  26  points, 
the  rates  from  the  Oklahoma  points  to  practically  all  destinations  in 
Louisiana  are  the  fifth-class  rate  of  $1.17,  or  commodity  rates  of 
$1.27,  $1.18,  83  cents,  or  77.5  cents.  In  these  no  changes  are  pro- 
posed, whereas  the  proposed  rate  from  Wichita  Falls  to  the  same 
points  is  generally  76.5  cents.  Respondents  state  that  steps  are  being 
taken  to  publish  the  latter  rate  from  the  Oklahoma  points.  The 
same  rate  of  83  cents  now  applies  both  from  Wichita  Falls  and  from 
the  Oklahoma  points  to  numerous  destinations,  and  this  parity  will 
be  disturbed  by  reducing  the  rate  from  Wichita  FaUs  but  not  from 
the  Oklahoma  points.  Rates  on  glass  bottles  have  not  been  revised, 
although  this  commodity  ordinarily  takes  the  same  rates  as  the  com- 
modities here  considered.  Many  departures  from  both  clauses  of 
the  fourth  section  would  be  created  by  the  proposed  rates,  although 
one  of  the  purposes  of  the  revision  is  the  removal  of  departures  ex- 
isting at  the  present  time.  Respondents  ascribe  these  defects  to  lack 
of  time  and  errors  and  oversight  in  publishing  the  tariffs.  They 
offered  no  evidence  as  to  the  reasonableness  of  the  proposed  ratc^ 
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other  than  to  show  that  they  compare  favorably  with  the  proposed 
increased  rates  from  St  Louis,  Mo.,  Alton  and  Hillsboro,  111.,  and 
^uncie,  Ind.,  also  under  suspension. 

The  short-line  distance  from  Sapulpa  to  New  Orleans  is  about  698 
miles.  The  present  rate  on'  glass  fruit  jars  and  bottles  for  that  dis- 
tance under  the  Shreveport  scale  is  61  cents,  and  thus  considerably 
less  than  the  76.5-cent  rate  proposed.  Protestants  suggest  a  rate  of 
61  cents  for  application  from  all  the  points  of  origin  here  consid- 
ered to  destinations  throughout  Louisiana,  citing  MempMs'South- 
western  Iiwestiff€Uionj  56  I.  C.  C,  616,  wherein  we  referred  to  the 
similarity  in  transportation  conditions  prevailing  in  Oklahoma, 
Ix>uisiana,  and  common-point  territory  in  Texas.  The  average  short- 
line  distance  from  Sapulpa  to  the  Louisiana  destinations  under 
consideration  in  BaU  Bros,  Olass  Mfg.  Co,  v.  Director  Oeneralj  supra^ 
was  there  shown  to  be  667  miles,  and  from  Wichita  Falls  520  miles, 
or  considerably  less  than  the  distance  of  698  miles  to  New  Orleans. 
To  New  Orleans,  Baton  Bouge,  and  many  other  points  a  rate  of  61 
cents  would  represent  an  increase  of  5  cents  over  the  present  rates. 
In  Bartlett'CoUins  Olass  Co.  v.  St.  L.-S.  F.  Ry.  Co.,  56  1.  C.  C,  236, 
the  Shreveport  scale  was  prescribed  on  glass  bottles  and  fruit  jars 
*  from  Sapulpa  and  Sand  Springs,  Okla.,  to  points  in  Tezas.  The 
complainant  in  BaU  Bros.  Olass  Mfg.  Co.  v.  Director  Oeneral,  supra, 
suggested  the  application  of  that  scale  from  Wichita  Falls  to  Louisi- 
ana points,  and  we  there  said : 

The  appUcatton  of  this  basis  would  result  in  reductions  of  all  the  class  and 
commodity  rates  from  aU  the  points  of  origin,  except  in  a  few  instances  where 
the  commodity  rates  from  Wichita  Falls  would  be  slightly  increased;  would 
destroy  the  parity  at  present  existing  between  the  rates  from  the  Oklahoma 
points;  and  would  give  Wichita  Falls  lower  rates  than  from  any  of  the  Okla- 
iHHna  points,  on  account  of  the  shorter  distances. 

The  protestants  in  the  instant  case  were  interveners  in  the  case  last 
cited,  and  in  both  cases  they  have  objected  to  the  establishment  of  a 
distance  scale.  Respondents  oppose  the  establidmient  of  the  Shreve- 
port scale  or  rates  based  thereon  as  being  too  low.  The  record  does 
not  warrant  us  in  requiring  establishment  of  the  61-cent  rate  sug- 
gested by  protestants. 

The  proposed  rates  would  undoubtedly  result  in  violation  of 
sections  8  and  4  of  the  act.  Bespondents  admit  that  these  rates 
were  determined  upon  raUier  hurriedly  and  contain  many  incon- 
sistencies. 

We  find  that  the  schedules  under  suspension  have  not  been  justi- 
fied. An  order  will  be  entered  requiring  their  cancellation  and  dis- 
ccmtinuing  this  proceeding,  but  this  is  without  prejudice  to  the  filing 
by  respondents  of  tariffs  embodying  a  more  consistent  plan  of  read- 
justment. 

eiLaa 


786  INTBRSTATB  OOMMBBOB  OOMMISSIOK  BEP0BT8. 


No.  11844. 

8PEIR  &  MoKAT 

V. 

DIKECTOR  GENERAL,  AS  AGENT,  LOUISVILLE  &  NASH- 
VILLE  RAILROAD  COMPANY,  ET  AL. 


PORTIONS  OF  FOURTH  SECTION  APPLICATIONS 

NOS.  458,  1548,  AND  1962. 


Bubmiited  March  5,  1921.    Decided  May  19, 19tl. 


1.  Rate  on  cotton  llnters,  oncompresBed,  from  Louisville,  Ky^  to  Atlanta,  Ga^ 

found  not  unreasonable  or  unduly  prejudicial.    Complaint  dismissed. 

2.  Fourth  section  relief  denied. 

J.  D.  Patterson^  jr.^  for  complainant. 

Charles  J.  Rixey^  jr.^  and  W.  N.  McGehee  for  defendants. 

Report  of  thb  Commission. 

Division  3,  Commissioners  Hall,  Aitc^ison,  and  Eastman. 

Bt  Division  3 : 

To  the  report  proposed  by  the  examiner  exceptions  were  filed  by 
complainant. 

Complainant,  a  corporation  with  its  principal  place  of  business  at 
Atlanta,  6a.,  is  engaged  in  buying  and  sdling  cotton  linters.  By 
complaint,  filed  March  26,  1920,  it  alleges  that  the  rate  of  $1,145 
charged  on  certain  carloads  of  cotton  linters  shipped  from  Louisville, 
Ky.,  to  Atlanta  was  unreasonable  and  unduly  prejudicial.  Repara- 
tion is  sought.  Rates  are  stated  herein  in  amounts  per  100  pounds 
and  do  not  include  the  general  increases  under  our  authorization  of 
July  29, 1920. 

The  shipments,  of  which  there  were  six,  consisted  of  uncompressed 
cotton  linters.  They  moved  in  June  and  July,  1919,  over  the  South- 
ern, 469  miles,  and  charges  were  collected  at  the  rate  of  $1,145,  com- 
posed of  the  fourth-class  rate  of  31.5  cents  from  Louisville  to  East  St. 
Louis,  111.,  and  a  commodity  rate  of  83  cents  beyond.  Cotton  linters. 
any  quantity,  like  cotton  are  rated  first  class  in  the  southern  classifi- 
cation, and  the  first^dass  rate  from  Louisville  to  Atlanta  in  effect  at 
the  time  of  movement  was  $1.34.    By  exception  to  the  tariff  naming 
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the  class  rates,  cotton  and  cotton  linters  were  excluded  from  the  ap- 
plication of  the  class  rate ;  and  the  combination  charged  was  the  low- 
est rate  available. 

There  is  no  evidence  of  any  movement  of  cotton  linters  from  Louis- 
ville to  Atlanta  either  prior  or  subsequent  to  these  shipments.  De- 
fendants urge,  therefore,  that  the  rate  charged,  being  less  than  the 
first-class  rate,  was  Hot  unreasonable.  They  coifipare  the  rate  of 
$1,146  with  contemporaneous  combination  rates  and  first-class  rates, 
the  latter  applying  generally  where  there  is  no  regular  movement  of 
cotton  or  cotton  listers.  In  Meridian  Ce^uloBe  Co.  v.  Director 
General^  57  I.  C.  C,  288,  we  found  under  similar  circumstances  that 
the  first-class  rate  of  $1.26  from  Cairo,  111.,  to  Meridian,  Miss.,  367 
miles,  as  a  factor  of  the  combination  rate  on  certain  shipments  of 
cotton  linters  from  Nobel,  Ontario,  to  Meridian,  was  not  unreasonable, 
although  the  commodity  rate  in  the  reverse  direction  was  65  cents. 

The  rate  on  cotton  linters  from  Louisville  to  Atlanta  was  and  is 
the  same  as  the  rate,  on  cotton,  although  at  the  time  these  shipments 
moved  the  value  of  cotton  was  about  35  cents  a  pound  and  that  of 
cotton  linters  from  4  to  8  cents  a  pound.  Complainant  contends  thi^t 
this  difference  in  values  warranted  a  lower  rate  on  cotton  linters  than 
on  cotton,  and  compares  rates  on  cotton  linters,  uncompressed,  rang- 
ing from  56  cents  for  a  haul  of  466  miles  to  83  cents  for  a  haul  of  612 
miles,  including  the  rate  of  65  cents  from  Atlanta  to  Louisville. 
These  rates  apply  on  both  cotton  and  cotton  linters  and  from  points 
where  cotton  is  produced  to  points  of  consumption  or  concentration, 
whereas  the  movement  here  was  against  the  normal  flow  of  traffic. 
We  have  approved  rates  on  linters  the  same  as  those  on  cotton. 
Louisiana  Cotton^  46  I.  C.  C,  451,  453. 

The  commodity,  rate  of  83  cents  from  St.  Louis  to  Atlanta,  which 
applied  also  from  East  St.  Louis,  was  established  to  enable  cotton 
which  had  moved  into  that  point  from  the  southwest  to  be  reshipped 
into  the  southeast  in  competition  with  cotton  from  the  southwest 
through  Memphis  to  the  same  destination.  This  rate  applied  over 
the  Southern  via  Louisville,  and  the  departure  from  the  long-and- 
short-haul  provisions  of  the  fourth  section  of  the  act  was  protected 
by  appropriate  applications  heard  with  this  case.  Defendants 
offered  no  justification  for  the  departure,  but  stated  that  a  number 
of  their  rates  on  cotton  linters,  including  the  rate  from  St  Louis 
to  Atlanta,  are  in  process  of  revision  and  that  when  revised  the  rates 
will  conform  to  the  fourth  section.  There  was  no  evidence  of  undue 
prejudice. 

We  find  that  the  rate  assailed  was  not  unreasonable  or  unduly 
prejudicial.  Orders  will  be  entered  dismissing  the  complaint  and 
denying  the  fourth  section  applications  to  the  extent  involved. 
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No.  11474. 
NOKFOLK  FEED  MILLING  COMPANY,  INCORPORATED, 

PENNSYLVANIA  RAILROAD  COMPANY,  DIRECTOR 

GENERAL,  AS  AGENT,  ET  AL. 


SiOmitied  Beptem^b^r  29,  1920.    Bedded  Mtty  20,  1921. 

Rates  on  final  or  blackstrap  molasses,  In  tank-car  loads,  from  New  York,  K.  Y^ 
and  Philadelphia,  Pa.,  to  Norfolk,  Va.,  found  not  unjast»  nnreascmable,  or 
nnduly  prejudicial.    Complaint  dismissed. 

J 08.  O.  Martin  for  complainant. 
Edwin  A.  Lucas  for  defendants. 

Report  of  thk  Cokmission. 

Division  8,  Commissionebs  Hall,  Aitchison,  and  Eastman. 

Hall,  Corrvmiasioner: 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant  is  a  corporation  manufacturing  stock  and  poultry 
feed  at  Norfolk,  Ya.  By  complaint  filed  May  14, 1920,  it  alleges  that 
the  rates  on  final  molasses,  in  tank-car  loads  from  New  York,  N.  Y., 
and  Philadelphia,  Pa.,  to  Norfolk  are  unjust,  unreasonablet  and 
unduly  prejudicial  in  violation  of  sections  1  and  8  of  the  interstate 
commerce  act  and  of  section  10  of  the  federal  control  act.  An  award 
of  reparation  and  the  establishment  of  reasonable  and  just  rates  for 
the  future  are  asked.  Rates  will  be  stated  in  cents  per  100  pounds 
and  do  not  include  the  general  increase  authorized  by  us  on  July  29, 
1920. 

Final  or  blackstrap  molasses  is  the  last  run  of  cane  molasses  and 
is  said  to  be  unfit  for  human  consumption.  Complainant  uses  it  in 
manufacturing  feed  for  animals.  The  prices  paid  for  it  from  Jan- 
uary, 1919,  to  June,  1920,  ranged  from  8  to  21  cents  per  gallon  of 
11.7  pounds.  All  shipments  received  by  complainant  during  the 
four  years  preceding  the  hearing,  except  four  carloads  in  barrels, 
moved  in  tank  cars  furnished  by  the  shippers,  on  which  the  carrier 
pays  them  a  mileage  allowance,  and  which  contained  from  6,000  to 
8,200  gallons.  Very  few  of  the  tank  cars  were  returned  under  load. 
No  claim  for  loss  or  damage  has  ever  been  filed  by  complainant  on 
tank-car  shipments. 

The  rates  assailed  are  commodity  rates  of  22  cents  from  New  York 
and  21  cents  from  Philadelphia,  applicable  to  final  molasses,  in  car- 
loads, in  barrels  or  in  tank  cara.    Most  of  the  shipments  to  ccnn- 

eitaa 


XrORFOLK  FE8D  UlUAlStO  OO.  t^.  P.  E.  B.  00.  739 

plainant  are  made  from  Philadelphia.  Its  witness  suggested  as  rea- 
aonable  a  rate  of  18  to  16  cents  from  that  point  and  1  cent  higher 
from  New  York.  Complainant  ccHnpares  the  rates  assailed  with 
lower  rates,  distance  considered,  on  the  same  commodity  from  south 
Atlantic  and  Gulf  ports  to  various  points,  and  rates  of  15  cents  from 
Norfolk  to  Wilmington,  N.  C,  and  20.6  cents  from  New  York  and 
Philadelphia  to  Buffalo,  N.  Y.;  also  with  lower  rates  on  other  com- 
modities, such  as  canned  goods,  cement,  fertilizer,  grain  and  grain 
products,  cott(Miseed  oil,  plaster,  and  sugar,  from  New  York  and 
Philadelphia  to  Norfolk. 

The  rates  from  the  several  southern  ports  are  highly  competitive 
as  between  those  ports,  and  similarity  of  transportation  conditions 
is  not  shown.  Lighterage  service  is  necessary  in  New  York  harbor 
and  a  car-float  service  of  86  miles  from  Cape  Charles,  Va.,  to  Norfolk. 
The  16-cent  rate  from  Norfolk  to  Wilmington  for  289  miles,  which 
complainant  says  ^^  is  more  nearly  on  an  equitable  basis,"  yields  ton- 
mile  earnings  of  12.63  mills — higher  than  the  12.16  mills  realized 
from  New  York  to  Norfolk  for  862  miles,  and  lower  than  the  16.91 
mills  from  Philadelphia  to  N<N*f oik,  264  miles.  To  Buffalo  the  sixth- 
class  rate  is  applied.  The  short-line  distance  from  New  York  is  over 
the  Delaware,  Lackawanna  &  Western,  406  miles,  and  the  yield  10.1 
mills  per  ton-mile.  The  same  rate  of  20.6  cents  yields  Y.9  mills  for 
the  longer  route  of  the  Pennsylvania,  618  miles.  The  showing  of 
lower  rates  on  other  commodities  is  confined  to  value,  carload  mini- 
mum, and  rate.    Comparisons  so  confined  are  not  helpfuL 

Defendants  contend  tiiat  the  sixth-class  rate  to  Buffalo,  a  60  per 
cent  point,  is  depressed  because  controlled  by  the  New  York  to  Chi- 
cago scale,  which  in  turn  is  influenced  by  competition  from  New 
Orleans.  Their  comparisons  include  rates  of  12.6  cents  from  Jersey 
City,  N.  J.,  and  New  York  to  Philadelphia,  for  distances  of  99  and 
109  miles,  yielding  ton-mile  earnings  of  26.2  and  28  mills,  respec- 
tively. 

In  the  official  and  southern  classifications  final  or  blackstrap  mo- 
losses  is  rated  fifth  class,  but  by  exception  to  official  classification 
takes  sixth  class  in  trunk  line  and  central  territories.  In  this  move- 
ment to  Norf(^  it  has  been  accorded  a  commodity  rate  of  0.6  cent 
under  sixth  class.  The  reasonableness  of  the  class  rates  is  not  chal- 
lenged. 

The  undue  prejudice  alleged  is  in  Uie  relation  to  rates  from  New 
York  and  Philadelphia  to  Buffalo  and  Erie,  Pa.  The  record  con- 
tains nothing  as  to  Erie.  Kef erence  is  made  to  an  unnamed  com- 
petitor at  Buffalo,  but  without  diowing  of  competition  or  damage. 

We  are  of  opinion  and  find  that  the  rates  assailed  were  not  and 
are  not  unjust,  unreasonable,  or  unduly  prejudicial.  The  conqplaint 
will  be  dismissed. 
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iKVESnOATION  AKD  SUSPENSION  DOCKST  No.  1280. 

RAIL-ANDWATER  RATES  FROM  ATLANTIC  SEABOARD 

TERRITORY  TO  TEXAS  POINTS. 


B^amitied  ApHl  f ,  1»1.    Decided  May  28,  1991. 


Schedules  containing  proposed  reductionB  in  class  and  commodity  rates  from 
Atlantic  seaboard  territory  to  Texas  points  required  to  be  canceled  without 
prejudice  to  the  right  of  req;K>ndent8  to  make  readjustments  indicated  in  tiie 
report  to  be  proper. 

Fred  H.  Woodj  James  /?.  Bell,  and  Frank  W.  Gwathmey  for  re- 
spondents. 

Huggins^  Kayaer  <&  LiddeU,  Paul  Kayeer,  and  /.  A,  Morgan  tot 
city  of  Houston,  Houston  Harbor  Board,  and  Houston  Chamber  of 
Commerce. 

William  A.  OkugoWy  jr.,  and  James  0.  Jones  for  Commercial  Ex- 
change of  Philadelphia,  Philadelphia  Maritime  Exchange,  Philadel- 
phia Bourse,  Philadelphia  Board  of  Trade,  and  Piiiladelphia  Cham- 
ber of  Commerce. 

Geo,  W.  DeLanoy  for  Southern  Steamship  Company;  and  Terry, 
Cavin  <6  MUls^  Frank  Andrews,  Dabney  db  King,  C,  S.  Burg,  Whar- 
ton dk  Himer,  Oeorge  T.  Atkins,  /.  A.  Brown,  J.  8.  Hershey,  Horace 
Booth,  and  E,  E.  Dtdlahan  for  southwestern  rail  lines. 

E.  H.  Thornton  for  Galveston  Commercial  Association ;  Charles  A. 
Bland  for  Beaumont  Chamber  of  Commerce,  Beaumont  Dock  & 
Wharf  Commission,  East  Texas  Chamber  of  Commerce,  and  Port 
Arthur  Chamber  of  Conmierce  and  Shipping;  F.  A.  Le^tngweU  for 
Waco  Chamber  of  Conmierce ;  Z.  M.  Shepardson  for  Orange  Cham- 
ber of  Conmierce ;  ^S^.  Ooodstein  for  Dallas  Chamber  of  C<mimerce  and 
Fort  Worth  Chamber  of  Commerce ;  U,  8.  Pawkett  for  San  Antonio 
Freight  Bureau;  /.  /.  Atkinson  for  Austin  Chamber  of  Commerce; 
F.  C.  Tockle  fpr  El  Paso  Chamber  of  Commerce;  Frank  Lyon  for 
Luckenbach  Steamship  Company;  A.  E.  Beck  for  Merchants'  & 
Manufacturers'  Association  of  Baltimore;  W.  H.  Chandler  for  Bos- 
ton Chamber  of  Commerce,  New  England  Traffic  League,  and  As- 
sociated Industries  of  Ma^achusetts ;  James  C.  Lincoln  for  Mer- 
chants Association  of  New  York;  and  /.  TF.  Bomgardner  for  Tren- 
ton, N.  J.y  Chamber  of  Conmierce. 
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BXPOBT  OF  TBB  CoXXIflSIOV. 

DivigioK  1,  CoMHissioKns  MoChobd,  Metib,  and  AlTOHISOir. 

BfsTSR,  C&mmUmoner: 

Bj  sdiednles  filed  to  become  effecttre  January  16,  Febniary  8,  and 
Febraary  16,  1921,  the  Southern  Padfio  Company-Atlantic  Steam- 
ship Lines,  hereinafter  called  the  Morgan  line,  and  the  Mallory 
Steamship  Company,  hereinafter  called  the  Mallory  line,  propose  to 
reduce  class  and  commodity  rates  applicable  via  water  and  rail  and 
rail,  water,  and  rail  from  New  York,  N.  Y.,  and  points  in  Atlantic 
seaboard  territory  to  Galveston  and  Houston,  Tex.,  and  points  tak- 
ing same  rates,  and  to  certain  points  in  interior  Texas  other  than  the 
Houston  group.  Upon  protests  filed  by  the  city  of  Houston,  the 
Houston  Harbor  Board,  the  Houston  Chamber  of  Commerce,  certain 
southwestern  rail  lines,  the  Southern  Steamship  Company,  the  Phila- 
delphia Chamber  of  Commerce,  and  other  commercial  bodies  of 
Philadelphia  the  proposed  schedules  were  suspended  until  May  15, 
and  June  3,  and  subsequently  resuspended  until  June  15,  1921. 

The  Morgan  and  Mallory  lines  are  competitors  and  each  operates 
two  boats  a  week  between  New  York  and  Galveston.  The  Southern 
Steamship  Company  operates  one  boat  a  week  between  Philadelphia 
and  Port  Houston,  Tex.  Port  Houston  is  located  on  the  Houston 
Ship  Channel,  about  45  miles  inland  from  Qalveston  and  about  5 
miles  south  of  Houston.  It  is  in  the  Houston  rate  group,  which  com- 
prises generally  that  part  of  Texas  between  Orange  and  Houston 
and  on  and  south  of  the  Texas  &  New  Orleans  Kailway.  The  group 
includes  Beaumont,  Port  Arthur,  and  the  Sabine  district  of  Texas. 

Seaboard  territory  may  be  defined  briefly  as  the  territory  lying 
east  of  a  line  through  Buffalo,  N.  Y.,  Pittsburgh,  Pa.,  and  Wheeling, 
W.  Va.,  thence  south  to  a  point  east  of  Bristol,  Tenn.,  thence  east  to 
the  Atlantic  ocean. 

The  relationship  between  the  Southern  Pacific  Company  and  the 
Morgan  line,  together  with  the  nature  and  extent  of  the  competition 
between  the  rail  line  and  its  steamship  lines  was  fully  described  in 
our  reports  in  S.  P.  Co.  Ownership  of  Atlantic  Steamship  Lines ^  43 
I.  C.  C,  168,  and  45  I.  C.  C,  505.  The  Mallory  line  and  the  Southern 
Steamship  Company  are  controlled  by  the  Atlantic  Gulf  &  West 
Indies  Steamship  Company  which  owns  practically  all  the  capital 
stock  of  the  two  lines.  The  parent  company  owns  or  controls  the 
Clyde  line,  the  Ward  line,  and  other  Atlantic  steamship  lines  and  is 
the  largest  steamship  company  engaged  in  coastwise  traffic  of  the 
United  States. 
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CU^BB  KATES. 

The  class  rates  under  suspension  are  those  from  interior  seaboard 
territory  to  Galveston,  and  from  New  York  and  interior  seaboard 
territory  to  Houston  and  group.  No  changes  are  proposed  in  the 
class  rates  from  New  York  to  Galveston;  nor  from  New  York  or 
interior  seaboard  to  points  in  interior  Texas;  although  redactions 
would  inevitably  follow  by  combinations  to  many  interior  Texas 
points  immediately  north  of  the  Houston  group. 

The  present  port-to-port  class  rates,  New  York  to  Galveston  and 
Philadelphia  to  Port  Houston,  are  the  same,  as  follows : 

aasses 1  2         345ABCD  E 

Bates 168.6    128J5    106    »2    70.5    76.6    70.6    59.5    67.5     67^ 

The  rates  from  New  York  to  the  Houston  group  are  made  certain 
differentials  higher  than  the  rates  to  Galveston.  In  these  differen- 
tials respondents  propose  some  change  which,  on  New  York  traffic, 
will  make  them  more  nearly  in  line  with  the  differentials  which  apply 
in  making  rates  from  Galveston  higher  than  from  Houston  to  in- 
terior Texas,  but  on  interior  seaboard  traffic  slight  differences  re- 
sult on  classes  D  and  E.  The  interior  Texas  scale  is  that  fixed  by 
the  Bailroad  Commission  of  Texas  as  increased  under  the  successive 
percentage  increases,  and  not  disturbed  by  us  in  Railroad  Commis- 
sion  of  Louisiana  v.  A.  H.  T.  By.  Co.^  48  I.  C.  C,  812.  The  present 
differentials  from  New  York  and  interior  seaboard,  those  applicable 
Galveston  higher  than  Houston  to  interior  Texas  points,  and  the  pro- 
posed differentials  are  shown  below : 

Classes 123  4  6AB0DB 

From  New  York 20    10    8  4.5  5.5    9        6.5    3        3        8 

Interior   seaboard    via    New 

York 12    10    a  5  4.5  5.6    5.5    5.5    3        a  5    8.5 

Interior  Texas 12    10    a  5  5.5  5.5    5.5    5.5    a  5    3.5    a  5 

Proposed 12    10    8  4. 5  6. 5    6. 6    6. 6    8        8        8 

It  will  be  noted  that  the  present  scale  is  higher  on  first  dass  and 
class  A  and  lower  on  classes  8,  4,  C,  D,  and  E  than  the  interior 
Texas  scale.  The  respondents  state  that  it  was  the  intention  to  ob- 
serve the  long  established  12-cent  scale  on  both  class  and  commodity 
rates,  and  that  where  this  has  been  departed  from  in  connection 
with  class  rates  it  has  been  due  to  the  necessity  of  holding  as  maxima 
the  present  rates  from  New  York  and  interior  seaboard,  as  those 
rates  continue  to  apply  via  other  lines.  The  proposed  scale  is  not 
opposed  except  by  Ghtlveston  interests  who  contend  that  the  same 
scale  should  be  used  as  now  applies  on  traffic  from  Oalveston  and 
Houston  to  interior  Texas  points,  and  this,  we  think,  is  the  proper 
basis. 

Rates  from  interior  seaboard  territory  to  Galveston  via  New  York 
are  made  by  adding  to  the  port-to*port  rates  a  scale  of  differentials 
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beg^innmg  with  49  cents  first  class;  subject  to  the  provision  that 
w^here  the  combinations  of  locals  to  and  from  the  ports  make  less 
tfamn  the  throu^  rates  the  combinations  shall  ^jply.  Rates  from 
interior  seaboard  to  Houston  via  New  York  are  made  by  adding  to 
the  rates  from  New  York  a  scale  of  differentials  beginning  with  41 
cents  first  class. 

These  two  scales  of  differentials  are  as  follows : 

Glasses 12         845ABGDE 

OalTeston 40    S8. 6    27.5    22    20    28.5    20    IS    IS.  5    18.5 

Honstoo 41    88.5    28        28    20    20        20    18    19        19 

If  the  rates  from  New  York  and  interior  seaboard  to  Houston  and 
group  are  made  higher  than  rates  to  Oalveston  on  the  12-cent  scale 
of  differentials  now  applicable  on  interior  Texas  traffic  no  reason 
is  seen  why  a  imiform  scale  of  differentials  should  not  be  made  ap- 
plicable, seaboard  over  New  York,  on  traffic  to  both  Houston  and 
Gralveston. 

Under  the  present  adjustihent  each  line  has  the  advantage  of  lower 
local  rates  from  territory  contiguous  to  the  port  it  serves  up  to  the 
point  where  such  local  rates  approach  the  level  of  the  differential 
scale  seaboard  over  New  York.  From  points  where  the  local  rail 
rates  to  the  ports  are  equal  to  or  in  excess  of  the  differentials  the 
traffic  may  move  at  equal  rates  through  New  York  to  Galveston  or 
through  Philadelphia  to  Houston. 

In  the  suspended  schedules  the  Morgan  and  Mallory  lines  propose 
to  substitute  for  the  present  differentials  a  scale  beginning  with  35 
cents  first  class,  which,  on  the  first  five  classes,  is  the  minimum  class- 
rate  scale  in  trunk  line  territory.  The  fifth-class  rate  in  this  scale 
is  extended  to  the  lettered  classes  of  western  classification,  which 
governs  the  movement  of  traffic  from  seaboard  to  Texas.  The  rail 
rates  to  the  ports  would  be  absorbed.  By  using  this  scale  the  re« 
spondents  would  be  able  to  move  traffic  from  any  point  in  interior 
seaboard,  except  Philadelphia,  through  New  York  to  Galveston  at 
as  low  rates  as  it  can  be  moved  through  the  port  of  Philadelphia  to 
Houston,  and,  unless  the  Southern  Steamship  Company  were  to 
adopt  the  same  scale,  at  lower  rates. 

The  present  and  proposed  rates  from  interior  seaboard  to  Gal- 
veston and  the  reductions  resulting  from  the  application  of  the  35- 
cent  scale  are  shown  in  the  following  table: 

Classes 1         2 

Present* 202.5  102 

Proposed 188.5  158.5 

ReducUon 14          3.5 


8 

4 

5 

A 

B 

0 

D 

B 

188.5 

114 

90.5 

100 

90Ji 

77.5 

76 

76 

130 

109.5 

88 

89 

88 

72 

70 

70 

3.5 

4.5 

7.5 

11 

7.5 

5.5 

6 

6 

1  Same  as  present  rates  from  Interior  seaboard  to  Port  Houston  via  Philadelphia  and 
tbs  0oiitli«m  StHunsblp  Ub«^  except  wlMfs  eomMsatloiis  of  locals  make  lower  rates, 
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The  proposed  changes  will  make  the  rates  to  Ghtlveston  tie  N«w 
York  lower  than  the  rates  to  Port  Houston  via  Philadelphia  by  tbe 
amounts  of  the  reductions  shown  in  the  table,  except  where  the  com- 
bination to  and  from  Philadelphia  makes  less  than  the  port-to-port 
rates  plus  the  differentiaL 

In  1907,  the  scale,  interior  seaboard  over  New  York  to  Ghilveston 
and  the  Houston  group,  was  uniform  beginning  with  15  cents  first 
class.  Through  rates  both  class  and  commodity  from  this  territory 
to  Galveston  were  canceled  in  1908,  and  rates  made  by  combination 
thereafter  applied.  Following  The  Fifteen  Per  Gent  Caae^  46  L  C.  C-, 
803,  through  rates  to  Houston  from  interior  seaboard  were  made  on 
a  17.6-cent  scale  over  the  rates  from  New  York.  This  scale  was 
further  increased  under  general  order  No.  28  of  the  Director  Gen- 
eral of  Bailroads  to  a  22-cent  scale.  Following  repeated  requests 
from  Galveston  interests,  through  joint  class  rates  from  interior 
seaboard  via  New  York  to  Galveston  were  made  effective  on  Feb- 
ruary 29, 1920.  With  the  establishment  of  these  rates  by  the  United 
States  Bailroad  Administration,  and  over  the  protest  of  the  Morgan 
line,  the  differentials  interior  seaboard  higher  than  New  York  to 
Houston  were  made  on  a  31-cent  scale.  Under  the  general  increase 
authorized  by  us  on  July  29, 1920,  the  scale  was  increased  on  August 
26, 1920,  to  the  present  41-cent  scale.  The  readjustment  of  February 
29, 1920,  brought  about  increases  in  the  rates  from  seaboard  territory 
to  Houston,  but  also  material  reductions  in  the  rates  from  the  same 
territory  to  Galveston.  Since  the  establishment  of  the  original  scale 
of  differentials,  seaboard  territory  has  been  extended  to  include  a 
materially  greater  territory,  and  the  rates  to  the  ports  of  New  York 
and  Philadelphia  have  been  materially  increased,  requiring  the  ab- 
sorption  by  the  water-and-rail  routes  of  much  greater  amounts. 

The  respondents  urge  that  duxing  and  following  the  period  of 
federal  control,  as  a  result  in  part  of  the  several  percentage  increases, 
the  relationship  between  rail-and-water  rates  from  seaboard  terri- 
tory and  all-rail  rates  from  St.  Louis  and  so-called  defined  territories 
based  thereon  to  Texas  points  has  been  disturbed,  and  that  the  adop- 
tion of  the  85-cent  scale  and  the  consequent  reduction  in  rates  will 
tend  to  restore  a  more  equitable  relationship  than  now  exists  and  in- 
crease the  amount  of  tonnage  moving  from  seaboard  territory  via 
the  water  lines.  It  is  urged  that  the  number  of  steamers  in  opera- 
tion between  New  York  and  Galveston  has  been  decreased  and  that 
ships  are  moving  not  fully  loaded. 

Commercial  organizations  of  Boston,  New  York,  and  Baltimore 
appeared  at  the  hearing  in  support  of  the  proposed  schedules  as  tend- 
ing to  restore  conditions  formerly  prevailing.  It  is  urged  that  it  is 
increasingly  difficult  for  manufacturers  and  others  in  eastern  sea- 
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board  territory  to  compete  with  those  located  at  St.  Louis  and  points 
basing  thereon.  Shipments  from  Baltimore  are  often  made  via  New 
York  even  at  higher  rates  because  of  the  more  frequent  service.  Va- 
rious organizations  located  at  points  in  interior  Texas  also  appeared 
and  urged  that  the  suspended  rates  be  allowed  to  become  effective. 

A  decrease  in  the  amount  of  tonnage  over  that  which  previously 
moved  is  a  condition  which  is  not  confined  to  this  territory  or  to  the 
routes  of  these  respondents,  but  is  quite  general  throughout  the 
country,  and  can  not  be  said  to  be  caused  entirely,  if  at  all,  by  an 
improper  adjustment  of  rates  to  the  points  here  directly  involved 
with  those  of  competing  markets.  No  showing  of  the  relative  amount 
of  tonnage  moving  from  these  competing  territories  has  been  made, 
and  no  attempt  has  been  made  to  substantiate  by  definite  compari- 
sons  the  assertion  that  the  rates  are  not  properly  aligned  with  rates 
from  other  points. 

ooMMODrrr  rates. 

Protests  are  not  directed  against  particular  conmiodity  rates,  but 
against  the  readjustment  as  a  whole.  The  reductions  proposed  are 
brought  about  in  the  following  ways : 

{a)  Bates  to  (Galveston  on  certain  commodities  from  interior  sea- 
board are  based  on  the  class  differentials  lower  than  the  existing  rates 
to  Houston  and  group. 

(6)  Bates  on  certain  conmiodities  from  New  York  and  interior 
seaboard  points  to  Houston  and  group  are  made  differentials  based 
on  the  class  scale  higher  than  the  rates  to  Galvestpn. 

(c)  Bates  from  interior  seaboard  to  Oalveston,  by  establishing 
certain  proportional  rates  from  New  York  and  reducing  through 
rates  via  New  York,  are  made  the  same  as  the  existing  rates  from 
the  same  points  to  Port  Houston  via  Philadelphia  and  the  Southern 
Steamship  Company. 

(d)  Bates  on  certain  commodities  from  New  York  via  Oalveston 
to  interior  Texas  points  are  made  the  same  as  the  rates  in  effect  from 
Philadelphia  via  Houston  to  the  same  points. 

(e)  Bates  on  certain  ocmunodities  from  interior  seaboard  to  in* 
terior  Texas  points  are  made  the  same  as  the  rates  in  effect  from  and 
to  the  same  points  via  Philadelphia  and  Houston. 

There  are  some  reductions  in  c(»nmodity  rates  in  the  suspended 
schedules  which  are  not  made  under  the  general  basis  of  readjust* 
ment,  but  are  in  the  usual  course  of  business.  Among  these  are  rates 
made  to  equal  the  combination  via  the  route  of  movement;  to  add 
articles  to  commodity  descripticms  already  in  effect  and  to  make  rates 
to  certain  points  the  same  as  the  rates  to  other  points  on  the  usual 
basis;  to  provide  rates  on  certain  commodities  the  same  as  the  rates 
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on  other  commodities  which  ordiuarily  take  the  same  rates ;  and  to 
make  rates  via  the  Morgan  line  the  same  as  rates  already  in  effect 
via  the  Mallory  line.  No  particular  protest  is  made  against  these 
changes,  and  they  should  be  allowed  to  go  into  effect. 

On  certain  commodities,  rates  to  Galveston  from  interior  seaboard 
points  are  now  made  on  Uie  combination  of  local  rates  to  and  from 
the  port  of  New  York,  which^  in  many  instances,  results  in  rates  to 
Galveston  higher  than  the  through  rates  contemporaneously  in  effect 
to  Houston  over  the  same  route,  the  traffic  moving  through  Galves- 
ton. Bates  which  are  proposed  from  interior  seaboard  to  Galveston 
made  differentially  lower  than  rates  to  Houston  via  Galveston  appear 
to  be  properly  aligned  with  the  rates  to  Houston  and  remove  the 
fourth  section  departures.  The  Houston  interests  withdrew  their 
protest  in  so  far  as  these  items  are  concerned. 

Bates  from  New  York  and  interior  seaboard  to  Houston  made 
differentials  higher  than  the  rates  to  Galveston  do  not  appear  to  be 
objectionable  so  long  as  they  are  made  upon  rates  to  Galveston  which 
are  themselves  not  objectionable.  The  rates  proposed,  however,  are 
in  many  instances  based  upon  rates  made  to  Ghtlveston  which  will  be 
the  subject  of  further  discussion. 

Galveston  interests,  while  approving  the  proposed  rates  generally, 
object  to  any  commodity  rate  to  Galveston  or  Houston  which  does 
not  employ  as  a  differential  that  used  on  the  daas  under  which  the 
commodity  is  normally  rated.  In  using  the  class  scale  of  differ^itials 
as  a  basis  for  the  commodity  rates,  respondents  have  adopted  the  rule 
that  the  differential  to  be  used  should  be  that  which  attaches  to  the 
class  rate  which  is  the  same  in  amount  as  or  next  above  the  com- 
modity rate.  An  equitable  adjustment  would  require  the  use  of  sub- 
stantially the  same  differential  adjustment  as  is  used  in  making  rates 
from  Galveston  higher  than  from  Houston  to  interior  Texas  pointa 

The  remaining  features  of  the  commodity  rate  adjustment;  that 
is.  the  establishment  of  commodity  rates  from  New  York  via  Galves- 
ton to  interior  Texas  points  which  are  the  same  as  the  rates  in  effect 
from  Philadelphia  via  the  Southern  Steamship  Company  and  Hous- 
ton, rates  from  interior  seaboard  via  New  York  to  Gulveston  the 
same  as  via  Philadelphia  to  Port  Houston,  and  rates  from  interior 
seaboard  points  to  interior  Texas  points  the  same  as  via  Philadelphia 
and  Port  Houston,  together  with  the  proposed  change  in  tl^  class 
rates,  are  the  subject  of  the  xaost  emphatic  prote^  on  the  part  of  the 
protectants. 

Bespondents  urge  that  the  equalization  of  rates  via  different  routes 
between  the  same  points,  and  the  establishment  of  rates  from  or  to 
one  point  which  are  the  same  as  the  rates  from  or  to  another  point 
served  by  competing  carriers  is  practiced  by  rail  lines  and  by  water* 
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And-rmil  lines  throughout  the  country ;  that  the  proposed  adjustment 
^which  makes  the  rates  from  New  York  to  interior  Texas  points  the 
same  as  the  rates  from  Philadelphia  to  interior  Texas  points  enables 
Texas  points  to  make  their  purchases  in  either  New  York  or  Phila- 
delphia, and  that  the  equalization  of  rates  between  the  same  points 
^▼ia  different  routes  gives  to  the  shipping  public  the  benefit  of  as 
many  different  routes  as  possible. 

The  commodity  rates  from  interior  seaboard  points  to  interior 
Texas  points  may  be  divided  into  two  classes ;  those  lower  than  any 
possible  combination  of  locals  on  the  ports,  made  perhaps  with  rela- 
tion to  rates  from  St.  Louis  or  other  competitive  markets,  and  those 
made  on  combination  of  local  rates  to  and  from  the  ports  of  New 
York  or  Philadelphia. 

Local  rates  to  Philadelphia  from  many  points  in  seaboard  terri- 
tory, and  more  especially  from  points  contiguous  to  Philadelphia, 
are  lower  than  the  local  rates  to  New  York.  By  reason  of  these  rates 
the  Southern  Steamship  Compuiy  is  able  to  maintain  lower  rates 
from  these  points  to  Houston  than  the  rates  of  the  Morgan  and 
Mallory  lines  from  the  same  points  to  Galveston,  and  lower  rates 
from  these  points  to  interior  Texas  points  than  via  the  Morgan  and 
Mallory  lines  via  New  York  and  Oalveston.  Similarly  there  are 
points  from  which  the  rates  via  New  York  are  lower  than  via  Phila- 
delphia, because  of  lower  combinations  on  New  York.  The  Morgan 
and  Mallory  lines  propose  to  equalize  via  New  York  the  combina* 
tions  on  Philadelphia.  To  this  adjustment  the  protestants  object 
They  insist  that  where  the  combination  through  one  port  makes  less 
than  the  combination  through  the  other,  the  route  having  the  lower 
rate  is  entitled  to  the  benefit  of  its  location  and  that  this  rate  should 
not  be  equalized.  Discriminaticm  against  Houston  and  Philadelphia 
is  urged  on  the  ground  that  they  are  deprived  of  the  benefit  of  their 
location  nearer  consuming  and  producing  markets  than  (Galveston 
and  New  York.  In  view  of  the  more  frequent  sailings,  the  superior 
service,  and  shorter  time  in  transit  it  is  asserted  that  the  respondents 
have  no  difficulty  in  competing  with  the  Southern  Steamship  Com- 
pany and  drawing  a  substantial  portion  of  traffic  even  at  higher 
rates,  and  that  they  have  a  compensating  advantage  with  respect  to 
points  in  interior  seaboard  territory  from  which  lower  combination 
rates  apply  via  New  York.  It  is  substantiated  on  the  record  that 
traffic  moves  through  New  York  even  at  rates  higher  than  those 
applicable  via  Philadelphia.  The  equalization  proposed  would  in- 
volve the  absorption  of  the  excess  of  the  local  rates  to  New  York  over 
the  local  rates  to  Philadelphia,  which  in  some  instances  is  quite  sub- 
stantial in  amount. 

The  Southern  Steamship  Company  objects  to  the  proposed  rates 
on  the  ground  that  it  will  be  unable  to  compete  with  the  Morgan  and 
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Mallory  lines  operating  ont  of  New  York.  It  states  that  under  the 
present  rates  it  derives  advantages  because  of  the  location  of  Phila- 
delphia near  certain  points  of  production,  the  rail  rates  from  which 
are  lower  to  Philadelphia  than  to  New  York,  that  the  adoption  of 
the  minimum  trunk  line  scale  by  the  respondents  in  constructing 
rates  from  interior  seaboard  points  oyer  the  rates  from  New  York 
will  enable  the  Morgan  and  Mallory  lines  to  draw  traffic  from  terri- 
tory contiguous  to  Philadelphia  at  rates  as  low  as  or  lower  than  those 
of  its  line,  and  that  the  equalization  through  New  York  and  Galves- 
ton of  commodity  rates  applicable  via  Philadelphia  and  Port  Hous- 
ton will  take  away  traffic  to  such  an  extent  that  the  Philadelphia- 
Houston  line  will  have  to  be  discontinued.  The  bulk  of  the  tonnage 
to  Gulf  ports,  it  is  stated,  moves  through  New  York,  so  that  even 'at 
the  present  time  the  Southern  Steamship  Company  has  found  it  diffi- 
cult to  obtain  sufficient  tonnage  to  maintain  its  present  service.  It 
contends  that  it  could  meet  the  competition  of  any  independent  boat 
line  as  long  as  the  existing  inland  rate  relationship  was  maintained, 
but  that  it  can  not  compete  in  a  rate  war  with  a  railroad-owned  line 

Philadelphia  interests  oppose  the  proposed  schedules  on  the  ground 
that  they  will  result  in  drawing  to  the  port  of  New  York  traffic  now 
passing  through  Philadelphia,  and  will  force  the  Southern  Steam- 
ship line  to  discontinue  and  thus  deprive  the  port  of  Philadelphia 
of  a  direct  line  to  the  Gulf.  It  is  contended  that  the  port  of  Phil- 
adelphia is  entitled  to  the  benefit  of  lower  rail  rates  from  territory 
contiguous  to  it  in  order  to  maintain  its  standing  as  a  port,  and  that 
the  competition  of  the  port  of  New  York  has  always  been  so  severe 
that  it  has  been  impossible  to  establish  water  lines  out  of  the  port  of 
Philadelphia  which  its  business  importance  would  seem  to  justify. 

The  same  objection  is  made  by  the  city  of  Houston  and  business 
interests  there  located.  It  is  feared  that  Houston  will  be  deprived 
of  direct  steamship  service  with  Philadelphia  should  the  effect  of 
the  proposed  schedules  be  to  force  the  Southern  Steamship  line  to 
discontinue.  Houston  is  50  miles  nearer  interior  Texas  points  than 
is  Galveston.  It  has  expended  large  sums  of  money  in  the  con- 
struction of  the  Houston  Ship  Channel  by  means  of  which  Port 
Houston  is  made  accessible  to  the  Gulf.  It  has  constructed  wharves, 
warehouses,  and  other  facilities  to  build  up  a  port.  It  therefore 
contends  that  these  natural  and  acquired  advantages  entitle  it  to 
have  traffic  from  Atlantic  seaboard  territory  to  interior  Texas  more 
through  Port  Houston  as  a  gateway  at  lower  rates  than  that  moving 
through  Galveston,  on  traffic  from  points  from  which  the  lowest 
combination  makes  on  Philadelphia  and  Houston. 

In  S.  P.  Co,  OwnersTUp  of  Atlantic  Steamship  Lines j  43  I.  C.  C,  168, 
and  46  I.  C.  C,  605,  we  authorized  an  extension  of  time  during  which 
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the  Southern  Pacific  Company  would  be  permitted  to  continue  to  op- 
erate or  have  an  interest  in  its  Atlantic  Steamship  Lines,  operating 
between  New  York  and  Galveston  and  New  Orleans.  In  S.  P.  Co. 
€?wner8hip  of  Atlantic  Steamship  Lines^  68  I.  C.  C,  67,  decided 
June  4, 19i20,  we  denied  the  application  of  the  Southern  Pacific  Com- 
pany to  operate  its  steamship  lines  in  either  regular  or  irregular  serr- 
ice  between  certain  north  Atlantic  ports,  including  Philadelphia,  and 
certain  Gulf  ports,  including  Houston.  We  there  found  that  the  pro- 
posed service  was  not  in  the  interest  of  the  public  and  of  advantage 
to  the  convenience  and  commerce  of  the  people  and  would  exclude 
or  prevent  competition  on  the  routes  via  water.  The  Southern 
Steamship  Company  was  then,  as  now,  operating  between  Philadel- 
phia and  Port  Houston. 

Philadelphia  and  Houston  interests  contend  that  the  proposed 
schedules  are  unlawful  in  violation  of  section  5  of  the  interstate  com- 
merce act  in  that  the  Southern  Pacific  Company,  owning  and  operat- 
ing the  Morgan  line  seeks  to  do  indirectly  by  these  schedules  what 
we  have  decided  that  it  could  not  do  directly,  and  that  it  will  exclude, 
prevent,  and  reduce  competition  on  the  route  by  water  from  Phila- 
delphia to  Houston. 

The  respondents  urge  that  our  decision  in  the  case  referred  to  can 
not  be  construed  as  a  limitation  of  the  territory  from  which  the 
steamship  lines  of  the  Southern  Pacific  Company,  operating  between 
other  ports,  may  draw  trafSc,  and  that  the  competition  here  in  issue 
is  not  on  the  route  via  water  as  referred  to  in  the  act,  but  over  a  dif- 
ferent route  over  which  it  has  already  been  authorized  to  operate. 

The  Gulf,  Colorado  &  Santa  Fe ;  Beaumont,  Sour  Lake  &  Western ; 
.Orange  &  Northwestern;  St.  Louis-Brownsville  &  Mexico;  Litema- 
tional  &  Great  Northern ;  Missouri,  Kansas  &  Texas ;  Missouri,  Eiin- 
sas  &  Texas  Bailway  of  Texas ;  and  the  Trinity  and  Brazos  Valley, 
operating  in  the  state  of  Texas,  declined  to  participate  in  the  reduced 
rates  and  object  thereto. 

They  urge  that  a  reduction  in  the  rates  from  New  York  and  points 
in  seaboard  territory  to  Galveston,  Houston,  and  interior  Texas 
points  will  lead  to  reductions  in  rates  via  all-rail  routes  from  central 
freight  association  territory,  and  that  while  the  reductions  pro- 
posed are  confined  largely  to  points  near  the  Texas  ports  and  rates  to 
points  in  the  northern  part  of  Texas  are  not  directly*  affected,  such 
points  are  intermediate  to  Galveston  and  Houston  on  traffic  from 
central  freight  association  territory  and  a  reduction  in  rates  to  these 
points  will  require  reduction  in  rates  to  points  in  northern  Texas. 
They  further  urge  that  the  proposed  rates  have  the  effect  of  reduc- 
ing the  combinations  of  rates  to  many  interior  Texas  points,  and 
while  they  have  not  joined  in  the  reductions  proposed,  a  reduction  in 
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through  rates  in  which  they  do  join  will  be  neeessary  in  order  to 
avoid  departures  from  the  aggregate  of  the  intermediates  clause  of 
the  fourth  section;  that  moreover  the  Southern  Pacific  lines  which 
reach  many  of  the  principal  points  in  Texas  join  in  the  proposed 
through  rates  to  points  in  interior  Texas  and  competition  would 
necessitate  reductions  in  rates  to  competitive  points. 

They  further  state  that  by  the  equalization  of  rates  from  points 
tributary  to  Philadelphia  via  the  Southern  Pacific  lines  through 
New  York  and  Galveston  with  rates  via  the  Southern  Steamship 
line  through  Philadelphia  and  Houston,  the  absorption  of  hi^er 
local  rates  of  eastern  lines  to  New  York  than  to  Philadelphia 
will  be  necessary,  affecting  the  division  of  through  rates  received 
by  the  Texas  lines;  and  that  if  the  proposed  rates  are  allowed  to 
become  effective  they  are  apprehensive  of  more  serious  reductions  and 
reductions  on  the  part  of  the  Southern  Steamship  Company  which 
wUl  result  in  a  rate  war  between  the  steamship  lines.  These  rail  lines 
object  to  the  reductions,  however  brought  about,  which  will  have 
the  effect  of  reducing  their  revenue* 

Some  readjustment  of  both  class  and  commodity  rates  appears 
from  the  record  to  be  proper.  The  establishment  of  class  rates  from 
New  York  to  Houston  based  upon  the  12-cent  interior  Texas  scale 
of  differentials  higher  than  the  rates  to  Galveston  is  not  objection- 
able.  With  this  readjustment,  we  might  approve  the  application 
of  differentials  from  interior  seaboard  territory  higher  than  the 
rates  from  New  York  to  both  Houston  and  Galveston  on  the  basis 
of  the  41-cent  scale  now  applicable  in  connection  with  the  rates  to 
Houston.  Commodity  rates  would  also  appear  to  be  proper  from 
interior  seaboard  territory  to  Galveston  based  on  the  class  differen- 
tials lower  than  existing  rates  to  Houston  and  group,  and  from  New 
York  and  interior  seaboard  territory  to  Houston  made  the  class  scale 
of  differentials  higher  than  properly  constructed  rates  to  Galveston. 
Equalization  via  New  York  and  Galveston  of  rates  via  Philadelphia 
and  Houston  where  such  rates  are  less  than  any  combination  is  not 
improper,  provided  the  resulting  rates  are  not  so  low  as  to  be  unre- 
munerative.  Commodity  rates  which  are  made  in  the  usual  course 
of  business  as  hereinbefore  described  are  also  proper  in  so  far  as  the 
record  shows. 

While  certain  changes  proposed  may  be  proper,  we  are  of  the 
opinion  and  find  that  the  comprehensive  readjustment  which  the 
respondents  propose  is  neither  necessary  nor  on  this  record  justified. 
An  order  will  be  entered  requiring  the  cancellation  of  the  suspended 
schedules,  without  prejudice  to  the  right  of  the  respondents  to  make 
the  readjustments  indicated  in  the  report  to  be  proper. 
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No.  11068. 
SWIFT  A  COMPANY 

V. 

DIRECTOK  GENERAL,  AS  AGENT. 


Submitted  February  21,  1921,    Decided  May  19,  1921. 


Minimam  charge  on  wet  phospb^te  rock;  in  carloada,  from  Alafla,  Fla.,  to 
Agricola,  Fla.,  during  federal  control,  found  unreasonable.  Reparation 
awarded. 

R.  D.  Rynder  for  complainant 
John  F.  Finerty  for  defendant. 

Report  of  thx  ComcissioK. 

DiviBiON  3,  CoHKissioi^sBs  Hatj.,  Ajtchison,  and  Eastmak. 

Bt  Division  8 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  manufacturing  commercial  fertilizers, 
by  complaint  filed  June  24,  1920,  alleges  that  the  minimum  of  $15 
per  car  exacted  for  transportation  of  certain  shipments  of  wet  phos- 
phate rock,  in  carloads,  from  Alafia,  Fla.,  to  Agricola,  Fla.,  between 
June  25, 1918,  and  December  5, 1919,  and  the  rate  of  20  cents  per  long 
ton,  minimum  marked  capacity  of  car,  charged  on  this  traffic  from 
the  latter  date  to  March  1, 1920,  were  unjust  and  unreasonable.  The 
prayer  is  for  reparation  only. 

The  shipments  moved  over  the  Seaboard  Air  Line  from  Alafia  to 
Agricola,  about  17  miles,  and  the  applicable  charges  thereon  were 
collected,  based  on  $15  per  car,  prior  to  December  5,  1919,  and  20 
cents  per  long  ton  on  and  after  that  date.  The  phosphate  rock  after 
being  dried  was  reshipped  from  Agricola  over  the  Seaboard  Air 
Line  through  Alafia  to  interstate  destinations.  Complainant  main- 
tains at  Alafia  and  Agricola  switching  engines  and  crews  which  per- 
formed the  service  incident  to  setting  out  the  cars  at  Alafia  and  spot- 
ting them  at  Agricola.  The  cost  of  this  service  appears,  from  the 
record,  to  be  about  $3i25  per  car. 

From  April  9,  1914,  to  June  24,  1918,  a  proportional  commodity 
rate  of  10  cents  per  long  ton  was  applicable  from  Alafia  on  wet  phos- 
phate rock  to  be  dried  at  Agricola  and  subsequently  reshipped  to  in- 
terstate destinations.  On  June  25,  1918,  a  minimum  charge  of  $15 
per  car  was  established,  and  replaced  on  December  5,  1919,  by  the 
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rate  of  20  cents  per  long  ton,  minimum  marked  capacity  of 
Complainant  seeks  reparation  to  the  basis  of  the  former  rate  of  10 
cents  increased  by  25  per  cent,  or  12.5  cents. 

The  minimum  charge  of  $16  reprefl(^nted  an  increase  of  more  than 
200  per  cent  over  the  charges  at  the  rate  in  effect  prior  to  Juse  25, 
1918.  The  rates  from  Agricola  to  intermediate  destinations  were  in- 
creased 25  per  cent  under  general  order  No.  28.  Defendant  states 
that  the  rate  sought  by  complainant  would  yield  less  revenue  per  car 
than  is  obtained  from  the  usual  switching  charge.  Based  on  tlie 
average  loading  of  45  long  tons  the  12.5-cent  rate  would  yield  ap- 
proximately $5.60  per  car,  whereas  charges  for  intraterminal  switch- 
ing movements  in  this  territory  usually  are  from  $5  to  $6.50  per  car. 
The  average  revenue  imder  a  20-cent  rate  would  be  about  $9  per 

We  find  that  the  minimum  charge  assailed  was  unjust  and 
sonable  to  the  extent  that  it  exceeded  20  cents  per  long  ton,  minimum 
marked  capacity  of  the  car;  that  complainant  made  the  shipments  as 
described  and  paid  and  bore  the  charges  thereon ;  that  it  was  dam- 
aged in  the  amount  of  the  difference  between  the  charges  paid  and 
those  which  would  have  accrued  upon  the  basis  herein  found  reason- 
able ;  and  that  it  is  entitled  to  reparation,  with  interest.  Complain- 
ant should  comply  with  rule  V  of  the  Bules  of  Practice. 
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No.  1168«. 
CRUCIBLE  STEEL  COMPANY  OF  AMERICA 

V. 

DIRECTOR  GENERAL,  AS  AGENT,  AND  BALTIMORE  & 

OHIO  RAILROAD  COMPANY. 


Submitted  February  2^,  192U    Decided  Ue/y  20,  1921. 


Cbarges  aMewed  on  coal,  In  carload  for  mayements  at  Pittalmri^  Pa.,  daring 
federal  control,  by  complainant's  own  power,  found  unreasonable.  Repara- 
tion awarded. 

AUen  H.  Kerr  for  complainaiit. 

Fronds  S.  Cross  for  Bc^timore  &  Ohio  Railroad  Company. 

Boyal  McKemia  for  Director  General  of  Railroads,  as  Agent 

Report  or  thb  Ooicmission. 

Division  3,  Commissioners  Hall,  Attohison,  and  Eastman. 

Bt  Division  3 : 

No  exceptions  were  filed  to  the  report  proposed  by  the  examiner. 

Complainant,  a  corporation  manufacturing  steel  at  Pittsburgh, 
Pa.^  by  complaint  filed  June  11, 1920,  alleges  that  the  charges  assessed 
for  the  movement  during  federal  control  after  June  24, 1918,  of  407 
carloads  of  coal  between  points  in  complainant's  plant  in  the  city  of 
Pittsburgh  were  unjust  and  unreasonable.  The  prayer  is  for  repara- 
tion. Charges  will  be  stated  in  amounts  per  car,  except  as  otherwise 
noted. 

The  main  part  of  complainant's  plant  is  located  between  Smallman 
street  and  the  tracks  of  several  railroads  bordering  the  bank  of  the 
Allegheny  River.  From  boiler  station  No.  3,  halfway  between 
Twenty-ninth  and  Thirtieth  streets,  the  plant  extends  along  the 
river  as  far  as  Thirty-first  street.  Complainant  has  a  coal-storage 
pile  on  other  property  near  Thirty-sixth  street.  Three  different 
movements  are  before  us  for  consideration :  No.  1,  from  a  coal  hoist 
between  Thirtieth  and  Thirty-first  streets  to  boiler  station  No.  3; 
No.  2,  from  the  coal  hoist  to  the  coal-storage  pile ;  and  No.  3,  in  the 
opposite  direction,  from  the  coal-storage  pile  to  boiler  station  No.  3. 
Complainant  figures  the  distances  to  be  500,  3,800,  and  4,300  feet, 
respectively.  The  distances  as  computed  by  defendants  are  some- 
what longer  by  reason  of  allowances  for  the  switching  required  on 
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complainant's  tracks.  The  coal  was  hauled  by  complainant's 
and  crews  in  cars  furnished  by  the  Director  (General  of  Bailromds 
and  over  the  Baltimore  &  Ohio  tracks.  The  charges  collected  ^were 
those  published  in  the  tariffs  with  certain  restrictions. 

Prior  to  June  25,  1918,  the.diarge  for  movement  No.  1  was  $2, 
whether  handled  by  carrier  or  individual  .power,  and  ia^  the  other 
movements  $2.50  ^'when  handled  by  individual  power,''  no  charge 
being  provided  for  handling  by  carrier  power.  On  that  date^  pur- 
suant to  general  order  No.  28  of  the  Director  General,  the  respectiTe 
charges  were  increased  by  15  cents  per  net  ton,  resulting  in  reve- 
nues of  $8  or  more  per  car.  The  restriction  on  movements  Nos. 
2  and  3  was  left  unchanged.  On  December  26,  1918,  the  charge  for 
each  of  the  three  movements  was  reduced  to  $6,  and  on  June  2,  1919, 
the  charge  for  movement  No.  1  became  $2.50  with  the  restriction 
^^  when  handled  by  individual  power."  Separation  is  asked  to  the 
bases  of  the  $2.50  and  $5  charges  subsequently  established. 

The  charges  for  similar  movements  in  the  same  locality  on  the 
Pennsylvania  were  not  increased.  For  intraplant  switching  on  tiie 
Baltimore  &  Ohio  a  charge  of  $2.50  was  maintained  prior  to  June  S5, 
1918.  This  was  increased  cm  that  date  by  15  cents  per  net  ton,  and 
reduced  on  December  26,  1918,  to  $8.  The  latter  charges  were  not 
applicable  because  the  movements  were  not  entirely  within  the  ccml- 
fines  of  the  same  plant  In  many  instances  mov^nents  at  the  $S 
charge  exceeded  in  distance  any  of  those  performed  by  complainant 
with  its  own  power. 

We  have  not  before  us  the  issue  of  whether  the  passive  role  of 
defendants  in  permitting  use  of  carriers'  rails  and  cars  by  an  in- 
dustry with  its  own  power  in  movement  of  its  own  property,  is  a 
service  of  transportation  for  which  a  charge  could  properly  be  pro- 
vided in  tariffs  published  under  the  act  to  regulate  commerce,  as 
amended.  The  movements  were  intrastate  and  our  jurisdiction  at- 
taches only  under  section  206(c)  of  the  transportation  act,  1920,  be- 
cause invoked  by  complainant  ^^  praying  for  reparation  on  account 
of  damage  claimed  to  have  been  caused  by  reason  of  the  collection 
or  enforcement  by  or  through  the  President  during  the  period  of 
federal  control  of  ♦  ♦  ♦  charges,  ♦  ♦  ♦  (including  those 
applicable  to  *  *  *  intrastate  traffic)  which  were  unjust,  un- 
reasonable,   •    •    *y 

The  record  shows  that  the  reduced  charges  were  still  in  the  pub- 
lished tariffs  when  the  complaint  was  filed  after  expiration  of  federal 
control;  that  these  movements  by  complainant  interfere  to  a  certain 
extent  with  the  regular  movement  of  traffic  by  the  carrier ;  that  other 
industries  besides  complainant  use  the  Baltimore  &  Ohio  tracks  in 
tiiis  way;  and  Uiat  such  use  is  the  principal  item  for  which  the 
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charge  is  provided.  We  express  no  opinion  as  to  the  propriety  or 
legality  of  tariff  provisions  such  as  those  under  consideration  when 
applied  to  interstate  shipments.  Crucible  Steel  Co.  v.  Director  Oen- 
end,  61 1.  C.  C,  666,  decided  May  9, 1921. 

The  increases  assailed  were  part  of  the  general  plan  of  the  Railroad 
jA^dministration  to  provide  sufficient  revenues  to  meet  increased  oper- 
ating expenses.  The  method  adopted  resulted  in  certain  inequalities. 
It  is  urged  that  the  subsequent  reductions  were  intended  to  give  tem- 
porary relief  until  a  reasonable  basis  could  be  established. 

We  find  that  the  charges  assailed  were  unreasonable  to  the  extent 
that  they  exceeded  $8,60  per  car  for  movement  No.  1,  and  $6  par  car 
for  each  of  the  other  movements ;  that  complainant  made  the  move- 
ments as  described  and  paid  and  bore  the  charges  thereon ;  that  it  has 
been  damaged  in  the  amount  of  the  difference  between  the  charges 
paid  and  those  which  we  find  would  have  been  reasonable ;  and  that 
it  is  entitled  to  reparation  in  that  amount,  with  interest.  Complain- 
ant should  comply  with  rule  V  of  the  Rules  of  Practice. 
61 1. 0.  a 
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WYANDOTTE  SOUTHERN  RAILWAY  C!OMPANY. 

SECOND  INDUSTRIAL  RAILWAYS  CASE. 

No.  4181. 

IN  THE  MATTER  OF  ALLOWANCES  TO  SHORT  LINES 
OF  RAILROAD  SERVING  INDUSTRIES. 


Investigation  and  Suspension  Docket  No.  414. 

CANCELLATION  OF  RATES  IN  CONNECTION  WITH 
SMALL  LINES  BY  CARRIERS  IN  OFFICIAL  CLASSIFI- 
CATION  TERRITORY. 


Bubmitted  AugvBi  29, 1919.    Decided  May  18, 1921. 


Wyandotte  Sonthem  Railway  Company  found  to  be  a  common  carrier  of  prop- 
erty subject  to  the  interstate  commerce  act  which  may  lawfully  participate 
in  joint  rates  with  other  conmion  carriers  or  hare  its  charges  on  interstate 
shipments  absorbed  under  proper  tariff  provision  by  the  roads  having  tbe 
line  haul.  Its  comi)ensation  must  not  be  more  than  is  reasonable;  and  a 
complete  and  specific  statement  of  any  basis  agreed  upon  must  be  filed  with 
the  Ck)mmission  inunediately  upon  its  adoption. 

Edward  DonneUy  for  Wyandotte  Southern  Railway  Company. 
D.  P.  Cormell  for  New  York  Central  lines. 

Repobt  of  the  Commission. 

Division  3,  Commissioners  Clabk,  Hai^l,  and  Eastman. 

By  Division  3: 

The  question  presented  is  whether  the  Wyandotte  Southern  Rail- 
way Company,  hereinafter  called  the  Wyandotte,  is  a  common  car- 
rier which  may  lawfully  receive  compensation  in  the  form  of  divi- 
sions of  joint  rates  or  switching  absorptions  out  of  through  rates  on 
interstate  shipments  to  and  from  points  on  its  line. 

A  questionnaire  addressed  to  the  Wyandotte  on  May  29, 1919,  and 
its  response  thereto  giving  additional  information  as  to  changes  since 
June  1, 1914,  in  physical  properties,  manner  of  operation,  compensa- 
tion received,  and  other  pertinent  matters,  have  been  made  part  of 
the  record  with  the  consent  of  its  trunk  line  connections. 
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The  Wyandotte  is  a  switchiBg  road,  organised  October  8^  1901, 
under  the  general  railroad  lawa  of  the  state  of  Michigan.    Its  au- 
thorized capital  stock  is  $2&,000,  all  shauss  of  which  were  issued 
in    payment  for  property  transferred  to  it  by  the  Pennsylvania 
Sftlt  Mannfacturing  Company,  hereinaft^  called  the  salt  com- 
pany.   It  owns  and  operates  in  the  oty  of  Wyandotte,  Mich.,  1  mile 
of  main  track  and  3.25  miles  of  spur  tracks  and  sidings,  all  of  stand* 
ard  gauge.    In  addition  it  leases  1.2&  miles  of  yaxd  tracks  and  sid- 
ings from  the  salt  company  for  an  annual  rental  of  $400.    Prac- 
tically all  the  toaoks,  except  the  1  mile  of  main  track,  are  located 
in  and  around  the  various  buildings  comprised  in  the  plant  of  the 
salt  company.    The  main  line,  over  which  the  salt  company  and 
other  industries  are  reached,  was  formerly  owned  by  the  Michigan 
Central  Bailroad,  which  from  1901  to  1908  switched  all  cars  to  and 
from  the  industries  located  thereon.    This  switching  was  done  by  a 
switching  engine  sent  twice  each  day  from  its  Wyandotte  yards,  a 
distance  of  about  2  miles.    The  only  connection  with  other  trunk 
lines  was  over  the  tracks  of  the  Michigan  Central.    As  the  salt  com- 
pany's business  increased  a  direct  connection  with  all  trunk  lines 
became  desirable  and  it  purchased  this  main  line  from  the  Michigan 
Central  on  December  14,  1907,  transferring  it  to  the  Wyandotte  on 
February  17,  1908.    Physical  connection  with  the  main  line  of  the 
Detroit,  Toledo  &  Iroo^n  Bailroad  was  then  completed  and  the 
Wyandotte  began  operations  on  September  9, 1908. 

The  Wyandotte  has  direct  track  connecticm  with  the  Michigan 
Central  and  the  Detroit,  Toledo  &  Ironton.  Through  these  two  con- 
nections it  reaches  the  tracks  of  the  New  York  Central  and  the  De- 
troit &  Toledo  Shore  Line  Bailroad.  The  various  trunk  lines  are 
parallel  to  one  another  at  a  distance  of  about  1  mile  from  the  indus- 
tries served  by  the  Wyandotte.  The  equifiment  owned  by  the  Wyan- 
dotte consists  of  two  locomotives. 

It  is  controlled  by  the  salt  company  through  ownership  of  all 
shares  of  its  capital  stock  except  qualifying  shares  of  the  directors. 
The  president,  treasurer,  and  general  superintendent  of  the  Wyan- 
dotte occupy  similar  positions  with  the  salt  company,  the  first  two 
receiving  no  pay  from  the  Wyandotte  and  the  latter  receiving  $540 
per  annum.  The  railroad  is  operated  independently  of  the  con- 
trolling industry  and  s^arate  accounts  are  kept. 

The  Wyandotte  files  tariffs  and  annual  reports  with  us  and  keeps 
its  accounts  under  our  requirements.  It  is  taxed  under  the  laws 
of  Michigan  as  a  common-carrier  railroad.  It  does  no  mail,  ex- 
press, or  passenger  business ;  publishes  no  rates  for  transportation  of 
freight  in  less-than-carload  quantities ;  and  issues  no  bills  of  lading, 
the  latter  being  issued  by  the  connecting  carriers,  which  also  collect 
the  freight  charges. 
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It  has  no  demnrrage  tariffs.  Demurrage  charges  are  paid  under 
the  tariffs  of  the  trunk  lines,  collection  being  made  direct  from  flbip- 
pers  or  receivers  of  freight  by  the  trunk  lines.  The  salt  ccMnpany 
has  executed  the  average  agreement  with  the  trunk  lines.  There 
is  no  settlement  for  detention  of  cars  as  between  the  Wyandotte 
and  its  trunk  line  connections.  It  is  not  a  member  of  the  American 
Bailway  Association.  Its  tracks  are  not  now  in  excellent  condition, 
but  with  exercise  of  due  care  trunk  line  locomotives  of  the  type  used 
by  it  could  be  operated  over  its  tracks  and  perform  switching  if 
necessary.  Trunk  line  power  has  not  been  used  on  its  tracks  since 
1908. 

The  general  character  of  the  service  performed  is  the  switching 
of  cars  to  and  from  points  on  its  line  from  and  to  junction  points 
with  its  trunk  line  connections.  In  additicm  to  the  controlling  indus- 
try the  Wyandotte  serves  the  Metal  &  Thermit  Corporation,  formerly 
the  Olaschmidt  Detinning  Company,  and  the  Condensite  Company 
of  America,  both  of  which  are  engaged  in  the  manufacture  of 
chlorine  products.  Neither  is  affiliated  with  either  the  Wyandotte 
or  the  controlling  industry,  and  neither  has  independent  tracks  or 
sidings.  Both  are  adjacent  to  the  plant  of  the  salt  company,  but 
the  Metal  &  Thermit  company's  plant  can  be  reached  only  over  a 
short  spur  track  belonging  to  the  Wyandotte  Terminal  Railway. 
Industries  served  by  the  Wyandotte  have  no  means  of  getting  freight 
by  rail  except  over  the  Wyandotte  tracks. 

Between  these  industries  and  the  jimctions  with  connecting  trunk 
lines  there  is  considerable  vacant  land  available  for  manufacturing 
sites,  that  north  of  the  main  line  of  the  Wyandotte  belonging  to  the 
salt  company  and  that  south  to  the  Detroit  River  Land  Company. 

The  Wyandotte  formerly  had  two  team  tracks  assigned  for  the 
use  of  the  general  public,  but  the  present  practice  is,  at  the  shipper's 
or  receiver's  request,  to  place  the  car  on  the  siding  most  convenient 
for  loading  or  unloading.  Ten  cars  were  handled  from  team  tracks 
in  1918. 

Interstate  traffic  is  confined  to  such  cars  as  are  handled  in  the  inter- 
change service  between  industries  on  its  lines  and  junctions  with 
connecting  carriers.  No  record  is  kept  showing  what  portion  of 
the  total  is  intrastate,  but  it  is  said  not  to  exceed  2  per  cent.  From 
the  analysis  hereinafter  given  it  will  be  seen  that  the  traffic  handled 
in  interchange  service  for  shippers  independent  of  the  controlling 
industry  is  about  4  per  cent,  and  yields  about  the  same  percentage 
of  the  revenue. 
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An  analTsia  of  the  Wyandotte's  traffic  and  revenue  for  1918  is 
gi^en  below: 


B«lwMn  plants  o^Motroffinf  Indtstrr  and  Jtmettoot  wtth  oonnteting  cankn, 

Bt  mm  uidipfpdiit  indmtitoi  »nd  hmctlfloi  with  <Mwntc«ng  maian , 

B«twMn  tMmi^Mlci•lld^lIletllm•  with  eooiMotliif  canted 


Total  intvdiintB  iwltobtDC. . 


Plant  and  lnt«tlant 
aontrolfincii 


Vtar  tnd«p«nd«nt  IndUftriM. 


Total  plant  and  tnttrplantkwttoliinf 

Xioeal  nrltddnr 

r«in  piimt  oC  ewtnOInc  tadnitcy  lod  t«MB  tftoki,  oth«  indiiitriM,  or 

Vwftmfv'wii^iof  oart,'^^  


tioni. 


Total  can  tuitehad. 
Total  can  w«l^iad . 


Total  roranne. 


1 1*« 


Can. 


7,01« 

274 

10 


7,300 


47 


l,Z40 


3| 
3,512 


.     1.642 


k 


•14,082.00 

648.00 

20lOO 


14,000.00 


''^g 


1,840lOO 


100 

O38L00 
SLM 


i6,oaoo 

709.60 


16,661.80 


The  average  length  of  haul  for  shipments  moving  in  the  inter- 
change service  both  from  plants  of  the  controlling  industry  and 
from  independent  plants  or  team  tracks  is  1  mile,  all  over  tracks  of 
the  Wyandotte. 

The  interchange  service  performed  by  it  is  similar  to  that  done 
by  the  trunk  lines  for  industries  served  by  them  in  local  switching, 
but  most  of  the  larger  plants  in  the  city  of  Wyandotte  are  served  by 
terminal  railroads.  The  service  performed  by  the  Wyandotte  for 
independent  shippers  or  receivers  does  not  differ  from  that  for  the 
controlling  industry  or  from  that  which  would  be  performed  if  the 
trunk  lines  served  tixe  controlling  industry  direct.  All  interchanging 
of  cars  is  made  by  the  Wyandotte  with  the  connecting  carriers  at  the 
junction  point  distant  about  1  mile  from  the  plants  of  all  industries 
served. 

The  Wyandotte's  charge  for  interchange  switching  between  points 
on  its  line  and  junctions  with  connecting  carriers  is  $2  per  car,  and 
is  covered  by  tariffs  on  file  with  us.  This  charge  was  absorbed  by 
its  connecting  trunk  lines  from  September  9, 1908,  to  April  1, 1914. 
The  latter  then  canceled  the  absorption.  It  was  resumed  on  May  1, 
1916,  and  still  continues  to  the  extent  of  $1.80  per  loaded  car,  upon 
the  findings  of  a  subcommittee  appointed  by  the  trunk  lines  to  in- 
vestigate and  determine  what  would  be  a  fair  and  reasonable  allow- 
ance for  such  switching.  Apparently  the  balance  of  70  cents  is  col- 
lected from  the  shipper  or  consignee  in  addition  to  the  line-haul  rate. 
For  movements  which  are  purely  plant,  interplant,  or  local  in  their 
nature  a  charge  of  $1  per  car  is  made,  also  covered  by  tariff. 
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The  Wytinctotte  shows  a  total  book  valuation,  based  on  01 
cost,  plus  additions,  of  $48,900.26,  distributed  $30,068.58  to  land  and 
tracks,  $16,000  to  equipment,  and  $2,886.68,  to  a  trestle.  The  value  of 
the  property  used  in  public  service  is  estimated  at  $20,000. 

Comparison  is  made  with  the  absorption  of  $2  per  loaded  car 
accorded  another  terminal  switching  road  in  the  city  of  Wyuidotte 
which  is  said  to  perform  a  substantially  identical  service.  The 
Wyandotte's  operating  expenses  for  1914  and  1918  are  compared  and 
classified  on  the  basis  of  the  number  of  cars  handled  in  each  kind  of 
service.  The  total  expenses  apportioned  to  interchange  service  for 
1914  are  given  as  $13,419.65,  or  about  $1.98  per  car;  and  for  1918  as 
$22,604.80,  or  $3,095  per  car.  These  expenses  erroneously  include  all 
taxes  and  5  per  cent  interest  on  the  total  capital  invested.  In  the 
absence  of  some  more  detailed  explanation  the  method  of  classifying 
operating  expenses  on  the  basis  of  cars  handled  can  not  be  relied 
upon  as  accurate.  The  law  neither  provides  nor  contemplates  that 
the  Wyandotte  shall  receive  compensation  out  of  the  line-haul  rates 
that  will  yield  a  return  upon  the  value  of  its  carrier  property. 
Certainly  it  is  not  entitled  to  such  return  from  that  source  upon  the 
value  of  facilities  which  are  not  used  by  or  open  to  the  public  gen- 
erally. The  record  does  not  afford  adequate  basis  for  determination 
of  the  maximum  amount  which  may  properly  be  paid  to  the  Wyan- 
dotte by  connecting  trunk  lines. 

Upon  the  record  we  find  that  the  Wyandotte  Southern  Railway  is 
a  conmion  carrier  of  property  subject  to  the  interstate  commerce  act, 
which  may  lawfully  participate  in  joint  rates  with  other  common 
carriers  or  have  its  charges  for  switching  on  interstate  shipments 
absorbed  under  proper  tariff  provision  by  the  roads  having  the  line 
haul.  Its  compensation  must  not  be  more  than  is  reasonable  and  a 
complete  and  specific  statement  of  any  basis  agreed  upon  must  be 
filed  with  u^  in  each  instance  immediately  upon  its  adoption. 

No  order  is  necessary. 

Eastman,  CommiaHoner^  dissents. 
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No.  12066. 
INCREASED  COST  OP  RAILROAD  FUEL,  1920. 


Apnl  4, 19tl. 


Report  of  the  Commjssiok  to  the  Senate  of  the  United  States 
IN  Response  to  Senate  Resolution  No.  412,  Adopted  Deoem- 
BEB  27,  1920. 

By  the  Oommisston: 

The  accompanyiog  statistics  relating  to  the  i^cireased  cost  of  fuel 
to  steam  railroads  of  the  United  States  for  the  year  1920  as  compared 
with  the  cost  for  the  year  1919  are  submitted  in  resp<»se  to  Senate 
Resolution  No.  412,  a  copy  of  which  follows: 

Reiolved,  That  the  Interatota  OMomerce  Oommi«k>ii  i»  hereby  directed  to  ascer- 
tain forthwitfi  and  report  to  the  Seaate  the  iocretsed  cost  of  railrasd  fuel  to  the  rail- 
roade  of  the  United  States  fo  the  current  year  o\'er  the  cost  of  the  same  to  them  fer 
the  year  1919^  and  to  furnish  in  detail  a  statement  of  the  tonnage  of  railroad  fuel  this 
year,  its  total  cost,  its  average  cost  per  ton,  and  the  average  cost  per  ton  of  last  year's 
railroad  fuel,  to  the  end  that  the  difference  in  cost  between  the  two  years  may  plainly 
appear. 

Although  we  obtain  monthly  from  carriers  certain  information 
regarding  the  cost  of  fuel,  it  did  not  seem  sufficiently  detailed  to 
meet  the  requirements  of  the  resolution.  Under  date  of  January  4, 
1921,  we  entered  an  order  instituting  a  proceeding  of  h^quixy  and 
investigation  in  this  matter.  A  special, sworn  report  was  required 
from  all  steam  roads.  The  smaller  roads,  however,  have  been 
omitted  from  the  following  tables,  as  their  omission  does  not  appre- 
ciably affect  the  results  and  greatly  reduces  the  time  required  for 
compilation.  Should  the  results  for  the  smaller  roads  be  desired 
also,  a  supplementary  report  will  be  prepared.  Our  circular  of 
inquiry  was  issued  under  date  olJanuary  12,  and  returns  were  required 
to  be  filed  by  February  16,  1921.  lliere  was  a  delay  on  the  part  of 
a  number  of  the  roads  in  fi&ig  the  returns,  and  on  Marbh  31,  1921, 
the  following  roads  had  not  complied  with  the  requirements:  Aber- 
deen &  Rockfish  Railroad  Compshy ;  Alabama  A  Mississippi  Railroad 
Company;  Ariaxma  Southern  Railroad  0>mpany;  Dayton,  'Toledo  & 
CSiicago  Railway  Company;  Oulf,  Texas  &  Western  Railway  Com- 
pany; Nevada  Copper  Belt  Railroad  Company;  Sewell  Vslley  Rail- 
road Company;  AIcolu  Railroad  Company;  Amador  Central  Railroad 
Company;  Atlantic,  Waycross  &  Northern  Railroad  Company; 
Blytheville,  Burdette  &  Mississippi  River  Railway  Company;  Bowdon 
Railway  Company;  Cadiz  Railroad  Company;  Calif omin  Central 
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Railroad  Company;  Carolina  &  Northeastern  Railroad  Company; 
Fort  Smith,  Poteau  &  Western  Railroad  Company;  Harrisville 
Southern  Railroad  Company;  Inland  Railway  Company;  Knoxville, 
Sevierville  &  Eastern  Railway  Company;  Laona  &  Nortliem  Railway 
Company;  Manistee  &  Repton  Railroad  Company;  Middle  Tennessee 
Railroad  Company;  Moniteau  Railway  Company;  Natchez,  Urania  & 
Ruston  Railway  Company;  OcUawaha  Valley  Railroad  Company; 
Orangeburg  Railway;  Ouachita  Valley  Railway  Company;  Tampa  & 
Jacksonville  Railway  Company;  Timpson  &  Henderson  Railway 
Company;  Tuskegee  Railroad  Company;  Valdosta,  Moultrie  &  West- 
em  Railway  Company;  Warren  &  Saline  River  Railroad  Company; 
Warren,  Johns ville  &  Saline  River  Railroad  Company;  Washington 
&  Qioctaw  Railway  Company;  Wellington  &  Powellsville  Railroad 
Company;  ^'^amette  Valley  4  CoJEtst  Railroad  Company;  Wilming- 
ton, Brunswick  &  Southern  Railroad  Company;  Dtmleith  &  Dubuque 
Bridge  Company;  Peru,  La  Salle  &  Deer  Paiit  Railroad  Company; 
and  Fort  Huron  Southern  Railroad  Company. 

In  regard  to  these  delinquent  roads,  whieh  operate  a  total  of  1,032 
miles,  we  are  taking  such  steps  as  seem  appropriate. 

The  principal  residts  of  the  inquiry  appear  in  table  No.  1 ,  submitted 
herewith.  This  table  shows  by  territorial  regions  the  quantity  and 
cost  of  various  classes  of  fuel  purchased  and  delivered  during  the 
years  1919  and  1920  by  the  large  steam  roads  in  the  United  States. 
In  giving  the  quantities  and  cost  at  mine  the  contract  and  spot  pur- 
chases are  distinguished.  The  cost  delivered  is  also  shown,  without, 
however,  a  separation  of  contract  and  spot  coal.  It  will  be  observed 
that  for  all  regions  the  average  delivered  cost  of  bituminous  coal  was 
$3.15  per  net  ton  in  1919  and  94.13  in  1920,  an  increase  of  98  cents  a 
ton.  At  the  mine,  the  increase  in  the  cost  per  ton  was  66  cents  for 
contract  coal  and  91.70  for  spot  coal.  The  increases  shown  for  the 
New  England  region  di£Per  markedly  from  those  given  above  for  the 
United  States.  The  increase  in  the  delivered  cost  for  bituminous 
coal  in  the  New  England  region  was  92.92  per  net  ton.  The  increase 
in  the  mine  price  of  the  bitmninous  coal  puitdiased  f  (»r  this  region  was 
91.27  per  net  ton,  contract,  and  93.79,  spot. 

Anthracite  coid  djalivered  coat  the  railroads  73  cents  a  net  ton 
more  in  1920  than  in  1019.  Tlie  inorease  in  cost  of  fuel  oil  delivered 
was  33  cents  a  barreL  •       , 

The  territorial  regions  are  Uiose  for.  which  our  operating  statistics 
are  regularly  compiled.  The  principal  roads  included  in  each  are 
shown  in  table  No.  2,  submitted  herewith. 

In  table  No.  2  certam  details  fu:e  presented  regarding  the  bitumi* 

nous  coal  piu'chased  by  individual  roads.    On  account  of  the  space 

required  this  table  has  been  resUicted  to  the  roads  having  annual 

operating  revenues  above  925,000,000.    The  roads  are  arrwged  by 

regions,  and  in  each  case  the  quantity  and  average  price  is  shown  by 

producing  districts  for  each  of  the  years  1919  and  1920. 
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CASES  DISPOSED  OF  BY  THE  COMMISSION  WITHOUT  PRINTED 
REPORT  DURING  THE  TIME  COVERED  BY  THIS  VOLUME. 


I.  ft  8. 1181.  Joint  Rates  Bgrmiii  S«uthsbv  PACifiq  amd  Quur  Coawt  Linat 
Points  (2).  Proposed  omoellatloD  of  rates  and  route*  between  points  on  the 
Sootbem  FtuMe  Co.  and  points  on  tiie  Qnlf  Coast  Lines.  O.  Oiesi&w  for 
Protestants.  F.  A.  LekmA,  E.  B.  Boyd,  A.  O.  Panda,  and  W.  J.  KeUy  tor  r^ 
^Nxidents.    Proceeding  discontinued.  May  9«  1921. 

I.  &  S.  1267.  NiTCHBz-IiOCfisiANA  Ratbs.  Proposed  increases  in  class 
and  conunoditjr  rates  betiveen  Natdies,  Hiss.,  and  New  Orleans,  Baton  Rouge, 
and  otber  Louirtana  points.  B,  O.  fifparftt,  B.  Momttom,  P.  A,  Le§tngw€U,  E.  P. 
Byar$,  W.  M.  Barrow,  J.  B.  Rueker,  L.  P.  l>a$pU,  H,  J.  Pemandex,  L.  B.  Pott$, 
H.  D.  Dn$eoUt  B,  F.  Martin,  and  W.  W.  Martim  for  protestante.  O.  D.  Drauior^ 
P.  A.  Lekmd,  and  B.  B,  AtHntom  tor  respond«its.  Proceeding  discontinued, 
May  la,  1021. 

I.  &  S.  1200.  Class  Rates  to  and  fbom  Mississim  Vaixet  Points.  Rates 
rules,  regulations,  and  practices  of  carriers  in  Mississippi  Valley  territory.  E, 
MouUon,  £.  e.  Cobb,  J.  B.  Rueker,  J.  8.  Davant,  J.  B,  MoOkmlM,  B.  B.  PhOHps, 
/.  R.  AUm  and  Q.  J.  Vitsard  tor  protestants.  E.  A.  dePuniac,  D.  M.  Qoodwyut 
W.  H.  Qrwnl&if,  A.  J.  Chapmam,  H*  B.  WUmm,  O.  Sehonfelder,  B.  R.  OHoer, 
J.  Hmtiendorf,  O.  Barhom,  and  W.  J.  KeUy  for  respondoits.  Proceeding  dis- 
continiied.  May  18, 1021. 

I.  Jb  &  1270.  Joint  Rates  Bstwekn  SouTHSUf  PAotno  and  Gulf  Coaot 
Lines  Points.  Proposed  canc^ation  of  rates  and  routos  between  points  on  the 
Soudiem  Padflc  Co.  and  points  oo  tlie  0nlf  Coast  Lines.  W.  Oraves,  J.  A. 
Morgan,  O.  A.  Bland,  and  P.  0.  Olmrk  tar  protestantsi  H.  M.  Gartoood,  «/.  €. 
Brasher,  J.  A,  BrowH,  and  0.  H.  CMon  tor  respondents.  Proceeding  dlscop* 
tinned,  May  9, 1921. 

I.  &  S.  1286— Na  2.  Cancellation  ot  Joint  TmmiTas  Rates  in  Connection 
with  Quif  ,  MouLB  Jb  NoBTHBBN  R.  R*  Piopossd  cancelation  of  Joint  rates 
wftth  the  Oulf ,  Mobile  &  Nortliem  R.  R.  l^o  appearances  fbr  protestants.  ST.  D. 
Qeoghegan  tot  respondents.    Proceeding  discontinued,  May  9, 1921. 

I.  &  S.  1290.  Class  Rates  noic  Eastern  Points  to  Obebn  Bat,  Wis.,  and 
Othbb  Points.  Proposed  increases  in  class  rates  from  eastern  points  to  Oraen 
Bay,  Wis.,  and  other  points.  W.  B.  MoOomaok  and  W.  F.  Kcrwin  tor  pro- 
testants. No  appearances  tor  respondents.  Proceeding  discontinued,  April  12, 
1921. 

I.  ft  SL  1806.  Obebn  Hajuod  Hides  to  SoxrrBBAsmN  and  Cabolina  Tebu- 
TOBiES.  Proposed  Increased  rates  on  green  salted  hides  to  southeastern  and 
Cari^ina  territories.  W.  O.  Miioh^  O.  8.  Smooi,  and  B.  D.  Rynder  tor  pro- 
testants.   W,  J.  KeUy  for  respondents.    Proceeding  discontinued,  Blay  9,  192L 

I.  ft  S.  1306.  Rough  and  Sawed  Btonb  laoic  BBDk>ED,  Ind.  Proposed  In- 
creased rates  on  rough  and  sawed  stone  from  Bedford,  lad.  O.  O.  OreiohUm 
tor  protestants.  A,  C.  Hultgran  and  A.  C.  Tumy  for  respondents.  Prociseding 
discontinued.  May  9, 1921. 

61 1.  C.  C.  783 
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10775.  United  States  Smelting,  Reiinino  &  Mining  Oo.  v.  Dibbctob  Gkn- 
EBAL  BT  AL.  Rates  on  bullion  and  other  smelter  products  from  Arizona,  Oali- 
fomia,  Idaho,  Montana,  Nevada,  New  Mexico,  Oregon,  Utah,  and  Washington 
to  New  York,  N.  Y.  G,  W.  Cu$Mng  and  Howat,  Marshall,  MaoffUUan  d  Nebeker 
for  complainant  H,  O.  Martin,  E,  P.  Flintoft,  and  R.  V.  Fletcher  tor  defeod- 
ants.    Dismissed  on  request  of  complainant,  April  12, 1921. 

11847.  Galveston,  Habbisbubo  &  San  Antonio  Rt.  Ck>.  ^  al.  v.  S.  L.  Rt. 
Alleges  that '  divisions  are  unjust,  unreasonable,  and  inequitable,  and  afford 
respondent  unreasonable  compensation  for  the  >  service  pecformed  hj  it 
Baker,  Botts,  Parker  d  Oartoood,  J.  M.  King,  J.  W.  Terry,  J.  J.  Herghep, 
O,  H.  Quion,  J,  T.  Oarvin,  J.  O.  Mangham,  J.  T,  Howe,  Thompson,  Barwiee, 
"Wharton  d  Hiner,  and  ff.  Booth  for  oMnplainantB.  A.  M.  Wauph  and  fit.  C. 
Oriffin  tor  defendant    Dismissed  on  request  of  complainants.  May  9, 1921. 

11866.  Omaha  Ohaicbeb  or  Ooicicebcii^  TBAxnO  Bttbbau  «.  O.  &  N.  W.  Rt. 
Oo.  BT  AL.  Rates  on  lumber  and  forest  products  from  points  in  Oregon,  Wash- 
ington, Idaho,  Montana,  and  British  Colunlbia  to  Omaha*  Nebr.  C.  B.  OhOde 
and  8.  Frier  tor  complainant  C.  E.  EhnQuist,  W.  O.  MoCnUouph,  R.  J, 
Knott,  H,  N.  Poebstel,  G.  B.  €arUon,  8.  B.  Houch,  H.  MueUer,  G.  F.  Thomas, 
and  A.  G.  T.  Moore  for  intarvenera  H,  A.  Scandrett  aiid  B,  W.  BeandfreU  for 
defendants.    Ckunplaint  satisfied.    Dismissed  May  9,  lOZL 

1192a  Nolan  Smith  A  Oo.  i?.  DnEBciOB  Genseal  kt  ai..  Rates  on  cattte  from 
Winnipeg,  Manitolm,  to  South  St  Paul,  Mhm.  L,  PetHjohn  tor  oomplainant 
A.  H.  Lossoio  and  T.  M,  Woodward  for  defendants.  Dismissed  for  lack  of 
prosecution,  April  12,  1921. 

11987*  Swift  &Oo.  xtai..v.  A.A.R.R.O0.  btax.  Rulefi  and  regvlatloiis 
requiring  prepayment  in  United  States  currency  of  the  full  amount  of  the 
freight  charges  on  all  shipments  of  fresh  meats,  pa<^ing-house  products,  and 
various  other  conmiodities  shipped  from  points  in  tlie  United  States  to  points 
in  Ganada.  R.  Z).  Rynder  tor  complainants..  C.  A.  Lcmsy  and  B.  J.  Nonie  for 
interveners.  R,  W.  Barrett,  W.  K.  WiUiams,  B.  H,  Widdieomlmt  A.  P.  Hnmikurg, 
A.  H.  Lossow,  J.  R,  Molnemev,  and  J.  21^.  DoDfo  for  defendants.  IHsmissed  on 
request  of  complainants*  Blay  9,  1921. 

12074.  Mitsui  St  Oa  (Ltd.)  9.  Ddboiqe  OBmESAL,  as  Aoamt,  r  ai..  Bates 
on  imported  antimony  regulus  from  Seattia,  Wash.,  to  New  Yorlc,  N.  T.  B,  /. 
Forman  for  complainant  T.  M,  Woodward  tor  detendmits.  Dismissed  on 
request  of  complainant,  April  12,  1921. 

12091.  Gaubobhia  Westbbr  R.  R.  J(  Nat«  Oo.  «.  A.,  T.  J(  S.  F.  Rt.  Go.  r  al. 
Divisions  of  through  rates  on  shipments  of  lumber  from  points  on  complainant's 
line  to  points  on  or  via  lines  of  d^endants.  Bmnbam  d  Ro^hi  tor  complalnaut 
J.  J.  Oeary  and  E,  Weeflake  tor  defendants.  Complaint  satisfied.  DisnUssed 
May  9,  1921. 

12102.  Allsxed  Mnuno  Oo.  rai.1?.  Ii.ftN.  R.R.Os.BrAL.  Transit  prlvi- 
legos  on  cottonseed  products,  rioe  products,  molasses,  and  otlier  Ingredients  at 
Nashville,  Tenn.  T.  M.  Bendermm  for  compiafnsiits.  W.  Bwrper  f6r  defendants. 
Dismissed  on  request  of  complainants,  April  12,  1921. 

1214a  LoswESTHAi.  Oo.  «.  O.  ft  N.  W.  Rt.  Oa  nr  ai..  Bates  on  scrap  metals 
and  rather  from  points  in  Texas  to  Ohicago,  HL  No  appearanees  f6r  oQBi> 
plalnant  A.  B.  Enoch  and  B.  JL  Brashear  tor  defendants.  DIsmlsBed  on  re- 
quest of  complainant,  AprU  12,  1921« 

12194.  Boston  Woqc  I'eadb  Assa  «.B.  *A.B.R.Oo.raIh  Terminal 
facilities,  additions,  extensions,  rates,  diargea,  and  practioss  and  through  routes 
and  Joint  rates  between  all  tra^s,  stations,  snd  sidings  at  Boston,  Mass., 
and  New  York,  N.  Y.    B,  A.  Davis  for  complainant     O.  B.  Femaid,  fr^ 
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tr.  A.  Cole,  and  W.  F.  Everding  for  defendants.  Diamissed  on  request  of 
complainant.  May  9,  1021. 

12217  and  Sub.  No.  1.  Central  Wisconsin  Supply  CJo.  v.  M.,  St.  P.  &  S. 
Stb.  M.  Rt.  Go.  et  al.  Storage  and  demurrage  charges  on  one  carload  of 
lumber  at  Minnesota  Transfer,  Minn,  B,  T,  BaUep  for  complainant  F.  O^ 
Doretif,  R.  J.  Hagman,  and  J,  F.  Finerty  for  defendants.  Complaint  satisfied. 
Dismissed,  April  12, 1021. 

12224  and  Sub.  Nos.  1  and  2.  Bubns  &  Co.  (Ltd.)  v,  C.  &  O.  Rr.  Co.  bt  al. 
Rates  on  cattle  from  TimberviUe,  Caye  Station,  and  Fort  Defiance,  Va.,  to 
Newport  News,  Vs.,  for  export  J.  G.  Hiden  for  complainant  B,  A.,  HotcK' 
kiss,  J,  F.  Finerty,  O.  R.  Webber,  and  C  J.  Rixey  for  defendants.  Complaint 
satisfied.    Dismissed,  April  12, 1021. 

12250.  Sabgeant  Coal  Co.  bt  al  v.  B.  S.  &  N.  Rt.  Co.  bt  al.  Rates  on  coal 
from  Boonville  district,  Ind.,  to  points  in  Illinois,  Wisconsin,  Iowa,  and  Min- 
nesota. O.  B.  Cdrdy,  F.  H,  Harwood,  A,  B.  Hueneryager,  W,  A,  Holley,  and 
C,  P.  Hoy  for  complainants.  O.  MuhPtausen,  P.  V.  Versen,  Q.  H,  Kummer, 
K.  L,  Richnwnd,  W.  A.  Carson,  B.  J.  Rowe,  F.  8,  Reigel,  and  R,  D.  Hunter  for 
defendants.    Dismissed  on  request  of  complainants.  May  0,  1021. 

12200.  Swift  A  Co.  t>.  Dibbctob  Qenbbal  et  al.  Rates  on  car  wheels  to  and 
from  South  Omaha,  Nebr.,  and  Kansas  City,  Mo.  R.  D.  Rynder  for  com- 
plainant JT.  F,  Burgess  and  J.  F.  Finerty  for  defendants.  Complaint  satis- 
fied.   Dismissed,  May  0, 1021. 

12474.  Tkxas  Live  Stock  Shippers  Pbotective  League,  Fort  Worth,  Tex., 
V.  Dikectoe  General,  as  Agent,  et  al.  Minimum  carload  weights  on  stock 
cattle.  B.  D.  Pelton  for  complainant  F,  H,  Wood,  Baker,  Botts,  Parker  d 
Garwood,  M.  O.  Roberts,  T.  J.  Freeman,  O.  TJiompson,  Dabney  d  King,  Thomp- 
son, Barwise,  WTiarton  d  Hiner,  Boyle,  Ezell  d  Orover,  T.  J.  Norton,  F,  E. 
Andrews^  A,  B.  Enoch,  and  J,  F.  Finerty  for  defendants.  Dismissed  on  request 
of  complainant.  May  0.  1021. 

12480.  Auerican  National  Live  Stock  Asso.  et  al.  v.  A.,  T.  &  S.  F.  Rt. 
Go.  ET  AL.  Rates  on  range  or  stock  cattle  from  the  southwest  to  the  grazing 
and  breeding  sections  of  the  northwest.  8,  H,  Cowan,  8.  C.  Rowe,  and  T.  W. 
Tomlinson  for  complainanta  H,  A.  Scandrett,  J,  M.  Souby,  O,  H,  Smith,  A,  C 
Spencer,  E.  E.  Whitted,  J.  Q,  Dier,  T,  J.  Norton,  F.  E,  Andrews,  Thompson, 
Barwise,  Wharton  d  Hiner,  Winston,  8trawn  d  8?iaw,  M,  M,  Joyce,  D,  Evans^ 
F.  O.  Dorety,  R,  J.  Hagman,  R,  H,  Widdicombe,  C.  8,  Burg,  and  A.  P.  Hum- 
burg  for  defendants.    Dismissed  on  request  of  complainants.  March  22,  1021. 

12521.  Clinchtielo  Portland  Cement  Corp.  v.  Director  General,  as  Agent, 
ET  AL.  Rates  on  lime  rock,  in  carloads,  from  Marcem  and  Speers  Ferry,  Va., 
to  Kingsport,  Tenn.  A.  B,  Hayes  for  complainant  0.  J.  Ricpey  and  J.  F. 
Finerty  for  defendants.    Dismissed  on  request  of  complainant.  May  0,  1021. 


TABLE  OV  OASES  DISPOSED  OF  WITHOXrT  PEDTTED  BEPORT. 

Pat«* 

Allfeed  Milling  Co.  v.  L.  &  N.  R.  R.  Co 783 

American  National  Live  Stock  Asso.  «.  A.,  T.  &  ».  F.  Ry.  Co 785 

Ann  A.  R  R.  Co.,  Swift  &  Co.  v 784 

Atchison,  T.  A  S.  F.  Ry.  Co. : 

American  National  Lire  Sto<^  Asso.  v 785 

California  Western  R.  R.  &  Nav.  Co.  v 788 

Boston  &  A.  R.  R.  Co.,  Boston  Wool  Trade  Asso.  t? 784 

Bost<m  Wool  Trade  Asso.  v.  B.  Jb  A.  B.  R.  Co 784 
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Burns  &  CJo.  (Ltd.)  t?.  0.  h  O.  Ry.  Co 785 

California  Western  R.  R.  &  Nav.  Co.  v.  A.,  T.  &  S.  F.  Ry.  Co 784 

Cancellation  of  Joint  Throng  Rates  In  Connection  with  Gulf,  Mobile  & 

Northern  R.  R . 783 

Central  Wisconsin  Supply  Co.  t?.  M.,  St.  P.  &  S.  Ste.  M.  Ry.  Co 785 

Chamber  of  Commerce,  Omaha  TratBc  Bureau  t?.  C.  &  N.  W.  Ry.  Co 7S4 

Chesapeake  &  O.  Ry.  Co.,  Bums  &  Co  (Ltd.)  t? 785 

Chicago  h  N.  W.  Ry.  Co. : 

Loewenthal  Co.  v 784 

Omaha  CHiamber  of  Commerce,  TrafBc  Bureau  v 784 

ClaKS  Rates  from  Eastern  Points  to  Green  Bay,  Wis.,  and  Other  Points 783 

Class  Rates  to  and  from  Mississippi  Valley  Points 783 

Clinchfleld  Portland  Cement  Corp.  v.  Director  G^eral,  as  Agent 785 

Director  General : 

Nolan  Smith  &  Co.  v 784 

Swift  &  Co.  V 785 

United  States  Smelting,  Refining  &  Mining  Co.  v 784 

Director  General,  as  Agent : 

Clinchfleld  Portland  CJement  Corp.  v 785 

Mitsui  &  Co.  (Ltd.)  V 784 

Texas  Live  Stock  Shippers  Protective  League  t? , 785 

Evansville  S.  &  N.  Ry.  Co.,  Sargeant  Coal  Co.  v 785 

Galveston,  Harrisburg  &  San  Antonio  Ry.  Co.  t?.  S.  L.  Ry 784 

Green  Salted  Hides  to  Southeastern  and  Carolina  Territories 783 

Gulf,  Mobile  &  Northern  R.  R.,  Cancellation  of  Joint  Through  Rates  in 

Connection   with 783 

Joint  Rates  between  Southern  Padflc  and  Gulf  Coast  Lines  Points 783 

Joint  Rates  between  Southern  Pacific  and  Gulf  Coast  Lines  Points  (Xo. 

2) 783 

lioewenthal  Co.  r.  C.  &  N.  W.  Ry.  Co 784 

Ix)uisville  &  N.  R.  R.  Co.,  Allfeed  Milling  Co.  t? 784 

Minneapolis,  St  P.  &  S.  Ste.  M.  Ry.  Co.,  Central  Wisconsin  Supply  CJo.  t?—  786 

Mitsui  &  Co.  (Ltd.)  V.  Director  General,  as  Agent 784 

Nntchez-Loulsiana  Rates 783 

Nolan  Smith  h  Co.  i\  Director  (General 784 

Omaha  Chamber  of  Commerce,  Traffic  Bureau  v.  C.  &  N.  W.  Ry.  CJo 784 

Rough  and  Sawed  Stone  from  Bedford,  Ind_ 783 

Sargeant  Coal  Co.  v.  E.  S.  &  N.  Ry.  CJo 785 

Sugar  Land  Ry.,  Galveston,  Harrisburg  &  San  Antonio  Ry.  Co.  v 784 

Swift  &  Co.  r. : 

A.  A.  R,  R.  Co 784 

Director  General 785 

Texas  Live  Stock  Shippers  Protective  League  v.  Director  (SenenU,  as 

Agent 785 

Traffic  Bureau,  Omaha  Chamber  of  Commerce  t?.  C.  &.  N.  W.  Ry.  Co 784 

United  States  Smelting,  Reflntag  &  Mining  C<k  9.  Director  GeDenO. T84 
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REPARATION  GRANTED  UNDER  SUPPLEMENTAL  ORDERS  OF 
THE  COMMISSION  DURING  TIME  COVERED  BY  THIS  VOLUME. 


8682  and  8682  (Sub.  Noe.  1  and  2).  SuLzpsaosa  &  Soira  Ck>.  v.  G^  R.  I.  &  P.  Ry. 
Ck>.  April  12, 1921.  R^aration  for  $8,996*86,  on  sbipments  of  fresh  meats  from 
Kantsas  City,  Kan&»  to  Oklahoma  City,  Okla^  on  account  of  unreasonable  rates. 

9259.  Wichita  Tbatfio  Bvbmjlv  v.  A^  T.  &  S.  F.  Rx  Oo.  AprU  12,  1921. 
Reparation  for  $1,209,64,  on  shipments  of  newsprint  paper  from  Chicago,  111*, 
and  points  taking  the  same  rates,  and  from  points  in  Minnesota  to  Wichita, 
Kans.,  on  account  of  unreasonable  rates. 

9783.  SuMMSSHATs  &  Sons  Co,  t?.  A^  T.  &  S.  F.  Ry.  Co.  April  12,  1921. 
R^aration  for  $1,867.14,  on  shipments  of  dry  hides  and  sheep  pelts  from  Salt 
I.*ake  City,  Utah,  to  Chicago,  111.,  and  Manistique,  Mich.,  on  account  of  unrea- 
sonable and  unduly  prejudicial  rates. 

10320.  Swift  &  Co.  v.  Dibbotob  Gbkebal,  as  Agent.  April  12,  1921.  Repa- 
ration for  $1A4&B4,  on  shipments  of  manure  from  Camp  Sherman,  Ohio,  to 
Parma,  Ohio,  on  account  of  unreasonable  rate. 

11013.  Swift  &  Ca  i?.  S.  P.  Ca  April  12,  192L  Reparation  for  $5,285.88,  on 
sliipments  of  frozen  meat- from  South  San  Francisco,  Calif.,  to  New  York,  N.  T., 
on  account  of  unreasonable  rate. 

11036.  Seaboabd  Bx-Pboduct  Coki  Co.  t\  D.,  L.  &  W.  R.  R.  Co.  April  12, 1921. 
Reparation  for  $18,107.97,  on  shipments  of  coal  from  mines  in  the  Connells- 
ville,  Pa.,  district  to  Seaboard,  N.  J^  on  account  of  unreasonable  rates. 

11039.  RivERTON  Lime  Co.  v.  N.  &  W.  Ry.  Co.  April  12, 1921.  Reparation  for 
$2,166.11,  on  shipments  of  lime  and  lUnettone  at  Carson  (Rtmerton),  Va.,  on 
account  of  unreasonable  interplant  switching  charges. 

11071.  CONGOLEUM  Co.  V,  P.  R.  R.  Co.  April  12, 1921.  Reparation  for  $954.33, 
on  shipments  of  congoleum  from  Marcus  Hook,  Pa.,  to  Oklahoma  City,  Okla., 
on  account  of  unreasonable  rates. 

11152.  HoRD  Alkali  Products  Co.  v,  C,  B.  &  Q.  R.  R.  Co.  April  12,  1921. 
Reparation  for  $15,296.23,  on  shipments  of  slack  coal  from  Sheridan,  Wyo., 
group  of  mines  to  Antioch,  Hoffland,  and  Lakeside,  Kebr.,  on  account  of  unrea- 
sonable rates. 

11249.  Ludlow  Mfg.  Asso.  v.  P.  &  R.  Ry.  Co.  April  12, 192L  Reparation  for 
$351.32,  on  shipments  of  barley  and  culm  coal  from  Mahanoy  and  Shamokin,  Pa., 
districts  to  Ludlow,  Mass.,  on  account  of  unreasonable  rates. 

11280.  Ludlow  Mfg.  Asso.  v.  B.  &  A.  R.  R.  Co.  April  12,  1921.  Reparation 
for  $8,304.27,  on  shipments  of  jute  and  jute  butts  from  Bast  Boston,  Mass.,  to 
Ludlow  Junction,  Mass.,  on  account  of  unreasonable  rate. 

10423  and  10423  (Sub-No.  1).  Miss.  R.  &  B.  T.  Rt.  v.  B.  &  O.  R.  R.  Co.,  and 
St.  Joseph  Lead  Co.  v.  Same.  May  9,  1921.  Reparation  tor  $9,555.88,  on  ship- 
ments of  coal  from  mines  in  southern  Illinois  to  destinations  on  the  M.  R.  & 
B.  T.  Rt.  in  Missouri,  on  account  of  unreasonable  rates. 

10470.  Caivnon  Mfg.  Co.  v.  S.  Rt  .Co.  May  9, 1921.  Reparation  for  $1,830.03, 
on  tobacco  shade  cloth  from  Concord,  K.  C,  to  points  in  Connecticut  and  Massa- 
chusetts, on  account  of  unreasonable  rates. 
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10478, 10608,  and  10008  (8ub-No0.  1,  2,  8,  4,  6,  and  6).  Laxkwood  ESira.  Go.  «. 
N.  T.  C.  R.  R.  Co.,  and  Samk  i7.  B.  &  O.  R.  R.  C3o.  May  0, 1021.  Reparation  for 
$19,618.42,  on  shipments  of  portable  railway  trac^  from  Olerdand,  Ohio,  to 
New  York,  N.  Y.,  Greenville  Piers,  N.  J.,  and  Baltimore,  Hd^  for  export,  on 
account  of  unreasonable  rates. 

10S07.  HousToir  OHAHBsa  of  Commkbos  9.  A.,  T.  k  8.  F.  Rt.  Oo.  May  0, 
1021.  Reparaticm  for  $6,257.60,  on  shipments  of  copra  from  San  Frandfloo  and 
Oakland,  Calif.,  to  Houston  and  Dallas,  Tex.,  on  account  of  unreasonable 
rate. 

10668.  BoLDT  Ck>.  r.  B.  &  O.  R.  R.  Co.  May  0, 1921.  Reparation  fbr  $5,364.7t 
on  shipments  of  glass  sand  from  Ottawa,  IlL,  and  related  points  to  Hnnttngton 
and  West  Huntington,  W.  Ta.,  on  account  of  unreasonable  rates. 

11100  and  11100  (Sub-No.  1).  Lukcns  Steel  Co.  v.  P.  R.  R.  Oo.  May  9, 192L 
Reparation  for  $2,781.66,  on  shipments  of  fluorspar  from  Baltimore  and  Locust 
Point,  Md.,  to  Coatesville,  Pa.,  on  account  of  unreasonable  rate. 

11195.  Ohio  Ccties  Gas  Oo.  v.  O.  R.  R.  Co.  of  N.  J.  May  9,  1921.  Repara- 
tion for  $2,004.63  on  shipments  of  sulphuric  or  sludge  add  from  Cabin  Creek 
Junction,  W.  Va.,  to  Carteret,  N.  J.,  on  account  of  unreasonable  rates. 

11208.  Condon  Baking  Co.  t.  A.  C.  L.  R.  R.  Co.  May  9, 1921.  Reparation  isx 
$547.03,  on  shipments  of  building  tile  and  cement  from  North  Charleston  Port 
Terminals,  S.  C,  to  Charleston,  S.  C,  on  account  of  unreasonable  rates. 

11277.  OzABK  Ref.  Co.  t?.  C,  R.  I.  &  P.  Rt.  Co.  May  9,  1921.  Reparation 
for  $204.98,  on  shipments  of  oil  from  Billings,  Okla.,  to  Fort  Smith,  Ark^  on 
account  of  unreasonable  rate. 

11874.  Chapin-Sacks  Mfg.  Co.  t.  Dibectob  Genebal.  May  9,  1921.  Repara- 
tion for  $453.63,  on  shipments  of  ice  from  Lancaster,  Pa.,  to  Washington,  D.  C, 
on  account  of  unreasonable  rate. 

11400.  Atlantic  Ref.  Co.  i?,  P.  R.  R.  Co.  May  9,  1921.  Reparation  for 
$1,358.62,  on  shipments  of  naphtha  firom  Ontario  Street  Station  to  Point  Breeie 
Station  in  Philadelphia,  Pa.,  on  account  of  unreasonable  rate. 

Note. — ^The  amount  of  reparation  awarded  in  the  above  cases  aggregates 
$107,612.08. 

ei  I.  a  c. 


TABLE  OF  COMMODITIES. 


[Tho  number  Id  parentheses  after  citation  indicates  where  commodity  is  constdeved.] 

Acid,  Sludge.    Coffey ville,  Kans.,  from  Arkansas  City,  Eldorado,  Augusta,  and 

Wichita,  Kans.,  la 
Acid,  Spent  Sulphuric.     Coffeyville,  Kans.,  from  Arkansas  City,  Eldorodo, 

Augusta,  and  Wichita,  Kans.,  18. 
Acid,  Sulphubic: 

Charlotte,  N.  C,  to  Greenville,  S.  C,  and  Selma,  N  .C,  473. 
Official,  southern,  and  western  classification  territories.    Charges  for  return 
transportation  of  unloaded  portions,  432. 
Alcohol,  Wood.    Ashland,  Wis.,  to  Detroit,  Mich.,  405. 
Anodes,  Copper.    San  Francisco  and  Oakland,  Calif.,  from  Garfield  Smelter  and 

International,  Utah,  and  McGill,  Nev.,  374. 
Ash,  Soda: 

Alkali,  Ohio,  to  Ohio,  Indiana,  Illinois,  Kentucky,  and  Pennsylvania,  559. 
Saltville,  Va.,  to  c^itral  territory,  559. 
Asphalt,  Liquid.    Mereaux,  La.,  to  Milwaukee,  Wis.,  420. 
Asphaltum.    Jersey  Avenue  Station,  Jersey  City,  N.  J.,  from  Bayonne,  Con- 

stable  Hook,  and  Warners,  N.  J.,  54. 
Automobile  Parts.    Detroit,  Mich.,  to  San  Francisco,  Calif.,  366. 
Baggage,  Excess  : 

Arizona.    Increase  in  rates,  572. 
Montana.    Increase  in  rates,  500. 
North  Dakota.    Increase  in  rates,  504  (513). 
Bags,  Secondhand.    San  Francisco,  Calif.,  to  Rupert,  Idaho,  475. 
Barrels^  Wooden  Truck,    Norfolk,  Va.,  to  Charleston,  S.  C,  664. 
Bars.     Grand  Crossing  and  Chicago,  111.,  and  Ellwood  City,  Leechburg,  and 

Pittsburgh,  Pa.,  to  San  Francisco,  Calif.,  or  Seattle,  Wash.,  for  export,  64. 
Berries,  Fresh.    Diversion  and  reconsignment  rules,  385. 
Blister,  Copper.     San  Francisco  and  Oakland,  Calif.,  from  Garfield  Smelter 

and  International,  Utah,  and  McGlll,  Nev.,  374. 
Board,  Chip.    Whlppany,  N.  J.,  to  Communlpaw  Station,  Jersey  City,  N.  J.,  483. 
Board,  Wall.    Greenville,  Mis&,  to  Monroe,  La.,  203 

Boilers:  ^ 

Burkbumett,  Tex.,  to  Gahagan,  La.,  164. 

Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  Bum- 
side,  Ky.,  10.  ,  .    . 
Boilers,  Old.    Carson,  La.,  to  St  Louis,  Mo.,  29. 
Bolts,  Wood.    Idaho,  Oregon,  and  Washington  to  and  from  Idaho,  Oregon,  and 

Washkigton,  159. 
Brick: 

Great  Falls,  Mont.,  to  Wyoming,  178. 

Ohio  River  crossings  to  and  from  Cumberland  River  landiug^i  via  P>urn^de, 
Ky.,  10. 
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Buck,  Fibe.    Quinton,  Okla.,  from  St  Louis  and  Mexico,  Mo.,  43. 

Bbimstone.    Canton  docks,  Baltimore,  Md.,  to  Gibbstown  and  Carney's  Poliit» 

N.  J.,  605. 
Bullion,  Copf^b.    San  Francisco  and  Oakland,  Calif.,  from  Garfield  Smelter 

and  International,  ntab,  and  McGlU,  Nev.,  374. 
Butteb: 

Dnluth,  Minn.,  to  Buffalo,  N.  Y.    Refk'igeration,  260. 
Illinois,  Indiana,  Iowa,  Michigan,  and  Ohio  to  interstate  destinations,  183. 
Butter,  Cocoa.    Salt  Lake  City,  Utah,  from  New  York  and  Brooklyn,  N.  Y.,  and 

Philadelphia,  Pa.,  113. 
Cake,  Sai,t.    International  Falls,  Minn.,  from  Newell,  Pa.,  and  Hegewisch  and 

West  Hanmiond,  IlL,  403. 
Cakes,  Copper.    San  Francisco  and  Oakland,  Calif.,  from  Garfield  Smelter  and 

International,  Utah,  and  McGill,  Nev.,  374. 
Canned  Goods.    Ohio  River  crossings  to  and  from  Cumberland  River  landings, 

via  Bumside,  Ky.,  10. 
Cantaloupes.    Horatio,  Ark.,  to  New  Orleans,  La.    Express,  347. 
Car-Plates,  Steel.    Indiana  Harbor,  Ind.,  to  Michigan  City,  Ind,,  526. 
Carriers,  Empty  Beer.    Tulsa,  Okla.,  to  Denver,  Colo.,  61. 
Cars,  Cane.    Mississippi  from  Texas,  518  (522). 
Cars,  Logging.    Mississippi  from  Texas,  518  (522). 
Cases,  Egg.    Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via 

Burnside,  Ky.,  10. 
Cathode,  Copper.  »San  Francisco  and  Oakland,  Calif.,  from  Garfield  Smelter  and 

International,  Utah,  and  McGill,  Nev.,  374. 
Cattle,  Range.    Rock  Springs,  Wyo.,  to  Storey,  Calif.,  671. 
Cement.   Mason  City,  Iowa,  to  North  Dakota  and  Minnesota,  613. 
Chassis  Parts.    Bee  Automobile  Parts. 

Cheese.     Illinois,  Indiana,  Iowa,  Michigan,  and  Ohio  to  interstate  destina- 
tions, 183. 
Class  and  Commodity  Rates: 

Arkansas,  Oklahoma,  Louisiana,  and  Texas  to  and  from  eastern  and  soatb- 

eastern  points,  518. 
Atlantic  seaboard  territory  to  Texas,  740. 

La  Crosse,  Wis.,  from  trunk  line,  New  England,  and  central  territories,  289. 
Michigan  City,  South  Bend,  Mishawaka,  Elkhart,  Goshen,  and  Nappanee, 

Ind.,  to  and  from  eastern  trunk  line  and  New  England  territories,  67. 
Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  Bum- 
side,  Ky.,  10. 
Pacific  coast  cities  and  Intermountain  territory  from  points  east  of  Rocky 
Mountains,  226. 
Olabs  Ratks.   Nashville,  Tenn.,  to  and  from  other  southeastern  points,  308. 
Clat,  Fire: 

Great  Falls,  Mont,  to  Wyoming,  178. 
Quinton,  Okla.,  from  St  Louis  and  Mexico,  Mo.,  43. 
Oloth,  Hair  Press: 

Southeast  from  Houston,  Tex.,  and  to  and  from  points  In  the  southeast,  1. 
Texas  and  the  southeast  from  Boston,  Mass.,  New  York,  N.  Y.,  Philadelphia, 
Pa.,  and  related  points,  1. 
Gloth,  Wool  Press  : 

Southeast  from  Houston,  Tex.,  and  to  and  from  points  in  the  southeast,  1. 
Texas  and  the  southeast  from  Boston,  Mass.,  New  York,  N.  Y.,  Philadelphia, 
Pa.,  and  related  points,  1. 

tlLCO. 
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CoAi.: 

Ftfiimore  Junction,  Fort  Bdwafd,  Hudson  FallB,  Saratoga,  Fort  Tlcon- 
deroga.  Crown  Point  Whitehall,  and  Port  Henry,  N.  Y.    Demurrage,  424. 
Harriaonburg,  Va.    Switching,  687. 
Hillsboro,  III    Switching,  485. 
Kantncky  mines  to  Oeorgia,  Alshfima,  Florida*  Tennessee,  Virginia,  North 

Carolina,  and  South  Carolina,  80. 
Kentucky  mines  to  Jackson,  Mich.,  097. 
Piper,  Ala.,  to  Grasselli,  Ala.,  668. 
Pittsburgh,  Pa.,  753. 
CkiAL,  BrruMiKous: 

HlinolB  mines  to  Ohio  and  Biichigan,  105. 

Kentucky  mines  to  Toledo,  Ohio,  for  transhipment  by  lake,  394. 
Ohio  and  Pennsylvania  mines  to  various  destinations.    Divisions,  272. 
Springfield,  Mo.,  from  Belleville,  Benton,  Duquc^  Muri^ysk>oro,  and  other 
Illinois  points,  Quinnlmont,  W.  Ya^  and  Lily,  Pa.,  296. 
Coal,  LiGNm.*  North  Dakota.    Increase  in  rates,  504  (506). 
Goal,  Railboao  Fuel.    Increased  cost  to  railroads,  761. 
CoKil    Harrisonburg,  Va.    Switching,  667. 
GoicicoDmr  Rates: 

El  Paso,  Tex.,  to  north  Pacific  coast  points,  689. 
El  Paso,  Tex.,  from  Wyoming,  Colorado,  and  New  Mexico,  689. 
Compounds,  Scouring.     Cincinnati,   St.  Bernard,  and  Ivorydale,  Ohio,   Port 
Ivory,  N.  Y.,  Weehawken  and  Jersey  City,  N.  J.,  St  Louis  and  Kansas  City, 
Mo.,  Kansas  City,  Kan&,  Louisville,  Ky.,  and  Chicago,  in.,  to  the  south- 
east, 700. 
CoHNBcnoNs  PiPiL    Mlssissippl  River  crossings  ta  Iowa,  580. 
COPPEB,  Bab,  Piq,  and  Unrefined.     San  FrancisCo  and  Oakland,  Calif.,  from' 

Garfield  Smelter  and  International,  Utah,  and  McGill,  Nev.,  874. 
Copra.    Rolling  Fork,  Miss.,  to  New  Orleans,  La.,  627. 
Corn.     Ohio  River  crossings  to  and  from  Cumfoerlaiid  Birer  landings,  via 

Burnside,  Ky.,  10. 
Cotton: 

Axizona  to  Massachusetts,  Connec^cut,  Rhode  Island,  and  Pennsylvania,- 

467. 
Jackson,  Tenn.,  to  Cordova,  Ala.,  125. 
Couplings,  Pipe.    Mississippi  River  crossings  to  Iowa,  580. 
C^EAM.    Arizona.    Increase  in  rates,  572. 

Dairy  Products.    Duluth,  Minn.,  to  Buffalo,  N.  Y.    B^Hseration,  260. 
Dobhs.    Quinton,  Okla.,  from  St  Louis  and  Mexioo,  Mol,  4S. 
Boos: 

Duluth,  Minn.,  to  Buffalo,  N.  Y.    Refrigeration,  260. 
Illinois,  Indiana,  Iowa,  Michigan,  and  Ohio  to  interstate  destinattons,  188. 
Bnoines.    Ohio  River  crossings  to  and  from  Oumberlaiid  Blvier  landings,  via 

Burnside,  Ky.,  la 
Fittings,  Pipe: 

Mississippi  River  crossings  to  Iowa,  590. 
Okmulgee,  Okla.,  to  Illinois,  Missouri,  Kansas,  and  Texas,  33. 
Wichita  Falls,  Tex.,  to  Qahagan,  La.,  164. 
Flour: 

Arizona.    Increase  in  rates,  572  (578). 

Omaha,  South  Omaha,  and  Nebraska  Oity,  Nebr.,  and  Oouncil  Blafls,  Iowa, 
to  Duluth,  Minn.,  Superior,  Wis.,  and  other  pointer  B^« 
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Flxtes,  Sboondhand  BonjcB.    Port  Arthur,  Tex.,  to  St  Louis,  Mo.,  29. 
Flux.  Arizona.    Increase  in  rates,  572  (581). 
FQBE8T  Pboduots  : 

Lonisville,  Ky.,  and  Memphis,  Tenn.,  from  the  south  and  southwest,  Czan- 

sitted  and  reshipped  to  various  points,  132. 
Washington  to  various  destinations,  408. 
Fruit: 

Diversion  and  reconsignment  rules,  385. 

Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  Bumaldc, 
Ky.,  10. 
Fbuits,  Citbus.    Florida  to  various  destinations.    Refrigeration,  438. 
Fbuits,  Fbesh.    Los  Angeles  and  San  Francisco,  Calif.,  to  Bisfoee  and  Douglas, 

Ariz.,  623. 
Fuel,  'Rahsoad,    Increased  cost  to  railroads,  761. 
Gbnkbatqbs,  BLEOTSia  Burkbumett,  Tex.,  to  Gahagan,  La.,  164. 
Glasses,  Jelly.   Oklahoma  and  Texas  to  Louisiana,  Mississippi,  Tennessee,  Koi- 

tucky,  Arkansas,  and  Alabama,  733. 
Grain: 

Cairo,  IlL,  from  Illinois,  Iowa,  Nebraslca,  and  Missouri,  219. 
Cold  Springs,  Okla.    Car  distribution,  192. 
North  Dakota.    Increase  in  rates,  504  (508). 

Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  Bum- 
Side,  Ky.,  10. 
Omaha,  South  Omaha,  and  Nebraska  City,  Nebr.,  and  Council  Bluffs,  lowm, 

to  Duluth,  Minn.,  Superior,  Wis.,  and  other  points,  307. 
St  Louis,  Mo.,  to  Indiana  and  Kentuclsy,  256. 
St.  Louis,  Mo.,  to  Louisville,  Ky.,  and  Cincinnati,  Ohio,  256. 
GftAlN  Pboduots.    Ohio  River  crossings  to  and  from  Cumberland  River  landings, 

via  Burnside,  Ky.,  10. 
Gbavel.    Arizona.    Increase  in  rates,  572  (581). 
HANDLsa    Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via 

Burnside,  Ky.,  10. 
Hay.    Covington,  Ky.    Demurrage,  658. 
Hides.    Oklahoma  City,  cn^la.,  Fort  Worth,  Tex.,  and  other  points  to  eastern 

points,  518  (523). 
Hides,  Gbeen  Salted.    Rockford,  Mich.,  from  Chicago,  111.,  and  Racine  and  Mil- 
waukee, Wis.,  350 . 
Ice.    Jacksonville,  Fla.,  to  Atlanta,  Ga.,  111. 
Implements,  AoBicnLTURAL.     Ohio  River  crossings  to  and  from  Cumberland 

River  landings,  via  Burnside,  Ky.,  10. 
Ingots,  Copper.    San  Francisco  and  Oakland,  Calif.,  from  Garfield  Smelter  and 
International,  Utah,  and  McGiU,  Nev.,  374. 

IBON  ABTiCLES. 

Grand  Crossing  and  Chicago,  IlL,  and  Ellwood  City,  Leechburg,  and  Pitts- 
burgh, Pa.,  to  San  Francisco,  Calif.,  or  Seattle,  Wash.,  for  export,  64. 
Louisiana  from  Galveston  and  Houston,  Tex.,  270. 

Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  Burnside^ 
Ky.,  10. 
IBON,  Band.   Grand  Crossing  and  Chicago,  IlL,  and  Ellwood  City,  Leechburg,  and 

Pittsburgh,  Pa.,  to  San  Francisco,  Calif.,  or  Seattle,  Wash.,  for  export,  64. 
Ibon,  Scbap: 

Detroit,  Mich.,  to  Granite  City,  IlL,  and  St  Louis,  Mo.,  21. 
St  Louis,  Mo.,  fiwm  Port  Arthur,  Tex.,  and  Carson,  La.,  29. 
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Jabs,  Glass  Fbuit.    Oklahoma  and  Texas  to  Louisiana,  Mississippi,  Tennessee, 

Kentucl^y,  Arkansas,  and  Alabama,  733. 
Kale.    Increased  weights,  586. 

Oregon  to  California,  397. 

Portland,  Oreg.,  to  San  Francisco  and  other  California  points,  18S. 
Lettucs.    Increased  weights,  586. 
Limestone: 

Jamesville,  N.  Y.,  to  Solvay,  N.  Y.,  86. 

Williamson,  Pa.,  to  Midland,  Pa.,  66. 
LiifESToifE,  Obound.    Bedford,  Ind.,  to  Streator,  111.,  51. 
LiNTCBS,  Cotton,  Uncompbessed.    Lonisyille,  Ky.,  to  Atlanta,  Ga..  736. 

LiTHOPONE : 

Mineral  Point,  Wis.,  to  Kansas  City,  Mo.,  and  St.  Paul  and  Minneapolis, 

Minn.,  208. 
St.  Louis,  Mo.,  Peoria  and  Chicago,  111.,  and  Mississippi  River  points  to 
and  from  Kansas  City,  Mo.,  Omaha,  Nebr.,  Sioux  City,  Iowa,  and  Sioux 
Falls,  S.  Dak.,  208. 
lAvm  Stock  : 

Arizona.    Increase  in  rates,  572  (580). 
Chicago,  111.    Loading  and  unloading,  228. 
North  Dakota.    Increase  in  rates,  504  (508). 
Logs: 

Baltimore,  Mich.,  to  Oconto  and  StUes,  Wis.,  496. 
Louisiana  points.    Loading  and  unloading,  211. 
Oregon  to  California,  3d7. 
Logs,  Habdwood.    Mississippi  to  Dyersburg  and  Trimble,  Tenn.,  855. 
Lumbbk: 

Arizona.    Increase  in  rates,  OT2  (579). 

EasAe,  Colo.    Demurrage,  48. 

Louisville,   Ky.,   and   Memphis,   Tenn.,  from   the   south   and   southwest, 

transited  and  reshlpped  to  various  points,  132. 
Newark,  N.  J.        Creosotlng  in  transit,  145. 
Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  JBum- 

side,  Ky.,  10. 
Oregon  to  California,  397. 
Washington  to  various  destinations,  408. 
Lumber,  Fib.    Portland,  Oreg.,  to  San  Francisco  and  otlier  California  points, 

186. 
LuMBEB,  Hemlock: 

Boyne  City,  Mich.,  to  Pennsylvania,  661. 

Portland,  Oreg.,  to  San  Francisco  and  other  California  points,  185. 
Lumber,  Oak.    Huntlngburg,  Ind.,  to  Dayton,  Ohio,  678. 
Lumber,  Pime.    AutaugavUie,  Ala.,  to  western  trunk  Hue,  central,  and  trunk 

line  territories,  Mississippi,  Tennessee,  and  Kentucky,  563. 
Lumber  Pboducts.    Knoxo,  Miss.,  to  Louisiana,  T^messee,  Kattucky,  Wis- 
consin, Minnesota,  Iowa,  and  Missouri,  and  central  and  eastern  trunk 
line  territories,  485. 
LuMBm,   Yellow   Pine.    Knoxo,  Mis&,  to  Louisiana,  Tennessee,  Kentucky, 
Wisconsin,  Minnesota,   Iowa,   and  Missouri,  and  central  and  eastern 
trunk  line  territories,  485. 
Machinery.    Ohio  River  crossings  to  and  from  Cumberland  River  landings, 
via  Bumside,  Ky.,  10. 
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Manks,  Oaioels'.    VancouTer,  British  Columbia,  to  New  York,  N.  Y^  88d. 

Manubb,  Stable.    Gamp  Sherman,  Ohio,  to  Parma,  Ohio,  567. 

Mabl,  Wet.    Spring  Harbor,  Mich.,  to  Union  City,  Mich.,  169. 

Mattb,  Coffer.    San  Francisco  and  Oakland,  Calif.,  from  Garfitid  Smelter  and 

International,  Utah,  and  McGill,  Nev.,  374. 
Meal,  Alfaupa.    Rupert,  Idaho,  to  Utah,  Oregon,  N^raska,  MiaBoart,  UUiioii, 

Tennessee,  New  York,  and  Virginia,  475. 
Meat,  Fresh: 

Cairo,  111.,  and  Ohio  River  crossings  to  the  southeast,  610. 
Jacksonville  and  Florida  Transfer,  Fla.,  to  Tampa,  and  otlier  Fknri^ 
points,  originating  in  western  territory,  461. 
Meats,  Salted.    Jacksonville  and  Florida  Transfer,  Fla.,  to  Tampa  and  otiier 

Florida  points,  originating  in  western  territory,  461. 
Melons.    Diversion  and  reconsignment  rules,  385. 
Milk.    Arizona.    Increase  in  rates,  572. 
Milk,  Evapobated.  ^  Wisconsin  and  Indiana  to  New  Orleans,  La.*  and  Mobile; 

Ala.,  for  export,  695. 
Molasses,  Blackstrap: 

Mobile,  AJa.,  to  Cudahy,  Wis.,  107. 

Norfolk,  Ya.,  from  New  York,  N.  Y.,  and  Philadelphia,  Pa.,  788. 
Molybdenum.    Climax,  Colo.,  to  points  on  and  east  of  Missouri  River,  via  Den- 
ver, Colo.,  369. 
Nails.    Grand  Crossing  and  Chicago,  111.,  and  EUwood  City,  Leechburg,  and 

Pittsburgh,  Pa.,  to  San  Francisco,  Calif.,  or  Seattle,  WaslL,  for  export,  64. 
Oil.    Pittsburgh,  Pa.     Switching,  655. 
Oil,  Coal  Tab.    Chattanooga,  Tenn.,  to  Solvay,  N.  Y.,  729. 
Oil,  Coconut.    Charleston,  S.  C,  to  Savannah,  Ga.,  454. 
Oil,    Peanut,    Soudificd.    Atlanta,    Ga.,    to   Memphis,   Tenn.,   Chicago,    HL, 

Harvey,  La.,  Boston,  Mass.,  and  Jersey  City,  N.  J.,  457. 
Oil,  Soya-Bean,  Soudibied.    Atlanta,  Ga.,  to  Memphis,  Tenn.,  Chicago,  lU^ 

Harvey,  La.,  Boston,  Mass.,  and  Jersey  City,  N.  J.,  457. 
Oil- Well  Supplies.    Burkbumett,  Tex.,  to  Mansfield  and  Gahagan,  La.,  104. 
Onions.    Diversion  and  reconsignment  rules,  885. 
Obb,  Coppeb.    Arizona.    Increase  in  rates,  572  (580). 
Obe,  Ibon: 

Pohatcong  Railroad  interchange  tracks,  near  Oxford  Furnace,  N.  J.,  to 

Oxford  Furnace,  N.  J.,  16. 
Roanoke,  Ya.    Demurrage,  200. 
Obe,  Zinc.    La  Salle  and  Peru*,  111.,  from  Joplin,  Mo.,  Miami,  Okla.,  and  Platte- 

vUle,  Wis.,  districts,  82. 
Outfits,  Oil  Well.    Burkburnett,  Tex.,  to  Mansfield  and  Gahagan,  La.,  164. 
Oxide,  Zinc.    Mineral  Point,  Wis.,  to  Kansas  City,  Mo.,  and  St  Paul  and 

Minneapolis,  Minn.,  208. 
Pagionq-Housb  Pboducts.    Ottumwa,  Iowa,  to  Memphis,  Tenn.,  15S. 
Papeb,  Newspbint.    Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Bfinne- 

sota,  Wisconsin,  and  Michigan  to  the  west  and  southwest,  700. 
Pelts.    Oklahoma  City,  OkUu,  Fort  Worth,  Tex.,  and  other  points  to  eastern 

points,  518  (523). 
Petbolatum.    Petrolia,  Pa.,  to  Memphis,  Tenn.,  via  Otdo  River  crossliigs  and 

Potomac  Yard,  Ya.,  107. 
Pbtbolsum.    Blue  Island,  111.,  to  Illinois,  Wisconsin,  fiiichigan,  and  Indiana, 

668. 
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PanoLiDiff  PB0OU0T8.    Blue  Idand,  IlL,  to  niinois.  Wisconsin,  Michigin,  and 

Tnrtlsns,  668. 
Pnnumxs,  PmcvnED.    Boston,  Man.    Domestic  storage  diaiges^  8S. 
PzR,  Oast  Ibon.    Oklahoma  from  Birmtngfiam,  Ala.,  Chattanooga*  Teon^  and 

other  sontheastem  points,  618  (628). 
Pxrc,  Wbought.    Oklahoma  from  Birmingham,  Ala^  Ohattanooga.  Tenn.*  and 

other  southeastern  points,  618  (628). 
'Pirm,  WkouoarlKMr: 

Mississippi  River  crossings  to  Iowa,  680L 
Oklahoma  to  Texas,  88. 
Wichita  Falls,  Teot.,  to  Gataagan,  La.,  164. 
PiPi,  Wbohqht  Stbel.   Mississiiipi  Blrer  crossings  to  Iowa,  680i 
Pitch,  Fubl,  Paving,  and  Roorma.    OfDcial  classification  territory,  710. 
Poles,   Ibon   Eubctbic   Railway,   Tbixobafh,   aiid  Tdxphonb.     Mississippi 

River  crossings  to  Iowa,  680. 
Fotcs,  Stbel  Elboiuo  Railway,  Tclbqbaph,  and  TblcphoMb.     Mississippi 

River  crossings  to  Iowa,  680. 
Posts,  Gbulb  FmcB.   Oregon  to  Oallfomia,  807. 

POTATOOS: 

Diversion  and  reconsignment  mles,  886. 

Minnesota  and  Wisconsin  to  trunk  line  and  Texas  common-point  terri- 
tories.  Rates  and  car-rental  charges,  680. 
Qnamba,  Minn.,  to  various  destinations.    False  floors,  616^ 
Rnpert,  Idaho,  to  Albaqnerque^  N.  Mex.,  476. 

POXTLTBY,  DBSSSKD  : 

Cairo,  IlL,  and  Ohio  River  crossingB  to  the  sontlieast,  610. 
Dnlnth,  Miniu,  to  Buffelo,  N.  Y.    Refrigeration,  260. 

Illinois,  Indiana,  Iowa,  Michigan,  and  Ohio  to  interstate  destinations,  188. 
Jacksonville  and  Florida  Transfer,  Fla.,  to  Tampa  and  other  Florida  pohits, 
originating  in  western  territory,  461. 
PowDBBS,   Olban8ino»   Soap,   AND  WASHING.     Cincinnati,   St   Bemar^,   and 
Ivorydale,  Ohio,  Port  Ivory,  N.  Y.,  Weehawken  and  Jersey  City,  N.  J.,  St 
Lonis  and  Kansas  City,  Mo.,  Kansas  City,  Kans.,  Lonisville,  Ky.,  and  Chicago, 
nL,  to  the  southeast  700. 
PxTLP,  Wood.    Faiimore  Junction,  Fort  Bdward,  Hudson  Falls,  Saratoga,  Fort 
Ticonderoga,  Crown  Point  Whitehall,  and  Port  Henry,  N.  Y.    Demurrage, 
424. 
Rails.    Grand  Crossing  and  Chicago,  IIL,  and  Bllwood  City,  Leechhurg,  and 

Pittsburg^,  Pa.,  to  San  Francisco,  Calif.,  or  Seattle,  Wash.,  for  export  64. 
RasiDOT,  CoppEB.    San  Francisco  and  Oakland,  Calit,  from  Qarfleld  Smelter 

and  Intemati<mal,  Utah,  and  McOilL  Nev.,  874. 
Rock,  Crushed  : 

Ariiona.    Increase  in  rates,  572  (581). 

Leeds,  Mo.,  and  Rosedale,  Kans.,  to  Kansas  and  Missouri,  002. 
Monocacy,  Pa.,  to  Pennsylvania,  Maryland,  Delaware,  and  New  Jersey,  40. 
Rock,  Wr  Phosphate.    Alafla,  Fia.,  to  Agrlcola,  Fla.    Minimum  charge,  751. 
Rope,  Wixe.    Wichita  Falls,  T^.,  to  Gahagan.  La.,  104. 
Rosnv.    Florida  to  Chicago  and  other  pohits  in  Illinois,  St  Paul,  Minneapolis, 

and  other  points  in  Minnesota,  and  point*  in  Wlsconstn  and  Iowa,  28. 
RxTDDOs,  Boat.    Wheeling,  W.  Va.,  to  Wilmington,  N.  C,  843. 
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Detroit,  Mich.,  to  Virginia  and  Tennessee,  669. 

San   Frandsca,  Calif.,   from  Bnrmester  and  Saldnro,  Utah,  and  Reno, 
ijji,   .    Nev.,  58. 

Salts,  Epsom.    Atlanta,  Ga.,  to  Knoxvllle,  Tenn.,  607. 
iSajch)'   Arizona.    Increase  in  rates,  572(581). 
ScoTTBiNo  Compounds.    See  Compounds. 
Sheep.    Cascade,  Mont,  to  Chicago,  111.,  stopped  for  grazing  at  Stone  liake. 

Wis.,  109. 
Shingles.    Eagle,  Colo.    Demurrage,  49. 

Sisal.    New  Orleans,  La.,  to  St.  Louis,  Mo.,  imported  from  Mexico,  341. 
Skins.    Oklahoma  City,  Okla.,  Fort  Worth,  Tex.,  and  other  points  to  eastern 

points,  SUB  (528). 
.Slabs,  Copper.     San  BYancisco  and  Oakland,  Calif.,  from  Qar^d   Smtiter 

and  International,  Utah,  and  McGill,  Nev.,  374. 
Soaps.    Cincinnati,  St  Bernard  and  Ivorydale,  Ohio,  Port  Ivory,  N.  Y.,  Wee- 
hawken  and  Jersey  City,  N.  J.,  St.  Louis  and  Kansas  City,  Mo.,  Kansas  Olty, 
Kans.,  Louisville,  Ky.,  and  Chicago,  111.,  to  the  southeast,  700. 
Soda,  Bicarbonate  of.    Alkali,  Ohio,  to  Ohio,  Indiana,  Illinois,  Kentucky,  and 

Pennsylvania,  559. 
9op4,  Cai;stic: 

Alkali,  Ohio  to,  Ohio,  Indiana,  Illinois,  Kentucky,  and  Pennsylvania,  5S9. 
Saltville,  Va.^  to  central  territory,  559. 
Soda,  Nitrate  of: 

Baltimore,  Md.,  to  Ivorydale,  Ohio,  692. 

East  St.  Louis,  111.,  from  New  York,  N.  Y.,  and  Baltimore,  Md.,  imported 
from  Chile,  399. 
'    Norfolk,  Va.,  and  Baltimore,  Md.,  to  Mlddletown  Junction,  Kings  Biills, 
and  Morrow,  Ohio,  459. 
Sandusky,  Ohio,  from  New  York,  N.  Y.,  and  Baltimore,  Md.,  692. 
*SoDA  Products: 

Alkali,  Ohio,  to  Ohio,  Indiana,  Illinois,  Kentucky,  and  PennsylvaiUa,  55(i. 
Saltville,  Va.,  to  c^tral  territory,  559. 
Spelter.    Peru  and  La  Salle,  HI.,  to  eastern  trunk  line  and  New  Bngland  ter- 
ritories, 92. 
Spinagh.    Increased  weights,  586. 
Spokes,  Club-Turned.    Memphis,  Tenn.,  from  Goodman,  Bentonia,  Yazoo  City, 

and  Valley,  Miss.,  88. 
Stebl  Abtigles: 

Qrand  Crossing  and  Chicago,  IlL,  and  Ellwood  City,  Leechburg,  and  Pitts- 
burgh, Pa.,  to  San  Francisco,  Calif.,  or  Seattle,  Wash.,  for  export,  64. 
Louisiana  from  Galveston  and  Houston,  Tex.,  270. 

Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  Bum- 
side,  Ky.,  10. 
Stone,  Cbushsd.    Monocacy,  Pa.,  to  Pennsylvania,  657. 
Sulphate,  Smeltep.  San  Francisco  and  Oakland,  Calif.,  from  Garfield  Smelter 

and  International,  Utah,  and  McGill,  Nev^  874. 
SuLPHUB.    Sulphur  Mines,  La.,  to  Knoxvllle,  Tenn.,  via  Memphis,  Tenn,  845. 
Sulphub,  Cbupb.    Canton  docks,  Baltimore,  Md.,  to  Gibbstown  and  Carney's 

Point,  N.  J.,  605. 
Swivels.    Wichita  Falls,  Tex.,  to  Gahagan,  La.,  164. 
Tab,  Coal.    South  Bethlehem,  Pa.,  to  Gray's  Ferry,  Philadelphia,  Pa.,  401. 
Tab,  Paving  and  Roofinq.    Official  classification  territory,  710. 
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Tdbs,  Railboad.    Oregon  to  California,  897. 

TnjB,  Hollow  Buildino.    Great  Falls,  Mont.,  to  Wyoming,  178. 

TiMBKB.  Knoxo,  Miss.,  to  Louisiana,  Tennessee,  Kentuclicy,  Wisconsin,  Minne- 
sota, Iowa,  and  Missouri,  and  central  and  eastern  trunk-line  territories,  485. 

TiMBiBs,  MiNuvo.    Oregon  to  California,  897. 

Tops,  Fbxjit  Jab.  Oklahoma  and  Texas  to  Louisiana,  Mississippi,  Tennessee, 
Kentucky,  Arkansas,  and  Alabama,  783. 

Tubes,  Sbcondhand  Boilbb.    Port  Arthur,  Tex.,  to  St  Louis,  Mo.,  29. 

TuMBLKBs.  Oklahoma  and  Texas  to  Louisiana,  Mississippi,  Tennessee,  Ken- 
tucky, Arkansas,  and  Alabama,  738. 

TuBNiNos,  iBoif.    Detroit,  Mich.,  to  Granite  City,  HI.,  and  St.  Louis,  Mo.,  21. 

TuBNnvos,  Stcbl.  Elmira,  N.  Y.,  to  Charlotte,  N.  Y.,  Youngstown  and  Middle- 
town,  Ohio,  and  Johnstown,  Saxton,  and  Brackenridge,  Pa.  Minimum  weight, 
863. 

TiTBPKKTiNB.  Florida  to  Chicago  and  other  points  in  Illinois,  St  Paul,  Minne- 
apolis, and  other  points  in  Minnesota,  and  points  in  Wisconsin  and  Iowa,  23. 

Vbqbtables: 

Diyersion  and  reconsignment  rules,  385. 

Florida  to  various  destinations.    Refrigeration,  438. 

Los  Angeles  and  San  Francisco,  Calif.,  to  Bisbee  and  Douglas,  Ariz.,  823. 

Vbhiclb  Matebial.  Ohio  River  crossings  to  and  from  Cumberland  River  land- 
ings, via  Bumside,  Ky.,  10. 

Vehicle  Pabts,  Self  Pbopelling.    See  Automobile  Parta 

Waooitb.  Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via 
Bumside,  Ky.,  10. 

Watebmelonb.  Ohio  River  crossings  to  and  from  Cumberland  River  landings, 
via  Bumside,  Ky.,  10. 

Wedges,  Mine.    Oregon  to  California,  397. 

Wood,  Fuel.  Idaho,  Oregon,  and  Washington  to  and  from  Idaho,  Oregon,  and 
Washington,  159. 

Wood,  Kindling.    Oregon  to  California,  397. 

Wood,  Pulp: 

Fenimore  Junction,  Fort  Edward,  Hudson  Falls,  Saratoga,  Fort  Ticonderoga, 

Crown  Point,  Whitehall,  and  Port  Henry,  N.  Y.    Demurrage,  424. 
Idaho,  Oregon,  and  Washington  to  and  from  Idaho,  Oregon,  and  Washing- 
ton, 159. 

Zinc,  Chlobidb  of.  Official,  southern,  and  western  classification  territories. 
Charges  for  return  transportation  of  unloaded  portions,  432. 

Zinc,  Rolled  and  Sheet.    Peru  and  La  Salle,  111.,  to  eastern  trunlL  line  and  New 
England  territories,  92. 
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Agricola,  Fla.,  from  Alafia,  Fla.    Minimum  charge  on  wet  pho^hate  rock,  751. 

▲kroQ,  Ohio,  from  Saltville,  Va.    Soda  products,  559  (561). 

Alabama  from  Cincinnati,  Ivorydale,  and  St  Bernard,  Ohio,  Port  Ivory,  N.  T., 

« 

Weehawken  and  Jersey  City,  N.  J.,  St.  Louis  and  Kansas  City,  Mo.,  Kansas 

City,  Kans.,  Louisville,  Ky.,  and  Chicago,  IlL    Soaps,  washing,  cleansing,  and 

8oap  powders  and  scouring  compounds,  700. 
Alabama  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Alabama  from  Kentucky  mines.    Coal,  80. 
Alabama  from  Oklahoma  and  Texas.     Glass  fruit  Jars,  fruit-Jar  tops.  Jelly 

glasses,  and  tumblers,  733. 
Alalia,  Fla.,  to  Agricola,  Fla.    Minimimi  charge  on  wet  phosphate  rock,  751. 
Albany,  N.  T.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Albany,  Wia,  to  New  Orleans,  La.,  and  Mobile,  Ala.,'  for  export    Bvaporated 

milk,  605  (606). 
Albany  Landing,  Ky.,  to  and  from  Ohio  River  crossings,  via  Bumside,  Ky.    Rail- 

and-water  class  and  commodity  rates,  10. 
Albuquerque,  N.  Mex.,  from  all  points  east  of  the  Rocky  Mountains.    Class  and 

commodity  rates,  226. 
Albuquerque,  N.  Mex.,  from  Rupert,  Idaho.    Potatoes,  475. 
Alkali,  Ohio,  to  Ohio,  Indiana,  Illinois,  Kentucky,  and  Pennsylvania.    Soda 

products,  559. 
Arizona.    Increase  in  rates,  fkres,  and  charges,  572. 
Arizona  to  Massachusetts,  Connecticut,  Rhode  Island,  and  Pennsylvania.    0)t- 

ton,  467. 
Arkansas  to  and  from  eastern  and  southeastern  points.    Class  and  commodity 

rates,  518. 
Arkansas  to  Louisville,  Ky.,  and  Memphis,  Tenn.,  transited  and  reshipped  to 

various  points.    Lumber  and  forest  products,  132. 
Arkansas  from  Oklahoma  and  Texas.    Glass  fruit  Jars,  fruit-Jar  tops,  Jdly 

glasses,  and  tumblers,  733. 
Arkansas  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin, 

Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Arkansas  City,  Kans.,  to  Coffeyville,  Kan&    Spent  sulphuric  or  sludge  acid,  18. 
Ashland,  Wis.,  to  Detroit,  Mich.    Wood  alcohol,  405. 
Athena,  Fla.,  to  Chicago  and  other  points  in  Illinois,  St  Paul,  Minneapolis,  and 

other  points  in  Minnesota,  and  points  in  Wisconsin  and  Iowa.    Rosin  and 

turpentine,  23. 
Atlanta,  Ga.,  from  Jacksonville,  Fla.    Ice,  111. 
Atlanta,  Ga.,  to  Knoxville,  T^m.    Epsom  salts,  607. 
Atlanta,  Ga.,  from  Louisville,  Ky.    Uncompressed  cotton  linters,  736. 
Atlanta,  Ga.,  to  Memphis,  Tenn.,  Chicago,  lU.,  Harvey,  La.,  Boston,  Mass.,  and 

Jersey  City,  N.  J.    Solidified  soya-bean  and  peanut  oil,  457. 
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Atlantic  seaboard  territory  to  Texas.    Class  and  commodity  rates,  740. 
Augusta,  Ga.,  to  Nashville  and  Memphis,  Tenn.,  Ohio  River  crossings,  and  St 

Louis,  Mo.    Class  rates,  908  (336). 
Augusta,  Kans.,  to  CoffeyviUe,  Kans.    Spent  sulphuric  or  sludge  acid,  18. 
Autaugaville,  Ala.,  to  western  trunk  line,  central  and  trunk  line  territories, 

Mississippi,  Tennessee,  and  Kentucky.    Pine  lumber,  563: 
Baltimore,  Md.,  to  East  St.  Louis,  111.,  imported  from  Cliile.    Nitrate  of  soda, 

899. 
Baltimore,   Md.,   to  Middletown   Junction,   Kings  Mills,   and  Morrow,   OlUo. 

Nitrate  of  soda,  459. 
Bcdtimore,  Md.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Baltimore,  Md.,  from  Oklahoma  City,  Okla^  Fort  Worth,  Tex.,  and  other  points. 

Hides,  pelts,  and  skins,  518  (523). 
Baltimore,  Md.,  to  Sandusky  and  I  very  dale,  Ohio.    Nitrate  of  soda,  692. 
Baltimore,  Md.,  to  and  from  Washington,  b.  C.    Ck)mmutatlon  tickets,  677. 
Baltimore,  Md.  (Canton  docks),  to  Gibbstown  and  Carney's  Point,  N.  J.    Grade 

sulphur,  605. 
Baltimore,  Mich.,  to  Oconto  and  Stiles,  Wis.    Logs,  496. 
Bartlett,  111.,  to  Ohio  and  Michigan.    Bituminous  coal,  195. 
Bayonne,  N.  J.,  to  Jersey  Avenue  Station,  Jersey  City,  N.  J..   Asphaltum,  54. 
Beach,  N.  Dak.,  from  Mason  City,  Iowa.    Cement,  613. 
Bedford,  Ind.,  from  St.  Louis,  Mo.    Grain,  256. 
Bedford,  Ind.,  to  Streator,  IlL    Ground  limestone,  51. 
Belleville,  111.,  to  Springfield,  Mo.    Bituminous  coal,  296.  ^ 

Benton,  111.,  to  Springfield,  Mo.    Bituminous  coal,  296. 
Beutonia,  Miss.,  to  Memphis,  Tenn.    Club-turned  spokes,  88. 
Birmingham,  Ala.,  to  Oklahoma.    Wrought  and  cast  iron  pipe,  518  (523). 
Bisbee,  Ariz.,  from  Los  Ai^geles  and  San  Francisco,  Calif.    Fresh  fniits  and 

vegetables,  623. 
Bismarck,  N.  Dak.,  from  Mason  City,  Iowa.    Cement,  613. 
Bloomer,  Wis.,  to  Texas  common-point  territory.    Potatoes,  680. 
Bloomington,  111.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wis- 
consin, Minnesota,  and  Michigan.    Newsprint  paper,  700. 
Bluefield,  Va.,  from  Detroit,  Mich.    Salt,  669. 
Blue  Island,  111.,  to  Illinois,  Wisconsin,  Michigan,  and  Indiana.    Petroleum  and 

products,  568. 
Bluffs,  Ky.,  to  and  from  Ohio  River  crossings,  via  Bumside  Ky.    Eall-and-water 

class  and  commodity  rates,  10. 
Bonneville,  Wyo.,  from  Great  Falls,  Mont    Brick,  hollow  building  tile,  and 

fire  clay,  178. 
Boston,  Mass.    Domestic  storage  charges  on  preserved  pineapples,  85. 
Boston,  Mass.,  from  Atlanta,  Ga.    Solidified  soya-bean  and  peanut  oil,  457. 
Boston,  Masa,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Boston,  Mass.,  to  Nashville,  Tenn.    Class  rates,  308  (327). 
Boston,  Mass.,  to  Texas  and  the  southeast.    Hair  and  wool  press  cloth,  1. 
Boulevard,  Fla.,  from  Jacksonville  and  Florida  Transfer,  Fla,,  originating  In 

western  territory.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Boyne  City,  Mich.,  to  Pennsylvania.    Hemlock  lumber,  66L 
Brackenridge,  Pa.,  from  Elmira,  N.  Y.    Minimum  on  steel  turnings,  363. 
Brainerd,  Minn.,  from  Mason  City,  Iowa.    Cement,  613. 
Bristol,  Tenn.,  from  Detroit,  Mich.    Salt,  669. 
Bronson,  Minn.,  from  Mason  City,  Iowa.    Cement,  613. 
Brooklyn,  N.  Y.,  to  SalfLake  City,  Utah.    Cocoa  butter,  113. 
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Srooten,  Minn.,  from  Mason  City,  Iowa.    Cement,  613  (618). 

Brunswick,  Ga.,  to  Nasliville  and  Memphis,  Tenn.,  Ohio  River  crossings,  and 
St.  Lonls/Mo.    Class  rates,  308  (336). 

Buffalo,  N.  Y.,  from  Duluth,  Minn.  Bntter,  dairy  products,  dressed  poultix 
and  eggs ;  refrigeration,  260. 

Buffalo,  N.  Y.,  to  La  Crosse,  \Vis.    Class  and  commodity  rates,  289  (294). 

Buffalo,  N.  Y.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 

Bnford,  N.  Dak.,  from.  Mason  City,  Iowa.    Cement,  613. 

Bnrkbnmett,  Tex.,  to  Mansfield  and  Gahagan,  La.  Oil-well  outfits  and  sup- 
plies, and  other  articles,  164.  • 

Burkbumett,  Tex.,  from  Quay,  Okla.    Wrought-iron  pipe,  33  (37). 

Burmester,  Utah,  to  San  Francisco,  Calif.    Salt,  58. 

Bnmside,  Ky.,  to  and  from  Ohio  River  crossings,  originating  at  or  destined 
to  Cumberland  River  landings.    Rall-and-water  class  and  commodity  rates,  10. 

Btttte,  Mont.,  from  all  points  east  of  the  Rocky  Mountains.  Class  and  com- 
modity rates,  226. 

Buxton,  Oreg.,  to  California.    Odar  fence  posts,  397. 

Cairo,  m.    Switching,  535. 

Cairo,  lU.,  from  Illinois,  Iowa,  Nebraska,  dnd  Missouri.    Grain,  219. 

Cairo,  111.,  to  the  southeast.    Fresh  meats  and  dressed  poultry,  610. 

California  from  Oregon.    Cedar  fence  posts,  397. 

California  from  Portland,  Oreg.    Fir  and  hemlock  lumber,  and  lath,  185. 

Camp  Sherman,  Ohio,  to  Parma,  Ohio.    Stable  manure,  567. 

Canton  docks,  Baltimore,  Md.,  to  Gibbstown  and  Carney's  Point,  N.  J.  Crude 
sulphur,  605. 

Capitola,  Fla.,  from  Louisville,  Ky.,  and  Cincinnati,  Ohio.  Soaps,  washing, 
cleansing,  and  soap  powders,  and  scouring  compounds,  700. 

Carbur,  Fla.,  to  Chicago  and  other  points  in  Illinois,  St  Paul,  Minneapolis, 
aud  other  points  in  Minnesota,  and  points  in  Wisconsin  and  Iowa.  Rosin  and 
turpentine,  23.  * 

Carney's  Point,  N.  J.,  from  Canton  docks,  Baltimore,  Md.    Crude  sulphur,  605. 

Carolina  territory  to  and  from  eastern  and  interior  eastern  points.  Minimum 
charge  on  \,%  L  shipments,  727. 

CaroUna  territory  to  Nashville,  Tenn.     Class  rates,  308  (327). 

CarroUton,  Mo.,  from  Okmulgee,  Okla.    Iron  pipe  fittings,  33. 

Carson,  La.,  to  St.  Louis,  Mo.    Old  boilers,  29. 

Cascade,  Mont.,  to  Chicago,  111.,  stopped  for  grazing  at  Stone  Lake,  Wis. 
She^,  109. 

Casper,  Wyo.,  from  Great  Falls,  Mont    Brick,  hollow  building  tile,  and  fire 

day,  178. 
Cass  Lake,  Miiln.,  from  Mason  City,  Iowa.    Cement,  613. 
Cedar  Rapids,'  Iowa,  from  UK>er  Mississippi  River  crossings.    Iron  and  steel 

articles,  530. 
Central  territory  from  Autaugavllle,  Ala.    Pine  lumber,  563. 
Central  territory  from  Knoxo,  Miss.    Yellow-pine  lumber,  iimber,  and  lumber 

products,  485. 
Central  territory  to  La  Crosse,  Wis.    CJlass  and  commodity  rates,  289. 
Central  territory  from  Norfolk,  Va.,  and  Baltimore,  Md.    Nitrate  of  soda^  459. 
Central  territory  from  Saltville,  Va.    Soda  products,  559. 
Chandler,  Ariz.,  to  Massachusetts,  Connecticut,  Rhode  Island,  and  Ppnhsjl- 

vanla.    Cotton,  467. 
Charleston,  S.  C,  to  Nashville  and  Memphis,  Tenn.,  Ohio  River  crossings, 

and  £|t  Louia,  Ma    Class  rates,  308  (886). 
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Charleston,  S.  0.,  from  Norfolk,  Va.    Wooden  tmc^k  barrels,  064. 

Charleston,  S.  O.,  to  Savannah,  6a.    Ck)connt  oil,  454. 

Charlotte,  N.  C,  to  Gre^viUe,  S.  C,  and  Selma,  N.  C    Sulphuric  add,  478w 

Charlotte,  N.  T.,  from  Elmira,  N.  T.    Minimnm  on  ste^  turnings,  S63. 

Chattanooga,  Tenn.,  to  Oklahoma.    Wrou^t  and  cast  iron  pipe,  518  (523). 

Chattanooga,  Tenn.,  to  Solvay,  N.  Y.    Coal-tar  oil,  729. 

Chester,  Pa.,  from  Arizona.    Cotton,  467. 

Chicago,  UL    Live  stock ;  loading  and  unloading,  223. 

Chicago,  ni.,  from  Atlanta,  Ga.    Solidified  soya-bean  and  peanut  oil,  457. 

Chicago,  ni.,  from  Cascade,  Mon^,  stopped  for  grazing  at  Stone  Lake,  Wis. 

Sheep,  109. 
Chicago,  111.,  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Chicago,  111.,  to  and  from  Kansas  City,  Mo.,  Omaha,  Nebr.,  Sioux  City,  lowm, 

and  Sioux  Falls,  S.  Dak.    Lithopone,  208. 
Chicago,  111.,  from  Perry,  Athena,  Carbur,  and  Salem,  Fla.    Rosin  and  turpen- 
tine, 28. 
Chicago,  m.,  to  Rockford,  Mich.    Green  salted  hides,  350. 
Chicago,  m.,  from  Saltville,  Va.    Soda  products,  559  (561). 
Chicago,  111.,  to  San  Francisco,  Califs  and  Seattle,  Wash.,  for  export    Iron  and 

steel  articles,  64. 
Chicago,  III.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin, 

Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Chicago,  HI.,  to  the  southeast.    Soaps,  washing,  cleansing,  and  soap  powders, 

and  scouring  compoundl^  700. 
Chicago  switching  district,  111.,  to  Illinois,  Wisconsin,  Michigan,  and  Indiana. 

Petroleum  and  products,  568. 
Chile  to  New  York,  N.  T.,  and  Baltimore,  Md.,  reshipped  to  East  St  Louis,  UL 

Nitrate  of  soda,  399. 
Cincinnati,  Ohio,  to  and  from  Cumberland  River  landings,  via  Bumaide,  Ky. 

Rail-and-water  class  and  commodity  rates,  10. 
Cincinnati,  Ohio,  from  St.  Louis,  Ma    Grain,  256. 
Cincinnati,  Ohio,  from  Saltville,  Va.    Soda  products,  559  (561). 
Cincinnati,  Ohio,  to  the  southeast    Soaps,  washing,  cleansing,  and  soap  pow- 
ders, and  scouring  compounds,  700. 
Clements,  Kans.,  from  Leeds,  Mo.,  and  Rosedale,  Kans.    Crushed  rock,  602. 
Cleveland,  Ohio,  from  Saltville,  Va.    Soda  products,  559  (561). 
Cleveland,  Okla.,  to  Wichita  Falls  and  Mag,  Tex.    Wrought-iron  pipe,  33  (37). 
Clifton  Forge,  Va.,  from  Detroit  Mich.    Salt  669. 
Climax,  Colo.,  to  points  on  and  east  of  Missouri  River,  via  Denver,  Colo. 

Molybdenum,  369. 
CAover  Hill,  Miss.,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  355  (357). 
CoffeyviUe,  Kans.,  from  Arkansas  City,  Eldorado,  Augusta,  and  Wichita*  Kans. 

Spent  sulphuric  or  sludge  acid,  18. 
Cold  Springs,  Okla.    Grain ;  car  distribution,  192. 
Coleraine,  Minn.,  from  Mason  CHty,  Iowa.    Cement  613.  ^ 

Colorado  to  El  Paso,  Tex.    Commodity  rates,  689. 
Colorado  from  Sault  Ste.  Biarie  and  Fort  Fences,  Ontario,  and  Wisconsin, 

Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Columbus,  Ga.,  to  Nashville  and  Memidiis,  T^m.,  Ohio  River  crossings,  and  St 

Louis,  Mo.    Class  rates,  308  (336). 
Columbus,  Ohio,  from  Saltville.  Va.    Soda  products,  559  (561). 
Communipaw  Station,  Jersey  City,  N.  J.,  from  Whippany,  N.  J.    Chipboard, 

483. 
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€k)imecticitt  from  Arizona.    Ootton,  467. 

Ck>nstable  Hook,  N.  J.,  to  Jersey  Avenue  Station,  Jersey  City*  N.  J.     As- 

phaltom,  54. 
Ckxmiers,  Ky.,  to  and  firam  Oiilo  River  crossingt,  via  Bomslde,  Ky.    Rali-and- 

water  class  and  commodity  rates.  10. 
Oordova,  Ala.,  from  Jackson,  Tenn.   Cotton,  126. 
0>imcil  BluflB,  Iowa,  to  Dnlutb,  Minn^   Superior,  Wis.,  and  oUier  points. 

Grain  and  flour,  307. 
OovingtoD,  Ky.    Demurrage  on  bay»  608. 
Croolcston,  Minn.,  from  Mason  City,  Iowa.    Cement,  618. 
Crown  Point,  N.  Y.    Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 
Cudahy,  Wis.,  from  Mobile,  Ala.    Imported  blackstrap  molassea,  107. 
Culver,  Minn.,  from  Mason  City,  Iowa.   Cement,  618. 
Culver,  Ohio.    Allowances,  117. 
Cumberland  River  landings  to  and  from  Ohio  River  crosedngs,  via  Bumslde, 

Ky.   Rail-and- water  class  and  commodity  rates,  10. 
Cushing,  OUa.,  to  Graf^rd,  Tes.   Wreugfat-iron  pipe,  88  (87). 
Dallas-Fort  Worth  group,  Tex.,  from  Okmulgee,  Okla.    Iron  pipe  fittings,  88. 
Danville,  Ky^  to  and  from  Cumberland  River  landings,  via  Bumaide,  Ky. 

RaJl-and-water  class  and  commodity  rates,  10. 
Darlington,  R.  I.,  from  Arizona.   Cotton,  467. 
Davenport,  Iowa,  from  Sault  Ste.  Marie  and  Fort  FraiK^es,  Ontario,  and  Wis- 

coDSin»  Minnesota,  and  Blicbigan.    Newsprint  paper,  700. 
Dayton,  Ohio,  from  Huntingburg,  Ind.    Oak  lumber,  678. 
I>ayville,  Conn.,  from  Arizona.    Cotton,  467. 
Decatur,  IIL,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconrin, 

Minnesota,  and  Michigan.    Newsprint  paper,  700. 
Deer  River,  Minn.,  from  Mason  City,  Iowa.   Cement,  618. 
Delavan,  Wis.,  to  New  Orleans,  La.,  and  Mobile,  Ala.,  for  export    Evaporated 

milk,  605  (686). 
Delaware  from  Monocacy,  Pa.    Crushed  rock,  46. 
I>eQver,  Cola>  to  points  on  and  east  of  Missouri  River,  originating  at  CSUmax, 

Colo.    Molybdenum,  360. 
Denver,  Colo.,  from  Tuln,  Okla.   Bmpty  beer  carriers,  61. 
Des  Moines,  Iowa,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wis- 
consin, Minnesota,  and  Michigan.    New^iHrint  paper,  700. 
Des  Moines,  Iowa,  from  upper  Misaisstppl  River  crossings.    Iron  and  steel 

articles,  580. 
Detroit,  MidL,  £rom  Aahland«  Wis.    Wood  akohol,  405. 
Detroit,  Mich.,  to  Granite  City,  111.,  and  St  Louis,  Mo.    Scrap  iron  and  iron 

turnings,  21. 
Detroit,  Mich.,  to  San  Francisco,  Calif.    Self-propelUag  vehicle  parts,  866. 
Detroit  Mich.,  to  Virginia  and  Tennessee.    Salt,  .660. 
Devils  Lake,  N.  Dak.,  from  Mason  City.  Iowa*   Cement  618. 
Di^inaon,  N.  Pak,  from  Mason  City,  Iowa.    Clement  618. 
Dietz,  Wyo.»  from  Great  Falls,  Mont    Bri<^  hollow  building  tile,  and  flie  day, 

17a 

Douglas,  Ariz.,  from  Los  Angeles  and  San  Francisco,  Calif.    Fresh  fruits  and 

vegetables,  028. 
Dubuque,  Iowa,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wia- 

consin,  Minnesota,  and  Michigan.    Newsprint  paper,  700l 
Duluth,  Minn.,  to  Buffalo,  N.  Y.    Butter,  dairy  prodncts,  dressed  poultry,  and 

eggs ;  refrigeration,  260. 
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Duluth,  Minn.,  from  Omaha,  South  Omaha«  and  Nebraska  Gity,  N^br^  and 

Council  Bluffs,  Iowa.    Grain  and  flour,  307. 
Duquoin  111.,  to  Springfield,  Mo.    Bituminous  coal,  296. 
Dyersburg,  Tenn.,  from  Mississippi.    Hardwood  logs,  305. 
Eagle,  Colo.    Demurrage  on  lumber  and  shln^^es,  49. 
East  Fort  Madison,  111.,  from  Okmulgee«  Okla.    Iron  pipe  fittings,  83. 
Bast  St.  Louis,  lU.,  to  Florida.     Fresh  meats,  dressed  poultry,  and  salted 

meats,  461. 
East  St.  Louis,  111.,  from  New  York,  N.  T.,  and  Baltimore,  Md.,  imported  firom 

Chile.    Nitrate  of  soda,  899. 
East  St  Louis,  111.,  from  Saltrllle,  Va.    Soda  products,  559  (561). 
Eastern  cities  to  Nashville,  Tenn.    Class  rates,  308  (327). 
Eastern  points  to  and  from  Arkansas,  Oklahoma,  Louisiana,  and  Texas.    Claai 

and  commodity  rates,  518. 
Eastern  points  to  and  from  (Carolina,  southeastern,  and  Mississippi  Valley  ter- 
ritories.   Minimum  charge  on  1.  c.  1.  shipments,  727. 
Eastern  points  from  the  south  and  southwest,  transited  at  Louisrllle,  Ky^  or 

Memphis,  Tenn.    Lumber  and  forest  products,  132. 
Eastern  trunk  line  territory  from  Knozo,  Miss.    Y^low-pine  lumber,  timber, 

and  lumber  products,  485. 
Eastern  trunk  line  territory  to  and  from  Michigan  City,  South  Bend,  Mlsba- 

waka,  Elkhart,  Goshen,  and  Nappanee,  Ind.    Class  and  commodity  rates,  87. 
Elastem  trunk  line  territory  from  Peru  and  La  Salle,  IlL    Spelter  and  sheet 

zinc,  92. 
Edge  Moor,  Del.    Spotting  service,  537. 
Bgeland,  N.  Dak.,  from  Mason  City,  Iowa.    Oment,  618. 
Eldorado,  Kans.,  to  Coffeyville,  Kans.    Spent  sulphuric  or  sludge  add,  18. 
Elldiart,  Ind.,  to  and  froih  eastern  trunk  line  and  New  England  territories. 

CHass  and  commodity  rates,  67. 
Ellwood  City,  Pa.,  to  San  Francisco,  Calif.,  and  Seattle,  Wash.,  for  export. 

Iron  and  steel  articles,  64. 
Elmira,  N.  Y.,  to  Charlotte,  N.  Y.,  Youngstown  and  Mlddletown,  Ohio,  and 

Johnstown,  Saxton,  and  Brackenridge,  Pa.    Minimum  on  steel  tomings,  368. 
Elmira,  N.  Y.,  to  New  York,  Ohio,  and  Pennsylvania.    Minimum  on  steel  tam- 

ings,  368. 
El  Paso,  Tex.,  to  north  Pacific  coast  points.    O>mmodity  rates,  689. 
El  Paso,  Tex.,  from  Wyoming,  (Colorado,  and  New  Mexico.    Commodity  rates, 

689. 
EvansviUe,  Ind.,  to  and  and  from  Cumbertand  Riyer  landings,  via  Bumslde,  Kj. 

Bail-and-water  class  and  commodity  rates,  10. 
Evansville,  Ind.,  from  Saltville,  Va.    Soda  products,  559  (561). 
Evansville,  Minn.,  from  Mason  City,  Iowa.    Cement,  618. 
Fargo,  N.  Dak.,  from  Mason  CJIty,  Iowa*    Cement,  613. 
Farmington,  IlL,  to  Ohio  and  MicOiigan.    Bituminous  coal,  195. 
Fenimore  Junction,  N.  Y.    Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 
Florida  to  Chicago  and  ot^r  points  in  Illinois,  St  Paul,  Mtaneapolis,  and  other 

points  in  Minnesota,  and  points  in  Wisconsin  and  Iowa.    Rosin  and  turpentine. 

28. 
Florida  from  CJindnnati,  St  Bernard,  and  Ivorydale,  Ohio,  Port  Ivory,  N.  Y., 

Weehawken  and  Jersey  City,  N.  J.,  St  Louis  and  Kansas  City,  Mo.,  Kansas 

City,  Kans.,  Louisville,  Ky.,  and*  Chicago,  III.    Soaps,  washing,  cleansing,  and 

soap  powders,  and  scouring  compounds,  TOOL 
Florida  from  Kentucky  mines.    Coal,  80l 
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B*lorlda  to  varions  destlnatioiifl.    Befrigeration ;  eitras  f cults  and  vegetable^, 

438. 
E^orida  from  western  territory.   Fresh  meats,  dressed  poultry,  and  waited  meata^ 

46L 
Florida  Transfer,  Fla.,  to  Tampa  and  other  Florida  points,  originating  in  west- 
em  territory.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
S^ordvlUe,  N.  Dak.,  from  Mason  City,  Iowa.    Cement,  613. 
Fort  Dodge,  Iowa,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wia- 

consin,  Minnesota,  and  Michigan.    Newsprint  i>aper,  709. 
Fort  Dodge,  Iowa,  from  upp^  Mississippi  River  crossings.     Iron  and  steel 

articles,  580. 
Fort  Edward,  N.  Y.    Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 
Fort  Frances,  Ontario,  to  the  west  and  southwest    Newsprint  paper,  700. 
Fort  Ticonderoga,  N.  T.    Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 
Fortuna,  N.  Dak.,  from  Mason  City,  Iowa.    Cement,  613. 
Fort  Worth,  Tex.    Switching,  73 ;  77. 

Fort  Worth,  Tex.,  to  eastern  points.    Hides,  pelts,  and  skins,  618  (523). 
Fort  Worth,  Tex.,  from  Okmulgee,  Okla.    Iron  pipe  fittings,  33. 
Frannie,  Wyo.,  from  Great  Falls,  Mont    Brick,  hollow  building  tile,  and  fire 

clay,  178. 
Fulton-Peoria  district,  IlL,  to  Ohio  and  Michigan.    Bituminous  coal,  195. 
Gahagan,  La.,  from  Burkburnett  and  Wichita  Falls,  Tex.    Oil-well  outfits  and 

supplies,  and  other  articles,  164 
Galveston,  Tex.,  from  Atlantic  seaboard  territory.    Class  and  commodity  ratei\ 

740. 
Ctolvestony  Tex.,  to  Louisiana.    Iron  and  steel  articles,  270. 
Garfield  Smelter,  Utah,  to  San  Francisco  and  Oakland,  Calif.    Unrefined  GOH>er, 

374. 
Georgetown,  Ky.,  from  St  Louis,  Mo.    Grain,  256. 
Georgia  from  Cincinnati,  St  Bernard,  and  Ivorydale,  Ohio,  Port  Ivory,  N.  Y., 

Weehawken  and  Jersey  City,  N.  J.,  St  Louis  and  Kansas  City,  Mo.,  Kansas 

City,  Kans.,  Louisville,  Ky.,  and  Chicago,  111.    Soaps,  washing,  cleansing,  and 

soap  powders,  and  scouring  compounds,  700. 
Georgia  from  Kentucky  mines.    Coal,  80. 

Gibbstown,  N.  J.,  from  Canton  doeka,  Baltimore,  Md.    Crude  sulphur,  605. 
Glade  Springs,  Ya.,  from  Detroit,  Mich.    Salt,  669. 
Glendale,  Ariz.,  to  Massachusetts,  Connecticut,  Rhode  Island,  and  Pennsylvania. 

Cotton,  467. 
Glenwood,  Minn.,  from  Mason  City,  Iowa*    Cement,  613. 
Goodman,  Miss.,  to  Memphis,  Tenn.    Club-turned  spokes,  88. 
Goshen,  Ind.,  to  and  from  eastern  trunk  line  and  New  England  territories.    Class 

and  commodity  rates,  67. 
Graford,  Tex.,  from  Gushing,  Okla.    Wrought-iron  pipe,  33  (37). 
Grand  Crossing,  111.,  to  San  Francisco,  Calif.,  and  Seattle,  Wash.,  for  export 

Iron  and  steel  articles,  64. 
Granite  City,  111.,  from  Detroit,  Mich.    Scrap  iron  and  iron  tumiagg,  21. 
Grantsburg,  Wis.,  to  trunk  line  and  Texas  common-point  territories.    Potatoes* 

680. 
Grasselli,  Ala.,  from  Piper,  Ala.    Coal,  663. 

Gray's  Ferry,  Philadelphia,  Pa.,  from  South  Bethlehem,  Pa.    Coal  tar,  401, 
Great  Falls,  Mont,  to  Wyoming.    Brick,  hollow  building  tile,  and  fire  day,  178. 
Greenville,  Fla.,  from  Louisvile,  Ky.,  and  Cincinnati,  Ohio.     Soaps,  washing, 

cleansing,  and  soap  powders,  and  scouring  compounds,  700. 
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Oreenyflle,  Miss.,  to  Monroe,  La.   Wall  board,  208. 

GreenTille,  S.  C,  from  Charlotte,  N.  C.    Snlphuric  acid,  47S. 

Gnlf  ports  to  NashvUle,  Tenn.    Class  rates,  90S  (326). 

Gam  Pond,  Miss.,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  355  (857). 

^Hanna,  IlL,  to  Ohio  and  Michigan.    Bitnmlnons  coal,  195. 

Harrlman  shipyard,  near  Bristol,  Pa.    Spotting  service,  214. 

Harrisonburg,  Va.    Switching  of  coal  and  coke,  667. 

Harvey,  La.    Demurrage,  173. 

Harvey,  La.,  from  Atlanta,  Ga.    Solidified  soya-bean  and  peannt  oil,  457. 

Hegewisdi,  IlL,  to  International  Falls,  Minn.    Salt  cake,  403. 

Henness^,  Okla.,  to  Ranger  and  Olden,  Tex.    Wronght-lron  pipe,  83  (87). 

HlUsboro,  111.    Coal,  switching,  435. 

Holland,  Mich.,  to  and  from  eastern  trunk  line  and  New  England  territorie& 

Class  and  commodity  rates,  67. 
Hollywood,  Miss.,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  855  (857). 
Hopkins,  Minn.    Switching,  646. 

Horatio,  Ark.,  to  New  Orleans,  La.    Express  rates  on  cantaloupes,  347. 
Houston,  Tex.,  from  Atlantic  seaboard  territory.    Class  and  commodity  rates, 

740. 
Houston,  Tex.,  to  Louisiana.    Iron  and  steel  articles,  270. 
Houston,  Tex.,  to  the  southeast.    Hair  and  wool  press  cloth,  1. 
Howard,  Mlsa,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  355  (857). 
Hudson  Falls,  N.  Y.    Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 
Huntingburg,  Ind.,  to  Dayton,  Ohio.    Oak  luipber,  673. 
Huntington,  W.  Va.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Idaho  to  and  from  Idaho,  Oregon,  and  Washington.    Fuel  and  pulp  wood«  and 

wood  bolts,  150. 
Idaho  to  and  from  South  Tacoma,  Wash.    Switching  charge,  128. 
Illinois  from  Alkali,  Ohio.    Soda  products,  559. 
Illinois  from  Blue  Island,  IlL    Petroleum  and  products,  568. 
HllnoUi  to  Cairo,  IlL    Grain,  219. 

Illinois  to  interstate  destinations.    Dressed  poutry,  butter,  eggs,  and  cheese,  188. 
Illinois  from  Okmulgee,  Okla.    Iron  pipe  fittings,  83. 

Illinois  from  Perry,  Athena,  Carbur,  and  Salem,  Fla.    Rosin  and  turpentine,  28. 
Illinois  from  Bupa*t,  Idaho.    Alfalfa  meal,  475. 
nUnols  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin,  Bfln- 

nesota,  and  Michigan.    Newsprint  paper,  709. 
Illinois  to  Springfield,  Mo.    Bituminous  coal,  296. 
nilnols  mines  to  Ohio  and  Michigan.    Bituminous  coal,  195. 
Indiana  from  Alkali,  Ohio.    Soda  products,  559. 
Indiana  from  Blue  Island,  IlL    Petroleum  and  products,  568. 
Indiana  to  Interstate  destinations.    Dressed  poultry,  butter,  eggs,  and  dieese, 

188. 
Indiana  to  New  Orleans,  La.,  and  Mobile,  Ala.,  for  export    Evaporated  milk. 


Indiana  from  St  Louis,  Mo.    Grain,  256. 

Indiana  Harbor,  Ind.,  to  Michigan  City,  Ind.    Steel  car-plates,  026. 

Indianapolis,  Ind.,  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted  meats, 

461. 
"Inner  crescent**  group,  Ely.,  to  Toledo,  Ohio,  fbr  transshipment  by  lake. 

Bituminous  coal,  394. 
Intertor  eastern  points  to  and  from  Carolina,  southeastern,  and  MIssiastKH 

Yalley  terrttortoc   Mlnlmmn  €3iarge  on  1.  c  L  shipments,  727. 
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Intermoiiiitaiii  territory  from  all  points  east  of  the  Rocky  Mountains.    Glass 
and  commodity  rates,  226. 

latemational,  Utah,  to  San  Francisco  and  Oakland,  Oalit    Unrefined  coiq>er» 
874. 

Iiit^iiati<»ial  Falls,  Minn.,  tnnQ  Newdl,  Pa.,  and  Hegewisch  and  West  Hai»> 
mond.  111.    Salt  cake,  406. 

Iowa  to  Cairo,  III    Grain,  219. 

Iowa  to  interstate  destinations.    Dressed  poultry,  butter,  eggs,  and  cheese.  183. 

Iowa  from  Knozo,  Miss.    Tellow-pine  lumber,  timber,  and  lumber  products, 
485.- 

lowa  from  Mississippi  River  crossings.    Iron  and  steel  articles,  530. 

Iowa  from  Perry,  Athena,  Oarbur,  and  Salem,  Fla.    IXotAn  and  turpentine,  28. 

Iowa  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin,  Minne- 
sota, and  Michigan.    Newsprint  paper,  TOO. 

Iowa  to  and  from  South  Tacoma,  Wash.    Switching  charge,  128. 

Iron  Junction,  Minn.,  from  Mason  City,  Iowa.    Cement,  618. 

iTOtydale,  Ohio,  from  Baltimore,  Md.    Nitrate  of  soda,  692. 

iTorydale,  Ohio,  to  the  southeast.    Soaps,  washing,  cleansing,  and  soap  pow- 
ders, and  scouring  compounds,  700. 

Ja<toon,  Bfich.,  from  Kentucky  mines.    Coal,  687. 

Jackson,  Tenn.,  to  Cordova,  Ala.    Cotton,  125. 

Jacksonville,  Fla.,  to  Atlanta,  Ga.    Ice,  111. 

Jacksonville,  Fla.,  to  Nashville  and  Memphis,  Tenn.,  Ohio  River  crossings,  and 
St  Louis,  Mo.    Class  rates,  308(336). 

Jacksonville,  Fla.,  to  Tampa  and  other  Florida  points,  originating  in  western 
territory.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 

Jamestown,  N.  Dak.,  from  Mason  City,  Iowa.    Cement,  618. 

Jamesville,  N.  Y.,  to  Solvay,  N.  Y.    Limestone,  86. 

jBgper,  Fla.,   from  Louisville,  Ky.,   and  Cincinnati,  Ohio.    Soaps,   waidiing; 
cleansing,  and  soap  powders,  and  scouring  compounds,  700. 

Jeffersonville,  Ind.,  to  and  from  Cumberland  River  landings,  via  Bumside,  Ky. 
Rail-and-water  class  and  comnMxlity  rates,  10. 

Jersey  Avenue  Station,  Jersey  City,  N.  J.,  from  Bayonne,  Constable  Ho<^  and 
Warners,  N.  J.    Asphaltum,  54. 

Jersey  City,  N.  J.,  from  Atlanta,  Ga.    Solidified  soya-bean  and  peanut  oil,  467. 

Jers^  City,  N.  J.,  to  the  southeast    Soaps,  washing,  cleansing,  and  soap  pow- 
ders, and  scouring  compounds,  700. 

J^BBj  City  (Communipaw  Station),  N.  J.,  from  Whippany  N.  J.    ChipboaTd« 
488. 

Jersey  City  (Jersey  Avenue  Station),  N.  J.,  from  Bayonne,  Constable  Hook,  and 
Warners,  N.  J.    Asphaltum,  54. 

Johnstown,  Pa.,  from  Blmira,  N.  Y.    Minimum  on  steel  turnings,  363. 

Johnstown,  Pa.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 

Joliet,  ni.,  from  Sault  Ste.  Marie,  and  Fort  Frances,  Ontario,  and  Wisconsin^ 
Minnesota,  and  Michigan.    Newsprint  paper,  700. 

J(^lin,  Mo.,  district  to  Peru  and  La  Salle,  in.    Zinc  ore,  92. 

Junction  City,  Ky.,  to  and  from  Cumberland  River  landings,  via  Bumside,  Ky. 
Rail-and-water  dass  and  commodity  rates,  10. 

Kansas  from  Leeds,  Mo.,  and  Rosedale,  Kans.    Crushed  rock,  602. 

Kansas  from  Okmulgee,  Okla.    Iron  pipe  fittings,  33. 

Kansas  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin,  Min- 
nesota, and  Michigan.    Newsprint  paper,  709. 
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Kansas  Oity,  Kans.,  to  Florida.    FreiAi  meats,  dressed  poultry,  and  salted 

meats,  461. 
Kansas  City,  Kans.,  to  the  sonttieast    Soaps,  washing,  deuisliig,  and  soap 

powders,  and  scouring  compounds,  700. 
Kaosas  Oity,  Mo.,  from  Mineral  Point,  Wia    Lithopone  ami  zinc  oxide,  206. 
E^ansas  City,  Mo.,  from  Okmnlgee,  Okla.    Iron  pipe  fittings,  83. 
Kansas  City,  Mo.,  to  and  from  St.  Louis,  Mo.,  Peoria  and  Chicago,  DL,  and 

Mississippi  River  points.    Lithopone,  208. 
Kansas  City,  Mo.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and 

Wisconsin,  Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Kansas  City,  Mo^  to  the  southeast    Soaps,  washing,  cleansing,  and  soap  pow- 

ders,  and  scouring  compounds,  700. 
Kenmare,  N.  Dak.,  from  Mason  City.  Ipwa.    Cement,  618. 
Kentucky  from  Alkali,  Ohio.    Soda  products,  650. 
Kentucky  from  Autangaville,  Ala.    Pine  lumber,  568. 
Kentucky  from  Cincinnati,  St  Bernajrd,  and  Ivorydale,  Ohio,  Port  Ivory,  N.  Y., 

Weehawken  and  Jersey  City,  N.  J.,  St.  Louis  and  Blansas  City,  Mo.,  Kansas 

City,  Blans.,  Louisville,  Ky.,  and  Chicago,  IlL    Soaps,  washing,  desnsiag; 

and  soap  powders,  and  scouring  compounds,  700. 
Kentucky  to  Florida.    Fresh  meats^  dressed  poultry,  and  salted  meats,  46L 
Kentucky  from  Knoxo,  Miss.    Yellow-pine  lumber,  timber,  and  lumber  prodacts; 

485. 
Kentucky  from  Oldahoma  and  Texas.    Glass  fruit  jars,  fruit-Jar  tops,  Jtily 

glasses,  and  tumblers,  783. 
Kentucky  from  St.  Louis,  Mo.    Grain,  256. 
Kentucky  mines  to  Georgia,  Alabama,  Florida,  Tennessee,  Virginia,  North 

Carolina,  and  South  Carolina.    Coal,  80. 
Kentucky  mines  to  Jacksoi),  Mich.    Coal,  607. 
Kentucky  mines  to  Toledo,  Ohio,  for  transshipment  by  lake.    Bituminous  coal, 

894. 
Kettle  River,  Minn.,  fr<mi  Mason  City,  Iowa.    Cement  613. 
Kimberly,  Minn.,  from  Mason  City,  Iowa.    C^nent,  618. 

Kings  Mills,  C^o,  from  Norfcdk,  Vs.,  and  Baltimore,  Md.    Nitrate  of  soda,  45a 
Knoxo,  Miss.,  to  Louisiana,  Tennessee,  Kentucky,  Wisconsin,  Minnesota,  Iowa, 

and  Missouri,  and  central  and  eastom  trunk  line  territories.    Yeilow-plne 

lumber*  timber,  and  lumber  products,  485. 
Knoxville,  Tenn.,  from  Atlanta,  Ga.    Epsom  salts,  607. 
Knoxville,  Tenn.,  from  Sulphur  Mines,  La.,  via  Memphis,  Tenn.    Suli^ur,  845. 
Kona,  Ky.,  to  Jackson,  Mich.    Coal,  697. 
La  Crosse,  Wis.,  from  trunk  line.  New  England,  and  central  territories.    COass 

and  commodity  rates,  289. 
Lake  City,  Fla.,  from  Louisville,  Ky.,  and  Cindnnati,  Ohio.    Soaps,  washing, 

cleansing,  and  soap  powders,  and  scouring  compounds,  700. 
Lander,  Wya,  from  Great  Falls,  Mont    Brick,  hollow  building  tfle,  and  fire 

day,  178. 
Larimore,  N.  Dak.,  from  Mason  City,  Iowa«    Cement,  618. 
La  Salle,  HI.,  to  eastom  trunk  line  and  New  Bn^^and  territories.    Spelter  and 
.  sheet  zinc,  92. 
La  Salle,  111.,  from  Jopin,  Ma,  Miami,  Okla«,  and  Platteville,  Wis.,  diatrieta 

Zinc  ore,  92. 
Leedibarg,  Pa.,  to  San  Francisco,  Caltf.,  and  Seattle,  Wash.,  for  export.    Iron 

and  steel  artides,  64. 
Leeds,  Mo.,  to  Kansas  and  Bfissouri.    Crushed  rock,  602. 
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Lexin^OD,  Ky.,  to  and  from  Omnberbuid  Ri^er  hutdingB,  Tla  Burnside,  Ky. 
BaU-And-water  dass  and  commodity  rates,  10. 

Lexington,  Ky.,  from  St  Louis,  Mo.    Grain,  256. 

Lily,  Pa.,  to  Springfield,  Mo.    Bitmnlnoos  coal,  296. 

Lima,  Ohk),  from  SaltviUe,  Va.    Soda  products,  009  (061). 

JAve  Oak,  Fla.,  from  LooisriUe,  Ky.,  and  OindniiBti,  Ohio.  Soaps,  washing, 
cleansing,  and  soap  powders,  and  scouring  compounds,  760. 

Lock  No.  21,  Ky.,  to  and  from  Ohio  River  crossings,  via  Bnmside,  Ky.  Rail- 
and*water  class  and  commodity  rates,  10. 

Logansport,  Ind.,  from  Saltville,  Va.    Soda  products,  560  (561). 

Los  Angeles,  Oalif.,  from  all  points  east  of  the  Roeky  Monntains.  Glass  and 
commodity  rates,  ^6. 

Los  Angeles,  Oiltf.,  to  Bisbee  and  Douglas,  Aris.  Fresh  fruits  and  vegetables, 
623. 

Louisiana.    Loading  and  unloading  of  logs,  211. 

Louisiana  from  Cincinnati,  St  Bernard,  and  Ivorydale,  Ohio,  Port  Ivory,  N.  T., 
T¥^Behawlten  and  J^sey  City,  N.  J.,  St.  Louis  and  Kansas  City,  Mo.,  Kansas 
City,  Kans.,  Louisville,  Ky.,  and  (Chicago,  111.  Soaps,  washing,  cleansing,  and 
soap  powders,  and  scouring  compounds,  700. 

Louisiana  to  and  from  eastern  and  southeastern  points.  CiHSB  and  commodity 
rates,  018.  \ 

Louisiana  from  Galveston  and  Houston,  Tex.    Iron  and  steel  articles,  2T0. 

Louisiana  from  Knoxo,  Miss.  Tellow-pine  lumber,  timber,  and  lumber  prod- 
ucts, 485. 

Louisiana  to  Louisville,  Ky.,  and  Memphis,  Tenn.,  transited  and  reshipped  to 
various  points.    Lumber  and  forest  products,  182. 

Louisiana  from  Oklahoma  and  l^exas.  Glass  fruit  jars,  fruit-Jar  t6ps,  Jelly 
glasses,  and  tumblers,  788. 

Louisville.  Ky.,  to  Atlanta,  Ga.    Uncompressed  cotton  linters,  736. 

Louisville,  Ky.,  to  and  from  Cumberland  River  landings,  via  BumsMe,  Ky. 
Rail-and-water  class  and  commodity  rates,  10. 

Lousiville,  Ky.,  from  St  Louis,  Mo.    Grain,  256. 

Louisville,  Ky.,  from  Saltville,  Ya.    Soda  products,  560  (561). 

Louisville,  Ky.,  from  the  south  and  southwest,  traiusited  and  reshfpped  to  vari- 
ous points.    Lumber  and  forest  products,  132. 

Louisville,  Ky.,  to  the  southeast.  Soaps,  washing,  cleansing,  and  soap  powders, 
and  scouring  compounds,  700. 

Ljmchburg,  Va.,  from  Minnesota  and  Wisconsin.    Potatoes,  6B0. 

McGill,  Nev.,  to  San  Francisco  and  Oakland,  Calif.    Unrefined  copper,  874. 

Macon,  Ga.,  to  Nashville  and  Memphis,  Tenn.,  Ohio  River  crossings,  and  St 
Louis,  Mo.    Class  rates,    806  (886). 

Madison,  Fla.,  from  Louisville,  Ky.,  and  Cincinnati,  Ohio.  Soaps,  washing, 
cleansing,  and  soap  powders,  and  scouring  compounds,  7(X). 

Mag,  Tex.,  from  Cleveland,  Okla.    Wrought-iron  pipe,  88  (87). 

Manitoba  Junction,  Minn.,  from  Mason  (Dity,  Iowa.    Cement,  618. 

Mansfield,  La.,  from  Burkbumett  and  Wichita  Falls,  Tex.  Otl-well  outfits  and 
supplies,  and  other  articles,  164. 

Marshalltown,  Iowa,  from  upper  Mississippi  River  crossings.  Iron  and  steel 
articles,  580. 

Maryland  from  Monocacy,  Pa.     Crushed  rock,  46. 

Maryland  to  and  from  Washington,  D.  C.  One-way,  round-trip,  and  commuta- 
tion fares,  802. 

Mason  City,  Iowa.    Switching  charge,  470. 
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Blason  Gtty,  Iowa,  to  North  Dakota  and  Minnesota.    Oemeaat,  618. 

Mason  City,  Iowa,  from  upper  Mississippi  Blver  crossings.  Iron  and  steel 
articles,  530. 

Massachusetts  from  Arizona.    C!otton,  467. 

Mand,  Miss.,  to  Dyersbnrg  and  Trimble,  Tenn.    Hardwood  logs,  355  (857). 

Memphis,  Tenn.,  from  Atlanta,  Ga.    Solidified  soya-bean  and  peanut  oil.  497. 

Memphis,  Tenn.,  from  Goodman,  Bentonia,  Yazoo  Oity,  and  Valley,  Miss.  C3iib- 
tnrned  spokes,  88. 

Memphis,  Tenn.,  to  Knoxrille,  Tenn.,  originating  at  Snlphnr  Mines,  La.  Sul- 
phur, 345. 

Memphis,  Tenn.,  to  and  from  Nashville,  Tenn.    Glass  rates,  308  (386). 

Memphis,  Tenn.,  from  Ottumwa,  Iowa.    Pacldng-house  products,  158. 

Memphis,  Tenn.,  from  Petrolia,  Pa.,  via  Ohio  Blver  crossings  and  Potomac  Yaid, 
Va.    Petrolatum,  197. 

Memphis,  Tenn.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wis- 
consin, Minnesota,  and  Michigan.    Newsprint  pap^,  709. 

Memphis,  Tenn.,  from  the  south  and  southwest,  transited  and  reshipped  to 
various  points.    Lumber  and  forest  products,  132. 

Memphis,  Tenn.,  from  southeastern  points.    Class  rates,  308  (836). 

Mereauz,  La.,  to  Milwaukee,  Wis.    Liquid  aq^halt,  420. 

Mesa,  Ariz.,  to  Massachusetts,  Oonnecticut,  Bhode  Island,  and  Penni^lTania. 
CJotton,  467. 

Mexico  to  New  Orleans,  La.,  reshipped  to  St.  Louis,  Mo.    Sisal«  841. 

Mexico,  Mo.,  to  Quinton,  Okla.    Fire  brick,  fire  clay,  and  dobies,  43. 

Miami,  Okla.,  district  to  Peru  and  La  Stdle,  111.    Zinc  ore,  92. 

Michigan  from  Blue  Island,  111.    Petroleum  and  products,  568. 

Michigan  from  Illinois  mines.    Bituminous  coal,  195. 

Biichigan  to  interstate  destinations.  Dressed  poultry,  butter,  eggs,  and  dieeae, 
183. 

Michigan  to  the  west  and  southwest.    Newsprint  paper,  709. 

Michigan  Oity,  Ind.,  to  and  from  eastern  trunk  line  and  New  England  terri- 
tories.   Class  and  commodity  rates,  67. 

Michigan  City,  Ind.,  from  Indiana  Harbor,  Ind.    Steel  car  plates,  526. 

Middle  Grove,  111,  to  Ohio  and  Michigan.    Bituminous  coal,  195. 

Middleton,  Wis.,  to  New  Orleans,  La.,  and  Mobile,  Ala.,  for  export  Bvaporated 
milk,  695  (696). 

Middletown,  Ohio,  from  Elmlra,  N.  Y.    Minimum  on  steel  turnings,  363. 

Middletown  Junction,  Ohio,  from  Norfolk,  Va.,  and  Baltimore,  Md.  Nitrate  of 
soda,  459. 

Midland,  Pa.,  from  Williamson,  Pa.    Limestone,  56. 

Milwaukee,  Wis.,  from  Mereaux,  La.    Liquid  asphalt,  420. 

Milwaukee,  Wis.,  to  Bockford,  Mich.    Green  salted  hides,  350. 

Mineral  Point,  Wis.,  to  Kansas  City,  Mo.,  and  St  Paul  and  Minneapolis,  Minn. 
Lithopone  and  zinc  oxide,  208. 

Biinneapolis,  Minn.    Switching,  646. 

Minneapolis,  Minn.,  from  Mineral  Point,  Wis.    Lithopone  and  zinc  oxide,  206. 

Minneapolis,  Minn.,  from  Perry,  Athena,  Carbur,  and  Salem,  Fla.    Bosln  and 

toipentlne,  23. 

Minnesota  from  Knoxo,  Miss.  Yellow-pine  lumber,  timber,  and  lumber  prod- 
ucts, 485. 

Minnesota  from  Mason  dtj,  Iowa.    CSement^  613. 

Minnesota  from  Perry,  Athena,  CJarbur,  and  Salem,  Fla.    Bosln  and  turpentine, 

23. 
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Ibflniwiotii  from  Sanlt  Ste.  Mule  and  Fort  Frtnoes,  Ontario,  and  Wlaoonatn, 

Minnesota,  and  Michigan.    Newsprint  paper,  700. 
Sifinneeota  to  and  from  South  Tacoma,  Wash.    Switdiing  charge,  12a. 
Hflnnesota  to  trunk  line  and  Texas  common-point  territories.    Potatoes,  680. 
Bffitnnesota  to  the  west  and  southwest    Newsprint  paper,  700. 
^dOnot,  N.  Dak.,  from  Mason  City,  Iowa.    Cement,  618. 
Bfishawaka,  Ind.,  to  and  from  eastern  trunk  line  and  New  igngt^iMi  territorlfis. 

Glass  and  commodity  rates,  67. 
Itflsstssippi  from  Autaugaville,  Ala.    Pine  lumber,  568. 
llississippi  from  Cincinnati,  St  Bernard,  and  Ivorydale,  Ohio,  Port  Ivory, 

N.  Y.,  Weehawken  and  Jersey  City,  N.  J.,  St  Louis  and  Kansas  City,  Mo., 

Kansas  City,  Kans.,  Louisville,  Ky.,  and  Chicago,  IlL    Soaps,  washbig,  deaps- 

Ing,  and  soap  powders,  and  scouring  compounds,  700. 
Mississippi  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  855. 
Mlssissli^i  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Mississippi  from  Oklahoma  and  Texas.    Qlaas  fruit  jars,  firuit-Jar  tc^s,  Jtfly 

glasses,  and  tumblers,  788. 
Mississippi  from  Texas.    Cane  and  logging  cars,  518  (522). 
Mississippi  River  crossings  to  Iowa.    Iron  and  steel  articles,  580. 
Mississippi  River  points  to  and  from  Kansas  City,  Mo.,  Omaha,  Nebr.,  Sioux 

City,  Iowa,  and  Sioux  FaUs,  S.  Dak.    Lithopone  and  sine  oxide,  208. 
Mississippi  Valley,  territory  to  and  from  eastern  and  interior  eastern  points. 

Minimum  charge  on  L  c.  L  shipments,  727. 
Missouri  to  Cairo,  QL    Grain,  210. 

Missouri  from  Knoxo,  Miss.    Y^ow-plne  lumber,  timber,  and  lumber  prod- 
ucts, 485. 
Missouri  from  Leeds,  Mo.,  and  Rosedale,  Kans.    Crushed  nx^  602. 
Missouri  to  Louisville,  Ky.,  and  Memphis,  Tenn.,  transited  and  reshipped  to  tsp 

rious  points.   Lumber  and  forest  products,  182. 
Bfissouri  from  Okmulgee,  CHda.    Inm  pipe  fittings,  88. 
liissouri  from  Rupert,  Idaha    Alfkdfa  meal,  475. 
Missouri  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wiaooosln, 

Minnesota,  and  Michigan.   New^urint  paper,  700. 
Missouri  River,  points  on  and  east  of,  from  Climax,  Colo.,  yia  Denver,  Colo., 

Molybdenum,  860. 
Moberly,  Mo.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wiscimsin, 

Minnesota,  and  Michigan.    Newsprint  paper,  700. 
Mobile,  Ala.,  to  Cudahy,  Wis.    Imported  blackstrap  molasses,  107. 
Mobile,  Ala.,  to  NashviUe,  Tenn.   Class  rates,  806  (826). 
Mobile,  Ala.,  from  Wisconsin  and  Indiana,  for  export    Bviqiwrated  milk,  60S. 
Monocacy,  Pa.,  to  Pennsylvania.    Crushed  stone,  657. 
Monocacy,  Pa.,  to  Pennsylvania,  Maryland,  Ddaware^  and  New  Jmey.   Crushad 

rock,  46. 
Monroe,  La„  from.  Greenville,  La.   Wall  board,  203. 
Montana.    Passenger  fares  and  excess-baggage  charges,  500. 
Montgomery,  Ala.,  to  Nashville  and  Memphis^  Tenn.,  Ohio  River  crossings  and 

St  Louis,  Mo.    ClasB  rates,  808  (886). 
Montlcdlo,  Fla.,  from  Louisvitte,  Ky.,  and  Cincinnati,  Ohio.    Soaps,  washing, 

cleansing,  and  soap  powders,  and  scouring  compounds,  700. 
Morrow,  Ohio,  from  Norfolk,  Vs.,  and  Baltimore,  Md.   Nitrate  of  soda,  460. 
Mud  Camp,  Ky.,  to  and  fn»n  Ohio  River  crossings  via  Bnmside  Ky.    Bail-and- 

water  class  and  commodity  rates,  10. 
Murphysboro,  IlL,  to  Springfield,  Mo.    ^tumlnons  coal,  286i 
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Myer^s  Landing,  Tisnii.,  to  and  from  Ohio  Ri'<TOr  croflsings,  via  Bnniflfde,  Ky. 

Rail-and-water  class  and  commodity  rates,  10. 
Mystic  Wharf,  Boston,  Mass.     Domestic  storage  charges  on  preserved  pine- 
apples, 85. 
Nappanee,  Ind.,  to  and  from  eastern  tninlc  line  and  New  England  territoriea 

Glass  and  commodity  rates,  67. 
Nashna,  Minn.,  from  Mason  City,  Iowa.    Cement,  618. 
Nashville,  Tenn.,  to  and  from  southeastern  points.    Class  rates,  808. 
Nebraska  to  Cairo,  111.    Grain,  219. 
Nebraska  from  Rupert,  Idaho.    Alfalfa  meal,  475. 
Nebraska  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  WiscoiMin, 

3f  innesota,  and  Michigan.    Newsprint  paper,  709. 
Nebraska  City,   Nebr.,  to  Dnluth,  Minn.,   Superior,   Wis.,   and  other   points. 

Grain  and  flour,  307. 
New  Albany,  Ind.,  to  and  from  Cumberland  River  landings,  via  Bumslde,  Ky. 

Rail-and-water  class  and  commodity  rates,  10. 
Newark,  N.  J.    Lumber ;  creosoting  in  transit,  145. 
New  Bedford,  Mass.,  from  Arizona.    Cotton,  467. 
Newcastle,  Wyo.,  from  Great  Falls,  Mont.     Brick,  hollow  building  tile,  and 

fire  clay,  178. 
Newell,  Pa.,  to  International  Falls,  Minn.    Salt  cake,  408. 
New  England  territory  to  La  Crosse,  Wis.    Class  and  commodity  rates,  289. 
New  England  territory  to  and  from  Michigan  City,  South  B^id,  Misbawaka. 

Elkhart,  Goshen,  and  Nappanee,  Ind.    Class  and  commodity  rates,  67. 
New  England  territory  from  Peru  and  La  Salle,  111.    Spelter  and  sheet  asinc,  92. 
New  Jersey  from  Monocacy,  Pa.    Crushed  rock,  46. 
New  Mexico  to  El  Paso,  Tex.    Commodity  rates,  689. 
New  Orleans,  La.    Handling  charges,  879. 

New  Orleans,  La.,  from  Horatio,  Ark.    Express  rates  on  cantaloupes,  347. 
New  Orleans,  La.,  to  Nashville,  Tenn.    Class  rates,  808  (826). 
New  Orleans,  La.,  from  Rolling  Fork,  Miss.    Copra,  627. 
New  Orleans,  La.,  to  St.  Louis,  Mo.,  imported  from  Mexico.    Sisal,  841. 
New  Orleans,  La.,  from  Sault  Ste.  Marie  and  Port  Prances,  Ontario,  and  Wls- 

coflsin,  Minnesota,  and  Michigan.    Newsprint  paper,  709. 
New  Orleans,  La.,  from  Wisconsin  and  Indiana,  for  export.    BiVaporated  mflk, 

695. 
New  Orleans  district.  La.    Handling  charges,  879. 
New  York  from  Elralrn,  N.  Y.    Minimum  on  steel  turnings,  868. 
New  York  from  Rupert,  Idaho.    Alfalfa  meal,  475. 
New  York,  N.  Y.,  to  Boston,  Mass.,  for  export,  subsequently  sold  in  Boston, 

Mass.    Preserved  pineapples,  85. 
New  York,  N.  Y.,  to  East  St  Louis,  lU.    Imported  from  Chile.     Nitrate  of 

soda,  399. 
New  York,  N.  Y.,  to  La  Crosse,  Wis.    Class  and  commodity  rates,  289  (290). 
New  York,  N.  Y.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
New  York,  N  Y.,  to  Nashville,  Tenn.    Class  rates,  808  (827). 
New  York,  N.  Y.,  to  Norfolk,  Va.    Blackstrap  molasses,  738. 
New  York,  N.  Y.,  from  Peru  and  T^  Salle,  III.    Spelter  and  sheet  tine,  92  (108). 
New  York,  N.  Y.,  to  Salt  Lake  City,  Utah.    O>coa  butter,  118. 
New  York,  N.  Y.,  to  Sandusky,  Ohio.    Nitrate  of  soda,  682. 
New  York,  N.  Y.,  to  Texaa    Class  and  conamodity  rates,  740. 
New  York,  N.  Y.,  to  Texas  and  the  southeast    Hair  and  wool  press  doth,  1- 
New  York,  N.  Y.,  from  Tanc^orer^  British  Columbia.    Oaaiel's  maaes,  389. 
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NicholasTille,  Ky,  to  and  from  Ouraberlaiid  River  landings,  via  Bnrnside,  Ky. 
Rail-and-water  class  and  commodity  rates,  10. 

I^orlolk,  Va.,  to  Charleston,  S.  O.    Wooden  truck  barrels,  6B4. 

Norfolk,  Va.,  to  Middletown  Junction,  King^  Mills,  and  Morrow,  Ohio.    Nitrate 
of  soda,  468. 

Norfolk,  Va.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 

Norfolk,  Va.,  from  New  York,  N.  Y.,  and  Philadelphia,  Pa,    Blackstrap  mo- 
lasses, 788. 

North  Adams,  Mass.,  from  Arizona.    Cotton,  467. 

North  Carolina  from  Kentucky  mines.    Coal,  80. 

North  Dakota.    Increase  in  rates,  504. 

North  Dakota  from  Mason  City,  Iowa.    Cement,  618. 

North  Dakota  to  and  from  South  Tacoma,  Wash.    Switching  charge,  128. 

Northern  points  from  the  south  and  southwest,  transited  at  Louisville,  Ky.,  or 
Memphis,  Tenn.    Lumber  and  forest  products,  132. 

North  Fort  Worth,  Tex.,  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted 
meats,  461. 

North  Pacific  coast  points  from  El  Paso,  Tex.    Commodity  rates,  689. 

North  Vernon,  Ind.,  from  St  Louis,  Mo.    CJrain,  266. 

Oakland,  CaUf.,  from  Garfield  Smelter  and  International,  Utah,  and  McQill, 
Nev.    Unrefined  copper,  874. 

Oakland  City,  Ind.,  from  St  Louis,  Mo.    Grain,  266. 

Oconto,  Wis.,  from  Baltimore,  Mich.    Logs,  496. 

Official  classification  territory.    Roofing  and  paving  tars,  and  pitches  and  fuel 
pitch,  719. 

Official  classification  territory.     Sulphuric  acid  and  cldoride  of  Einc;  return 
transportation  of  unloaded  portions,  432. 

Ohio  from  Alkali,  Ohio.    Soda  products,  559. 

Ohio  from  Elmira,  N.  Y.    Minimum  on  steel  turnings,  863. 

Ohio  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 

Ohio  from  Illinois  mines.    Bituminous  coal,  196. 

Ohio  to  interstate  destinations.    Dressed  poultry,  butter,  eggs,  and  cheese,  183. 

Ohio  mines  to  various  destinations.    Bituminous  coal;  dlTlsiOBs,  272. 

Ohio  River  crossings  to  and  from  Cumberland  River  landings,  via  Btimside,  Ky. 
Rail-and-water  class  and  commodity  rates,  10. 

Ohio  River  crossings  from  Petrol ia,  Pa.,  destined  to  Memphis,  Team.    Petrola- 
tum, 197. 

Ohio  River  crossings  to  the  southeast.    Fresh  meats  and  dressed  poultry,  610. 

Ohio  River  crossings  from  southeastern  points.    Class  rates,  308  (836). 

Oklahoma  from  Birmingham,  Ala.,  Chattanooga,  Tenn.,  and  other  southeastern 
points.    Wrought  and  cast  iron  pipe,  618  (523). 

Oklahoma  to  and  from  eastern  and  southeastern  points.    dHass  and  commodity 
rates,  618. 

Oklahoma  to  Louisiana,  Mississippi,  Tennessee,  Kentucky,  Arkansas,  and  Ala- 
bama.   Glass  fruit  jars,  fruit- jar  tops.  Jelly  glasses,  and  tumblers,  788. 

Oklahoma  to  Louisville,  Ky.,  and  Memphis,  Tenn.,  transited  and  rethipped  to 
various  points.    Lumber  and  forest  products,  182. 

Oklahoma  from  Sault  St&  Marie  and  Fort  Frances,  Ontario,  and  Wisc<Mulin, 
Minnesota,  and  Michigan.    Newsprint  paper,  709. 

Oklahoma  to  Texas.    Wrought-iron  pipe,  33  (36). 

Oklahoma  City,  Okla.,  to  eastern  points.    Hides,  pelts,  and  skins,  618  (628). 

Okmulgee,  Okla.,  to  Illinois.  Missouri,  Kansas,  and  Texas.    Iron  pipe  fittings  83. 

Olden,  Tex.,  from  Hennessy,  Okla.    Wrought-iron  pipe,  38  (87). 
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Omaha,  Nebr.,  to  Duluth,  Minn.,  Superior,  Wis.,  and  otber  points.    Grain  and 

flour,  307. 
Omaha,  Nebr.,  to  and  from  St.  Louis,  Mo.,  Peoria  and  Chicago,  HL,  and  MiflBlB- 

sippi  River  points.    Lithopone,  206w 
Omaha,  Nebr.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wiaeoii- 

sin,  Minnesota,  and  Michigan.    Newsprint  paper,  700. 
Oneida,  Tenn.,  to  and  from  Cumberland  River  landings,  via  Bumside,  Ky. 

Rail-and-water  class  and  commodity  rates,  10. 
Oregon  to  California.    Cedar  fence  posts,  887. 
Oregon  to  and  from  Idaho,  Oregon,  and  Washington.    Futi  and  pulp  wood, 

and  wood  bolts,  159. 
Oregon  from  Rupert,  Idaho.    Alfalfa  meal,  475. 
Orin  Junction,  Wyo.,  from  Great  Falls,  Mont     Brick,  hollow  building  tile, 

and  fire  day,  178. 
Ottawa,  Ontario,  to  Covington,  Ky.    Hay,  658. 
Ottumwa,  Iowa,  to  Memphis,  Tenn.    Packing-house  products,  168. 
Ottumwa,  Iowa,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wis- 
consin, Minnesota,  and  Blichigan.    Newsprint  paper,  709. 
Ottumwa,    Iowa,   from   upper   Mississippi   River   crossings.     Iron   and   steel 

articles,  530. 
Oxfbrd  Furnace,  N.  J.,  from  Pohatcong  B.  B.  interchange  tracks  near  Oxford 

Furnace,  N.  J.    Iron  ore,  16. 
Pacific  coast  cities  from  all  points  east  of  the  Hockj  Mountains.    Glass  and 

commodity  rates,  226. 
Pacific  coast  points  from  El  Paso,  Tex.    Commodity  rates,  689. 
Paris,  Ky.,  from  St  Louis,  Mo.    Grain,  256. 

Parkersburg,  W.  Va.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Parkman,  Wyo.,  from  Great  Falls,  Mont    Brick,  hollow  building  tile,  and  fire 

clay,  178. 
Parkville,  Mo.,  from  Leeds,  Mo.,  and  Bosedale,  Kans.    Crushed  rock,  602. 
Parma,  Ohio,  from  Camp  Sherman,  Ohio.    Stable  manure,  567. 
Pembina,  N.  Dak.,  from  Mason  City,  Iowa.    Cement  613. 
Pennsylvania  from  Alkali,  Ohio.    Soda  products,  559. 
Pennsylvania  from  Arizona.    Cotton,  467. 
Pennsylvania  from  Boyne  City,  Mich.    Hemlock  lumber,  661. 
Pennsylvania  from  Blmira,  N.  Y.    Minimum  on  steel  turnings,  368. 
Pennsylvania  from  Monocacy.  Pa.    Crushed  rock,  46. 
Pennsylvania  from  Monocacy,  Pa.    Crushed  stone,  657. 
Pennsylvania  mines  to  various  destinations.    Bituminous  coal ;  divisions,  272. 
Pensacola,  Fla.,  to  Nashville,  Tenn.    Class  rates,  808  (326). 
Penton,  Misa,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  355  (367). 
Peoria,  111.,  to  and  from  Kansas  City,  Mo.,  Omaha,  Nebr.,  Sioux  City,  Iowa,  and 

Sioux  Falls,  S.  Dak.    Lithopone,  208. 
Perry,  Fla.,  to  Chicago  and  other  points  in  Illin<^  St  Paul,  MinneapoliB,  and 

other  points  in  Minnesota,  and  points  in  Wisconsin  and  Iowa.     Rosin  and 

turpentine,  23« 
Perry,  Fla.,  from  Louisville,  Ky.,  and  Cincinnati,  Ohio.    Soaps,  vTashlng,  cleans- 
ing and  soap  powders,  and  scouring  compounds,  700. 
Peru,  ni.,  to  eastern  trunk  line  and  New  England  territories.     Sp^ter  and 

sheet  zinc,  92. 
Peru,  ni.,  from  Joplin,  Ma,  Miami,  Okla.,  and  Platteville,  Wis.,  distrk;t& 

Zinc  ore,  92. 
Petersburg,  Va.,  from  Detroit  Bfich.    Salt  66a 
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PetroUft,  Pa.«  to  Memphis,  Tenn.,  via  Ohio  Riyer  croflsiiigs  and  Potomac  Yard, 

Va.    Petrolatnm,  197. 
Pbelps,  Ky.,  to  and  from  Ohio  River  crossings,  via  Bumside,  Ky.    Rail-and- 

ipvmter  class  and  commodity  rates,  10. 
Philadelphia,  Pa.,  from  Biinnesota  and  Wisconsin.    Potatoes,  680. 
Ptiiladelphia,  Pa.,  to  Norfolk,  Va.    Blackstrap  molasses,  788. 
Pliiladelphia,  Pa.,  to  Salt  Lake  City,  Utah.    Cocoa  butter,  lid. 
Ptiiladelphia,  Pa.,  to  Texas.    Glass  and  commodity  rates,  740. 
Pliiladelphia,  Pa.,  to  Texas  and  the  southeast.    Hair  and  wool  press  cloth,  1. 
PlUladdphia  (Qray's  Ferry),  Pa.,  from  South  Bethlehem,  Pa.    Goal  tar,  401. 
Plioenix,  Ariz.,  from  all  points  east  of  the  Rocky  Mountains.    Glass  and  com- 
modity rates,  220. 
Ptioenix,  Ariz.,  to  Massachusetts,  Gonnecticut,  Rhode  Island,  and  Pamsylvania* 

Gotten,  4G7. 
Piper,  Ala.,  to  Grasselll,  Ala.    Goal,  668. 
Pittsburgh,  Pa.    Intraplant  movement  of  coal,  758. 
Pittsburi^,  Pa.    Switching  of  oil,  665. 

Pittsburgh,  Pa.,  to  La  Grosse,  Wis.    Glass  and  conmiodity  rates,  289  (290). 
Pittsburgh,  Pa.,  from  Minnesota  and  Wisconsin.   Potatoes,  680. 
Pittsburgh,  Pa.,  to  San  Francisco,  Galif.,  and  Seattle,  Wash.,  for  export    Iron 

and  steel  articles,  64. 
Platteville,  Wis.,  district  to  Peru  and  La  Salle,  111.    Zinc  ore,  92. 
Pohatcong  R.  R.  interchange  tracks,  near  Oxford  Furnace,  N.  J.,  to  Oxford 

Furnace,  N.  J.    Iron  ore,  16. 
Portage  Lake,  Minn.,  from  Mason  Gity,  Iowa.    Gement,  618. 
Port  Arthur,  Tex.,  to  St  Louis,  Mo.    Secondhand  boiler  flues  and  tubes,  29. 
Port  Henry,  N.  T.   Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 
Port  Houston,  Tex.,  from  Atlantic  seaboard  territory.    Glass  and  commodity 

rates,  740. 
Port  Ivory,  N.  T.,  to  the  southeast   Soaps,  washing,  cleansing  and  soap  powders, 

and  scouring  compounds,  700. 
Portland,  Oreg.,  from  all  points  east  of  the  Rocky  Mountains.    Glass  and  com- 
modity rates,  226. 
Portland,  Oreg.,  to  San  Francisco  and  other  Galifomia  points.    Fir  and  hem- 
lock lumber  and  lath,  185. 
Port  Tampa,  FUu,  from  Jacksonville  and  Florida  Transfer,  Fla.,  originating  in 

western  territory.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Port  Tampa  Gity,  Fla.,  from  Jacksonville  and  Florida  Transfer,  Fla.,  originating 

in  v^estem  territory.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Potomac  Yard,  Va.,  from  Petrolia,  Pa.,  destined  to  M^nphis,  Tarn.     Petro- 
latum, 197. 
Powder  River,  Wya,  from  Great  Falls,  Mont    Brick,  hollow  building  tile,  and 

flre  day,  178. 
Princeton,  Ind.,  from  St  Louis,  Mo.    Grain,  256. 
Princeton  group,  Minn.,  to  trunk  line  and  Texas  common-point  territories. 

Potatoes,  680. 
Proctor,  Minn.,  from  Mason  Gity,  Iowa.    Gement,  618. 
Putman,  Gonn.,  from  Arizona.    Gotten,  467. 

Quamba,  Minn.,  to  various  destinations.    Potatoes ;  false  floors,  515. 
Quay,  Okla.,  to  Burkbumett  and  Widiita  Falls,  Tex.     Wrought-iron  pipe, 

88  (87). 
Quincy,  Fla.,  from  Louisville,  Ky.,  and  Gindnnati,  Ohio.     Soaps,  washing, 
cleansing  and  soap  powders,  and  scouring  compounds,  700. 
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Quincy,  111.,  from  Sanlt  Ste.  Marie  and  Fort  Prances,  Ontario,  and  Wtoconslii, 

Minnesota,  and  Michigan.    Newsprint  paper,  700. 
Qniunamount,  W.  Va.,  to  Springfield,  Mo.    Bituminous  coal,  296. 
Quinton,  Okla.,  from  St.  Louis  and  Mexico,  Mo.    Fire  brick,  lire  clay,  and 

dobies,  43. 
Racine,  Wis.,  to  Roclcford,  Mich.    Green  salted  hides,  350. 
Racine,  Wis.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin, 

Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Ranchester,  Wyo.,  from  Great  Falls,  Mont    Brick,  hoHow  building  tile,  and 

fire  clay,'  178. 
Ranger,  Tex.,  from  Tilbby,  Shamrock,  and  Hennessey,  Okla.     Wrooglit-troD 

pipe,  33  (37). 
Reedsbnrg,  Wis.,  to  New  Orleans,  La.,  and  Mobile,  Ala.,  for  export.    E«vaporated 

milk,  695  (696). 
Reno,  Nev.,  from  all  points  east  of  the  Rocky  Mountains.    CHass  and  comniodi:7 

rates,  226. 
Reno,  Nev.,  to  San  Francisco,  Calif.    Salt,  58. 
Rhode  Island  from  Arizona.    Cotton,  467. 
Richmond,  Va.,  from  Detroit,  Mich.    Salt,  669. 
Roanoke,  Va.    Iron  ore;  demurrage,  200. 
Roanoke,  Va,,  from  Detroit,  Mich.    Salt,  669. 
Rochester,  N.  Y.,'from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Rockford,  111.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin, 
•  Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Rockford,  Mich.,  from  Chicago,  111.,  and  Racine  and  Milwaukee,  Wis.    Green 

salted  hides,  850. 
Rock  Springs,  Wyo.,  to  Storey,  Calif.    Range  cattle,  &n. 
Rolling  Fork,  Miss.,  to  New  Orleans,  La.    Copra,  627. 
Rosedale,  Kans.,  to  Kansas  and  Missouri.    Crushed  rock,  602. 
Rugby,  N,  Dak.,  from  Mason  City,  Iowa.    Cement,  618. 
Rupert,  Idaho,  to  Albuquerque,  N.  Mex.    Potatoes,  476. 
Rupert,  Idaho,  from  San  Francisco,  Calif.    Second-hand  bags,  475. 
Rupert,  Idaho,  to  Utah,  Oregon,  Nebraska,  Missouri,  Illinois,  Tennessee,  New 

York,  and  Virginia.    Alfalfa  meal,  476. 
Saginaw,  Mich.,  from  Saltville,  Va.    Soda  products,  559  (561). 
St.  Bernard,  Ohio,  to  the  southeast.    Soaps,  washing,  cleansing,  and  soap  pow 

ders,  and  scouring  compounds,  700. 
St.  Joseph,  Mo.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wis- 
consin, Minnesota,  and  Michigan.    Newsprint  paper^  709. 
St.  Louis,  Mo.,  from  Detroit,  Mich.    Scrap  iron  and  iron  turnings,  21, 
St.  Louis,  Mo.,  to  Indiana  and  Kentucky.    Grain,  256. 
St.  Louis,  Mo.,  to  and  from  Kansas  City,  Mo.,  Omaha,  Nebr.,  Sioux  City,  Iowa, 

and  Sioux  Falls,  S.  Dak.    Lithopone,  208. 
St.  Louis,  Mo.,  to  Louisville,  Ky.,  and  Cincinnati,  Ohio.    Grain,  296. 
St.  Louis,  Mo.,  to  and  from  Nashville,  Tenn.   Class  rates,  808  (886). 
St  Louis,  Mo.,  from  New  Orleans,  La.,  imported  from  Mexico.    Stsal,  841. 
St.  Louis,  Mo.,  from  Okmulgee,  Okla.    Iron  pipe  fittings,  33. 
St  Louis,  Mo.,  from  Port  Arthur,  Tex.,  and  Carson,  La.    Scrap  iron,  29. 
St.  Louis,  Mo.,  to  Quinton,  Okla.    Fire  brick,  fire  Clay,  and  dobies,  43. 
St  Louis,  Mo.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wiscon- 
sin, Minnesota,  and  Michigan.    Newsprint  paper,  709. 
St.  Louis,  Mo.,  to  the  southeast.    Soaps,  washing,  cleansing,  and  soap  powden, 

and  scouring  comiKmnds,  700. 
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St.  Xx)al8,  Mo.,  from  sootlieastem  points.    Glass  rates,  806  <8S6>. 
St.  Louis  Park,  Minn.    Switching,  646. 

St.  Pairt,  Mfnn.,  ftom  Mineral  Point,  Wis.    Lithopone  and  zinc  oxide.  208. 
St.  Paul,  Minn.,  from  Perry,  Athena,  Carbur,  and  Salem,  Fla.    Rosin  and  tur- 
pentine, 29. 
St.  Paul,  Minn.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wis- 
consin, Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Salduro,  Utah,  to  San  Francisco,  Calif.    Salt,  58. 

Salem,  Fla.,  to  Chicago  and  other  points  in  Illinc^,  St  Paul,  Minneapolis,  and 
other  points  in  Minnesota,  and  points  in  Wisconsin  and  Iowa.    Rosin  and 
turpentine,  23. 
Salt  Lake  City,  Utah,  from  all  points  east  of  the  Rocky  Mountains.    Class 

and  commodity  rates,  226. 
Salt  Lake  City,  Utah,  from  New  York  and  Brooklyn,  N.  Y.,  and  Philadelphia, 
Pa.    Cocoa  butter,  113. 

Salt  River  Valley,  Ariz.,  to  Massachusetts,  Connecticut,  Rhode  Island,  and 
Pennsylvania.    Cotton,  467. 

Saltvllle,  Va.,  to  central  teiTltory.    Soda  products,  659. 

Sandusky,  Ohio,  from  New  York,  N.  Y.,  and  Baltimore,  Md.    Nitrate  of  soda, 
692. 

San  Francisco,  Calif.,  from  all  points  east  of  the  Rocky  Mountains.     Class 
and  commodity  rates,  226. 

San  Francisco,  Calif.,  to  Bisbee  ami  Douglas,  Ariz.    Fresh  fruits  and  veget- 
ables, 623. 

San  Francisco,  Calif.,  from  Burmester  and  Salduro,  Utah,  and  Reno;  Nev. 
Salt,  58. 

San  Francisco,  Calif.,  from  Detroit,  Mich.    Self-propelling  vehicle  parts,  866. 

San  Francisco,  Calif.,  from  Garfield  Smelter  and  International,  Utah,  and 
McOlll,  Nev.    Unrefined  copper,  374. 

tSan  Francisco,  Calit,  from  Grand  Crossing  and  Chicago,  III.,  and  BMwood 
Caty,  Leechburg,  and  Pittsburgh,  Pa.    Iron  and  steel  articles,  64. 

San  Francisco,  Calif.,  from  Portland,  Greg.     Fir  and  hemlock  lumber,  and 
lath,  185. 

San  Francisco,  Calif.,  to  Rupert,  Idaho.    Secondhand  bags,  475. 

Saratoga,  N.  Y.    Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 

Sauk  Center,  Minn.,  ttom  Mason  City,  Iowa.    Cement,  613. 

Sauk  Rapids,  Minn.,  fi^m  Mason  City,  Iowa.    Cement,  613. 

Sault  Ste.  Marie,  Ontario,  to  the  west  and  southwest.    Newsprint  paper,  709. 

Savannah,  Ga.,  from  Charleston,  S.  0.    Coconut  oil,  454. 

Savannah,  Ga.,  to  Nashville  and  Memphis,  Tenn.,  Ohio  River  crossings  and 
St  Louis,  Mo.    Class  rates,  906  (336). 

Saxton,  Pa.,  from  Blmira,  N.  Y.    Minimum  on  steel  turnings,  363. 

Seattle,  Wash.,  from  an  points  east  of  the  Rocky  Mountains.    Class  and  coih- 
modity  rates,  226. 

Seattle,  Wash.,  from  Grand  (tossing  and  Chicago,  111.,  and  Ellwood  City,  Leech- 
burg, and  Pittsburgh,  Pa.    Iron  and  steel  articles,  64. 

Selma,  Ala.,  to  Nashville  and  Memphis,  Tenn.,  Ohio  River  crossings,  and  St. 
Louis,  Mo.    Class  rates,  308  (388). 

Selma,  N.  C^  from  Charlotte,  N.  C.    Sulphuric  add,  478. 

Shamrock,  Okla.,  to  Ranger,  Tex.    Wrought-iron  pipe,  33  (37). 

Sheridan,  Ind.,  to  New  Orleans,  La.,  fbr  export.    Evaporated  milk,  095  (600). 

Sheridan,  Wyo.,  from  Great  Falls,  Mont    Brick,  hollow  buUding  tile,  and  fire 
day,  178. 
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Shreveport,  La.,  from  Sault  Ste.  Marie  and  Fort  Frances*  Ontario,  and  Wla- 

consin,  Minnesota,  and  Michigan.    Newq^trint  paper,  700. 
Sionx  City,  Iowa,  to  and  from  St  Louis,  Mo.,  Peoria  and  Cfliicago,  OL,  and 
Biississippi  River  points.    Lithopone,  208. 

Sioux  Oity,  Iowa,  from  upper  Mississippi  River  crossings.     Iron  and  steel 
articles,  530. 

Sioux  Falls,  S.  Dak.,  to  and  from  St  Louis,  Mo.,  Peoria  and  Chicago,  HI., 
and  Mississippi  River  points.    Lithq[K>ne,  208. 

Solvay,  N.  Y.,  from  Chattanooga,  Tenn.    Coal-tar  oil,  720. 

Solvay,  N.  Y.,  from  Jamesville^  N.  Y.    Limestone,  86. 

South  Bend,  Ind.,  to  and  from  eastern  trunk  line  and  New  Knglaad  tanrl- 
tories.    Class  and  commodity  rates,  G7. 

South  Bethlehem,  Pa.,  to  Qray*s  Ferry,  Philadelphia,  Pa.    Coal  tar,  40L 

South  Carolina  from  Kentucky  mines.    Coal,  80. 

South  Dakota  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wis- 
consin, Minnesota,  and  Michigan.    Newsprint  paper,  700. 

South  Dakota  to  and  from  South  Tacoma,  Wash.    Switching  charges,  12& 

Southeast  from  Boston,  Mass.,  New  York,  N.  Y.,  Philadelphia,  Pa.,  and  related 
points,  and  Houston,  Tex.    Hair  and  wool  press  doth,  1. 

Southeast  to  and  from  ottier  points  in  the  southeast    Hair  and  wool  press 
doth,  1. 

Southeastern  points  to  and  from  Arkansas,  Oklahoma,  Louisiana,  and  Texas. 
Class  and  conunodity  rates,  518. 

Southeastern  points  from  Cairo,  111.,  and  Ohio  River  crossinga    Fresh  meati 
and  dressed  poultry,  610. 

Southeastern  points  to  and  from  Nashville,  Tenn.    Class  rates,  808. 

Southeastern  territory  to  and  from  eastern  and  interior  eastern  polntsi    Mini- 
mum charge  on  L  c  1.  shiimients,  727. 

Southern  cLissiflcation  territory.    Sulphuric  acid  and  chloride  of  sine;  retmn 
tranciwrtation  of  unloaded  portions,  482. 

Southern  states  to  Louisville,  Ky.,  and  Memphis,  Tenn.,  transited  and  shipped 
to  various  points.    Lumher  and  forest  products,  3^ 

South  Omaha,  Nebr.,  to   Duluth,  Blinn.,   Superior,   Wis.,   and  other  points. 
Qrain  and  flour,  807. 

South  Tacoma,  Wash.,  to  and  from  Washingttm,  Idaho,  North  Dakota,  Sooth 
Dakota,  Iowa,  Wisconsin,  and  Minnesota.    Switching  charge,  128. 

Southwestern  states  to  Louisville,  Ky.,  and  Memphis,  Tenn.,  transited  and  re- 
shipped  to  various  pointa    Lumber  and  forest  products,  182. 

Spokane,  Wash.,  from  all  points  east  of  the  Rocky  Mountains.    Class  and  com- 
modity rates,  228. 

Spring  Arbor,  Mich.,  to  Union  City,  Mich.    Wet  marl,  160. 

Springfield,  Mo.,  ftom  Bdleville,  Bentcm,  Duquoin,  Murphysboro,  and  oilier 
Illinois  points,  Quinnimont  W.  Va.,  and  Lily,  Pa.    Bituminous  ooal,  296. 

Springfield,  Mo.,  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario^  and  Wis* 
consin,  Minnesota,  and  Michigan.    Newsprint  paper,  700. 

Staides,  Minn.,  from  Mason  City.  Iowa.    Cement,  618b 

StUes,  Wis.,  firom  Baltimorei  Mich.    Logs,  486u 

Stone  Lake,  Wis.,  from  Cascade,  Mont,  stored  for  grasing  and  reshaped  to 
Chicago,  IlL    Sheep,  100. 

Storey,  Calil,  from  Rock  Springs,  Wya    Range  cattle,  671. 

Streator,  IlL,  from  Bedfbrd,  Ind.    Ground  limestooe,  SL 

Sulphur  Mines,  La.,  to  KnoxviDe^  Tenn.,  via  Memphis,  T^nn.    Salplmr,  Mfi. 

Sumner,  Colo.,  to  Emgkt,  Ooloi    Lumber  and  ■t>fa.|^^f^  ^ 
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Smiflower,  MIab.,  to  Dyersbnrg  and  Trimble,  Tenn.    Hardwood  logs,  855  (857). 
Superior,  Wis.,  from  Omaha,  South  Omaha,  and  Nebraska  Cltyt  Nebr.,  and 

Ck>uncll  Bluffs,  Iowa.    Qraln  and  flour,  307. 
Swan  River,  Bilnn.,  from  Mason  City,  Iowa.    Cement,  618. 
Syracuse,  N.  Y.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Tallahassee,  Fla.,  from  Louisville,  Ky.,  and  Olnclnnatl,  Ohio.    Soaps,  washing, 

cleansing,  and  soap  powders,  and  scouring  compounds,  700. 
Tampa,  Fla.,  from  Jacksonville  and  Florida  Transfer,  Fla.,  originating  in 

western  territory.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Tempo,  Ariz.,  to  Massachusetts,  Connecticut,  Rhode  Island,  and  Pennsylvania. 

Cotton,  467. 
Tennessee,  from  AutaugavlUe,  Ala.    Pine  lumber,  568. 
Tennessee  from  Cincinnati,  St  Bernard,  and  Ivorydale,  Ohio,  Port  Ivory  N. 

Y.,  Weehawken  and  Jersey  City,  N.  J.,  St  Louis  and  Kansas  City,  Mo., 

Kansas  City,  Kans.,  Louisville,   Ky.,  and  Chicago,   HL     Soaps,   washing, 

cleansing,  and  soap  powders,  and  scouring  compounds,  700. 
Tennessee  from  Detroit  Mich.    Salt  660. 

Tennessee  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Tennessee  from  Kentucky  mines.    Coal,  80. 
Tennessee  from  Knoxo,  Miss.    Yellow-pine  lumber,  timber,  and  lumber  products, 

485. 
Tennessee  from  Oklahoma  and  Texas.    Glass  fruit  jars,  fruit-Jar  tops,  Jelly 

S^asses,  and  tumblers,  738. 
Tennessee  from  Rupert  Idaho.    Alfalfa  meal,  475. 
Texas  from  Atlantic  seaboard  territory.    Class  and  commodity  rates,  740. 
Texas  from  Boston,  Mass.,  New  York,  N.  Y.,  Philadelphia,  Pa.,  and  related 

points.    Hair  and  wool  press  doth,  1. 
Texas  to  and  from  eastern  and  southeastern  points.     Class  and  commodity 

rates,  518. 
Texas  to  Louisiana,  Mississippi,  Tennessee,  Kentucky,  Arkansas,  and  Alabama. 

Qlass  fruit  Jars,  fruit-jar  tops,  jelly  glasses,  and  tumblers,  733. 
Texas  to  Louisville,  Ky.,  and  Memphis,  Tenn.,  transited  and   reshipped  to 

various  polnta    Lumber  and  forest  products,  132. 
Texas  to  Mississippi.    Cane  and  logging  cars,  518  (522). 
Texas  from  Oklahoma.    Wrought-iron  pipe,  33  (36). 
Texas  from  Okmulgee,  Okla.    Iron  pipe  fittings,  33. 

Texas  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin,  Minne- 
sota, and  Michigan.    Newsprint  paper,  709. 
Texas  common  points  from  Okmulgee,  Okla.    Iron  pipe  fittings,  33. 
Texas  common  point  territory  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Toledo,  Ohio,  from  Kentucky  mines,  for  transshipment  by  lake.    Bituminous 

coal,  394. 
Tolleson,  Ariz.,  to  Massachusetts,  C>>nnectlcut  Rhode  Island,  and  Pennsylvania. 

Cotton,  467. 
Trans-Missouri  territory  from  the  south  and  southwest  transited  at  Louisvllle» 

Ky.,  or  Memphis,  Tenn.    Lumber  and  forest  products,  132. 
Tribby,  Okla.,  to  Ranger,  Tex.    Wrought-iron  pipe,  33  (37). 
Trimble,  Tenn.,  from  Mississippi.    Hardwood  logs,  355. 
Trunk  line  territory  from  AutaugavlUe,  Ala.    Pine  lumber,  563. 
Trunk  line  territory  to  La  Crosse,  Wis.    Class  and  commodity  rates,  289. 
Trunk  line  territory  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Tulsa,  Okla.,  to  Denver,  Colo.    Empty  beer  carriers,  61. 
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Tuscaloosa,  Ala.,  to  Nashville  and  Memphis,  Tenn.,  Ohio  Riyer  crossiDgg,  mnd 

St.  Louis,  Mo.    Glass  rates,  308  (336). 
Union  City,  Mich.,  from  Spring  Arbor,  Mich*    Wet  marl,  169. 
Upper  Mississippi  River  crossings  to  Iowa.    Iron  and  steel  artiides,  530. 
Utah  from  Rupert,  Idaho.    Alfalfa  meal,  475. 
Utlca,  N.  Y.,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Valley,  Miss.,  to  Memphis,  Tenn.    Club-turned  spokes,  88. 
Vancouver,  B.  C,  to  New  York,  N.  Y.    Camels'  manes,  339. 
Vicksburg,  Miss.,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  855  (357). 
Virginia  from  Detroit,  Mich.    Salt,  669. 
Virginia  from  Kentucky  mines.    Coal,  80. 
Virginia  from  Rupert,  Idaho.    Alfalfa  meal,  475. 
Virginia  from  the  south  and  southwest,  transited  at  Louisville,  Ky.,  or  Memphis, 

Tenn.    Lumber  and  forest  products,  132. 
Virginia  cities  to  Nashville,  Tenn.    Class  rates,  308  (336). 
Waitsboro,  Ky.,  to  and  from  Ohio  River  crossings,  via  Burnside,  Ky.     Rail- 

and-water  class  and  commodity  rates,  10. 
Walls,  Miss.,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  355  (857). 
Warners,  N.  J.,  to  Jersey  Avenue  Station,  Jersey  City,  N.  J.    Asphaltiun,  64. 
Warren,  R.  I.,  from  Arizona.    CJotton,  467. 
Washington  to  and  from  Idaho,  Oregon,  and  Washington.    Fuel  and  pulp  wood, 

and  wood  bolts,  159. 
Washington  to  and  from  South  Tacoma,  Wash.    Switching  charges,  128. 
Washington  to  various  destinations.    Lumber  and  forest  products,  408. 
Washington,  D.  C,  to  and  from  Baltimore,  Md.    Conmiutation  tickets,  677. 
Washington,  D.  C,  to  and  from  Maryland.    One-way,  round-trip,  and  conunuta- 

tion  fares,  302. 
Washington,  D.  C,  from  Minnesota  and  Wisconsin.    Potatoes,  680. 
Washington,  Ind.,  from  St.  Louis,  Mo.    Grain,  256. 
Waterloo,  Iowa,  from  upper  Mississippi  River  crossings.    Iron  and  steel  articles, 

530. 
Watervllet,  Mich.,  to  and  from  eastern  trunk  line  and  New  England  territories. 

Class  and  commodity  rates,  67. 
Weehawken,  N.  J.,  to  the  southeast.    Soaps,  washing,  cleansing,  and  soap  pow- 
ders, and  scouring  compounds,  700. 
Western  classification  territory.    Sulphuric  acid  and  chloride  of  zinc;  return 

transportation  of  unloaded  portions,  432. 
Western  points  from  the  south  and  southwest,  transited  at  Louisville,  Ky.,  or 

Memphis,  Tenn.    Lumber  and  forest  products,  132. 
Western  territory  to  Florida.    Fresh  meats,  dressed  poultry,  and  salted  meats, 

461. 
Western  trunk  line  territory  from  Autaugaville,  Ala.    Pine  lumber,  563. 
Western  trunk  line  territory  from  the  south  and  southwest,  transited  at  Louis- 
ville, Ky.,  or  Memphis,  Tenn.    Lumber  and  forest  products,  132. 
West  Frankfort,  111.,  to  Springfield,  Mo.    Bituminous  coal,  296. 
West  Hammond,  111.,  to  International  Falls,  Minn.    Salt  cake,  403. 
West  Virginia  from  the  south  and  southwest,  transited  at  Louisville,  Ky.,  or 

Memphis,  Tenn.    Lumber  and  forest  products,  132. 
(Vheeling,  W.  Va.,  to  Wilmington,  N.  C.    Boat  rudders,  343. 
Whippany,  N.  J.,  to  CJommunlpaw  Station,  Jersey  City,  N.  J.    Chipboard,  483. 
Whitehall,  N.  Y.    Demurrage  on  wood  pulp,  pulp  wood,  and  coal,  424. 
Wichita,  Kans.    Switching,  205. 
Wichita,  Kans.,  to  Coffeyvllle,  Kans.    Spent  sulphuric  or  sludge  acid,  18. 
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Wichita  Falls,  Tex.,  to  Mansfield  and  Gahagan,  La.   OU-wdl  outfits  and  supplies 

and  other  articles,  164. 
Wichita  Falls,  Tex.,  from  Quay  and  Cleveland,  Okla.   Wrou|^t-iron  pipe,  88  (87). 
Williamson,  Pa.,  to  Midland,  Pa.    Limestone,  56. 
Wilmington,  N.  C,  from  Wheeling,  W.  Va.    Boat  rudders,  343. 
Wilmore,  Ky.,  to  and  from  Cumberland  River  landings,  via  Bumside,  Ky.    Rail- 

and-water  class  and  commodity  rates,  10. 
Wisconsin  from  Blue  Island,  IlL    Petroleum  and  products,  568. 
Wisconsin  from  Knoxo,  Mis&    Yellow-pine  lumba*,  timber,  and  lumber  products, 

485. 
Wisconsin  to  New  Orleans,  La.,  and  Mobile,  Ala.,  for  export    Evaporated  milk, 

695. 
Wisconsin  from  Perry,  Athena,  Carbur,  and  Salem,  Fla.    Rosin  and  turpentine, 

23. 
Wisconsin  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  and  Wisconsin, 

Minnesota,  and  Michigan.    Newsprint  paper,  709. 
Wisconsin  to  and  from  South  Tacoma,  Wash.    Switching  charges  128. 
Wisconsin  to  trunk  line  and  Texas  common  point  territories.    Potatoes,  680. 
Wisconsin  to  the  west  and  southwest    Newsprint  paper  709. 
Wishek,  N.  Dak.  from  Mason  City,  Iowa.    Cement,  613. 
Wyoming  to  El  Paso,  Tex.    Commodity  rates,  689. 

Wyoming  from  Great  Falls,  Mont   Brick,  hollow  building  tile,  and  fire  day,  178. 
Tazoo  City,  Miss.,  to  Dyersburg  and  Trimble,  Tenn.    Hardwood  logs,  355  (357). 
Yazoo  City,  Miss.,  to  Memphis,  Tenn.    Club-turned  spcfkes,  88. 
Ybor  City,  Fla.,  from  Jacksonville  and  Florida  Transfer,  Fla.,  originating  in 

western  territory.    Fresh  meats,  dressed  poultry,  and  salted  meats,  461. 
Youngstown,  Pa.,  from  Elmirn,  N.  Y.    Minimum  on  steel  turnings,  363. 
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[Tb«  nnmbers  In  parenthesis  following  clUtions  Indicate  pages  on  which  snhjects  are 

eonsldered. 

ABANDONMENT. 

Respondent  sought  to  justify  increased  rates  upon  daim  Uiat  it  is  operat- 
ing at  a  loss  and  that  it  proposed  increases  are  not  permitted  it  will  be 
compelled  to  discontinue  operation  because  it  can  not  further  increase 
its  existing  deficit  Held:  Increases  found  not  Justified.  Rat^s  between 
Ohio  River  and  C3olumbia  River  Points,  10. 
ABSORPTION.    See  aUo  Switching. 

Carriers  propose  to  restrict  absorptions  of  switching  charges  of  the  Fort 
Worth  Belt  Ry.,  to  specific  amounts  which  are  less  than  the  present 
switching  charges  from  or  to  industries  and  public  stockyards  at  Fort 
Worth,  Tex.  Held;  Line-haul  carriers  absorb  full  amount  of  switching 
charges  to  and  from  competing  markets  which  are  on  a  rate  parity  with 
Fort  Worth,  and  as  that  relationship  would  be  disrupted,  proposed  in- 
creased charges  found  not  Justified.  Absorption  of  Switching  Charges  at 
Fort  W^orth,  73. 

Following  Absorption  of  Switching  Charges  at  Fort  Worthy  61  I.  C.  C,  73, 
increased  through  charges  on  interstate  shipments  to  and  from  in- 
dustries on  the  Fort  Worth  Belt  Ry.,  at  Fort  Worth,  Tex.,  under  schedules 
which  limited  the  amount  of  switching  charges  absorbed  by  certain 
carriers,  found  not  Justified,  and  during  such  periods  when  the  fuU 
amounts  of  the  switching  charges  were  not  absorbed  found  unreasonable 
to  extent  they  exceeded  the  line-haul  ratea  Proceeding  held  open  on 
issue  of  reparation.    Swift  &  Co.  v.  Ft  W.  &  D.  C.  Ry.  Co.,  77. 

Based  upon  cost  of  performing  the  service,  proposed  increased  charges  for 
loading  and  unloading  ordinary  live  stock  at  public  stockyards  at  Chicago, 
111.,  and  other  western  points,  and  absorptions  of  such  charges  by  carriers 
engaged  in  the  transportation,  found  Justified.  Live  Stock  Loading  and 
Unloading  Charges.  223. 

Practice  of  trunk  lines  in  absorbing  a  portion  of  the  charges  of  a  short 
line,  found  not  to  be  a  common  carrier  subject  to  the  act,  should  be 
discontinued,  but  it  is  not  unlawful  to  make  a  reasonable  allowance  to 
such  short  line  for  performing  a  portion  of  the  serrice  included  in 
line-haul  rates  which  trunk  lines  do  not  elect  to  do  for  themselves. 
National  Tube  Co.  v.  P.,  C,  C.  &  St  L.  R.  R.  Co..  590  (599). 

Proposed  limitation  on  the  amount  of  switching  charges  of  the  M.  &  St 
L.  R.  R..  and  the  Railway  Transfer  Co.,  that  will  be  absorbed  by  the  C,  St 
P..  M.  &  O.  and  M.,  St  P.  &  S.  S.  M.  railways,  and  which  will  result  in 
increases  in  the  charges  assessed  for  line-haul  movements  against  certain 
shippers  and  receivers  of  freight,  found  not  Justified.  Switching  and 
Absorption  at  Minneapolis,  646. 
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ACTIONS.    See  Pending  Complaints. 
ADDITIONAL  CHAROB. 

The  Fort  Worth  Belt  Ry.  found  to  be  a  switching  agency  employed  by  line- 
haul  carriers  in  .completion  of  contracts  between  carriers  and  shippers, 
and  its  charges  should  be  a  part  of  the  freight  charge  made  to  the  shipper 
and  not  in  addition  thereto.  Absorption  of  Switching  Charges  at  Fort 
Worth,  73  (76). 
ADJACENT  FOREIGN  COUNTRY.    See  also  Canada. 

Under  section  1  of  the  act  the  Commission's  Jurisdiction  over  rates  from 
an  adjacent  foreign  country  to  points  within  the  United  States  is  limited 
to  that  portion  of  the  haul  which  takes  place  within  the  United  States. 
Lake  Superior  Paper  Co.  (Ltd.)  t?.  Director  General,  709  (718). 
ADJUSTMENT  OF  RATES.  See  also  Relationship  of  Rates  ;  Relative  Ad- 
justment. 

Following  Birdaboro  Case,  49  I.  C.  C,  681,  distance  scale  of  rates  was  pre- 
scribed from  Birdsboro,  Pa.,  on  crushed  rock,  but  shipments  do  not 
originate  at  that  point  Commission's  order  omitted  Monocacy,  Pa^  at 
which  point  shipments  do  originate,  and  carriers  after  considerable 
delay  established  from  Monocacy  the  distance  scale  prescribed  from 
Birdsboro.  Held:  Rates  icharged  on  shipments  moving  during  interim 
found  imreasonable  and  reparation  awarded.  Birdsboro  Stone  Co.  v, 
P.  R.  R.  Co.,  46. 

A  readjustment  of  rates  initiated  by  the  Director  General  under  general 
order  No.  28,  resulting  in  reductions,  is  not  an  admission  of  the  reason- 
ableness of  the  lowei*  rates  nor  a  confession  that  he  regarded  the  higher 
rates  originally  established  under  that  order,  as  unreasonable.  Schram 
Glass  Mfg.  Co.  V,  Director  General,  as  Agent,  435  (437). 

Prbposal  to  substitute  increase  of  35  per  cent  to  factors  west  of  St  Louis, 
Mo.,  instead  of  33i  per  cent  as  authorized  in  Increased  Rates,  1920,  58 
I.  C.  C,  220,  in  Joint  Class  and  commodity  rates  between  points  in  the 
southwest  and  points  in  defined  territories  east  of  Indiana-Ulinois  state 
line  and  of  the  Mississippi  River,  Cairo,  111.,  and  south,  found  not  Justi- 
fied, as  they  would  result  in  widening  the  rate  spread  between  the  base 
point  and  such  other  points  in  defined  territories.  Substitution  for  In- 
creases in  Rates,  518  (520). 

Increases  proposed  in  Joint  class  and  commodity  rates  between  points  in 
the  southwest  and  points  in  defined  territories  east  of  the  Indiana- 
nilnois  state  line,  and  the  Mississippi  River,  Cairo,  111.,  and  south,  origi- 
nally established,  and,  prior  to  decision  in  Increased  Rates,  1920,  58 
I.  C.  C,  220,  maintained,  or  intended  to  be,  on  basis  of  lowest  combina- 
tion  of  local  rates  to  and  from  the  Mississippi  River  crossings,  or  other 
basing  points,  found  Justified.    Id.     (522). 

Proposal  to  increase  rates  on  cane  and  logging  cars.  In  straight  or  mixed 
carloads,  from  points  in  Texas  to  points  in  Mississippi,  by  substitution  of 
increase  of  35  per  cent  instead  of  33^  per  cent,  the  basis  in  efTect  to  St 
Louis,  Mo.,  found  Justified.    Id.     (522-523). 

Proposal  to  increase  Joint  rates  on  wrought  and  cast  iron  pipe  from  iron- 
pipe  producing  points  In  the  southeast  to  points  in  Oklahoma,  which  will 
correct  cerialn  fourth-section  depariures,  as  well  as  restore  the  former 
relationship  between  the  Texas  and  Oklahoma  points,  found  Justified. 
Id.     (5^). 
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ADJUSTMENT  OF  RATES— Continued. 

Proposal  to  Increase  Joint  rates  on  hides  from  Fort  Worth,  Tex.,  and  Okla- 
homa Oltsr,  Okla.,  to  eastern  tamitaig  points^  found  justifled  as  to  Fort 
.  Worth,  but  not  justifled  as  to  Oklahoma  OiCy,  as  proposed  rates  would 
result  in  undue  prejudice  to  shippers  from  ttiafc  pointy  except  to  points  in 
the  southeast,  where  Fort  Worth  should  be  allowed  its  natural  advan- 
tages of  location.    Id.     (525). 

fShB  Commission's  sanction  of  a  general  adjustment  of  rates  does  not  carry 
with  it  the  approval  of  any  particular  rate  under  that  adjustment. 
OWods  Soap  Co.,  40  L  C.  a,  121.  Steel  &  Tube  Co.  v.  Director  General, 
as  Agent,  526  (529). 

Substitution  by  the  Director  General  of  a  flat  taorease  of  4.5  cents  on 
petroleum  and  products,  In  lieu  of  25  per  cent  increase,  as  authorized 
under  general  order  No.  28,  not  found  unreaBonable  or  unduly  prejudicial, 
as  sod)  readjustment  was  made  in  an  effort  to  minimise  serious  disturb- 
ances of  rate  relationships  and  met  with  the  approral  of  producers,  re- 
flners,  and  Jobbers  generally.  Bamett  Oil  A  Gas  Co.  v.  Director  (Gen- 
eral, as  Agent,  568. 

Proposal  to  Increase  rates  from  El  Paso,  Tex.,  to  north  Padflc  coast  points 
by  making  effective  increases  of  33|  per  cent  as  authorized  under  In- 
orea$ed  RtUes,  1920,  68  I.  C.  C,  220,  in  UeU  of  26  per  cent  increase  made 
effective  under  that  decision,  fbund  not  Justifled,  as  El  Paso  encounters 
competition  from  points  subject  to  increases  of  25  per  e&it  and  the  routes 
to  north  Pacific  coast  territory  lie  almost  wholly  within  the  mountain- 
Padflc  group,  as  to  which  increases  of  but  25  per  cent  were  approved. 
Pr(^)osed  Increased  Rates  from  and  to  El  Paso,  688. 

Proposed  Increased  rates  to  El  Paso,  Tex.,  and  related  points  from  points  in 
mountain-Paclflc  group  found  Justifled  where  such  lates,  prior  to  in- 
creases authorized  In  Increased  Raies^  i$BO,  58 1,  a  C,  220,  were  the  same 
as  ftom  Denver  and  other  Colorado  common  points,  but  fdund  not  Justifled 
where  such  rates  were  in  excess  of  the  rates  from  Denver  and  Colorado 
common  points,  except  to  obviate  fourth^  section  departures*    Id.    (691). 

Rriatlonship  of  rates  on  coal  from  mines  in  Kentoeky  in  L.  &  N.  group 

.  No.  1  to  Jackson,  Mich.,  and  Toledo,  Ohio^  disrupted  by  application  of 
Increases  uhder  general  order  No.  28  and  subsequently  i«adjusted  found 
not  to  have  been  unreasonable  or  discriminatory.  Dewey  Fuel  Co.  v. 
Director  General,  as  Agent,  607. 

Adjustment  of  rotes  following  Fourth  SetHon  VioiMiimm  In  $he  Southeagt, 
80  I;  C  Cn  153,  and  82  I.  C«  C,  61,  uqder  which  any-<iimntity  rates  on 
soaps,  washing,  cleansing,  and  soap  powders,  and  soouring  compounds 
t6  d€yitlnations  In  souther  nt^lfltory  from  points  north  and  west  thereof 
were  canceled  and  c  1.  and  L  c  1.  commodity  rates  established  in  lieu 
thereof,  as  a  whole,  not  found  tmoasoDable.  Procter  di  Gamble  Dis- 
tributing Co.  V.  A.  C.  By.,  700. 
ADMINISTRATIVE  RULINGS.    See  OowntsxncK  RuiiNos;  Bulks  of  Pbac- 

tick;  Tabiff  Circulax. 
ADVANCJE  IN  RATES,    8te  al$6  Double  IvaucASB. 

In  Cteneral : 

Divisions  in  the  form  of  absorptions  can  not  be  predicated  solely  upon 
the  amount  of  revenue  necessary  to  insure  successful  <4)eration, 
and  it  is  improper  to  attempt  forcible  adjustment  of  divisions  be- 
tween carriers  by  Increasing  the  through  rates  which  shippers  must 
pay.  Absorption  of  Switching  Charges  at  Fort  Worth,  73  (75-76). 
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ADVANCE  IN  RATES— Continued. 
In  Generflt-— Continued. 

Financial  condition  of  a  cajrrler;  altlioagh  an  important  matt^  for 
consideration,  does  not  tn  itself  warrant  an  increase  in  rates. 
Coal  from  Cumberland  B.  R.  to  Southeastern  Points,  80  (82). 

In  connection  with  proposed  increases  £n  rates  or  cbarges  carriers 
should  be  prepared  to  sustain  the  burden  of  justification  whidi  the 
law  has  placed  upon  them.  Interchange  Switdiing  at  Wtchitt, 
205  (20Z). 

The  reasonableness  of  increases  actually  applied  by  the  railroads  to 
combination  rates  can  not  be  determined  entirely  by  a  Cimstructimi 
of  general  order  No.  28,  but  "Uie  controlling  question  is  whether 
the  resulting  rates  "were  unreasonable  or  otherwise  unlawful" 
Abbott  V.  Director  General  as  Agent.  296  (299). 

Bxigenciet  of  tariff  publication  are  not  sufficient  Justification  for  In- 
creased rates.    Substitntiotn  for  Increases  in  Rates,  518  (520). 

The'  Commission's  sanction  of  a  general  adjustment  of  rates  does  not 
carry  with  it  the  approval  of  any  particular  rate  under  that  ad- 
justment. Qlohe  Soap  Co,,  40  I.  C.  C,  121.  Steel  &  Tube  Co.  v. 
Director  General  as  Agent,  526  (529). 

A  rate  increase- uniform  in  amount  necessarily  tends  to  preserre 
rather  than  disrupt  preexisting  relationships.  This  is  not  true  of 
a  percentage  increase.  Bamett  (HI  &  Qas  Co.  v.  Director  Qeneral  as 
Agent,  568  (570). 

(DompariSMuB  of  percentages  whi<^  a  uniform  specific  increase  bears 
to  preexisting  rates  are  without  great-  weight  since  any  Increase 
must  result  in  higher  percentage  increases  on  short-haul  than  on 
long-haul  traffic,  and  wheai  reasonable  for  an  ayerage  haul  will 
yield  mor&  revenue  toe  a  short  haul  and  lees  for  a  long  haul.  If 
that  tAct  alone  will  suffioe  to  condemn  it,  no  uniform  specific  in- 
crease can  ever  be  Justified.    Id.    (570). 

Proposal  to  increase  rates  from  El  Paso,  Tex.,  to  north  Pacific  coast 
poiiits  by.  making  effective  increases  of  83^  per  cent,  as  authorized 
lUnder  Increased  Rmiea,  1029;  58  I.  C.  C.  220,  in  lieu  of  25  per  cent 
Increase  made  effective '  under  that  decision,  found  not  Justified,  as 
El  Paso  encounters  competitk)n  from  points  subject  to  increases  of 
25  per  cent  and  the  routes  to  north  Pacific  coast  territory  lie  almost 
'  wholly  withiB  the  moontaiii-Pacific  group,  as  to  which,  increases  of 
but  25,  per  cent  were  approved.  Proposed  Incr^uied  Rates'  t^am  and 
to  Bt  Paso,  669.  j 

Proposed  increase  rates  to  El  Paso,  Tex.,  and  related  points  from 
points  in  mountalh^Pacific  group  found  justified  where  such  rates 
prior  to  increases  asthoriBed  in  Increased  Rates,  1920,  58  I.  C.  C, 
220,  were  the  same  as  from  Denver  and  other  Colorado  common 
points,  but  foand  not  Justified  where  such  rates  were  in  excess  of 
the  rates  from   Denver  and   Ck>lorado  common  points,  ezc^t  to 
obviate  fourth  section  departures.    Id.    (691)4 
Arbitraries:  Proposed  increased  arbitrary  over  Tacoma,  Wash.,  on  Inter- 
state c.  1.  traffic  between  Sontb  Tacoma,  Wat^,  and  points  on  the  Great 
Northern,  fo^mdnot  Justified,    fiwitdilng  Charge  to  and  from  South 
Tacoma,  1281 

61 1.  C.  C. 


PX>PX  DI0E8GB.  9Sff 

ADVANCB  IN  RATBS— Continaed. 

Cara,  cmie  sn^  loggHug:.  Prpposal  to  iocveMe  rates  on*  to  stralgfat  or  mixed 
car^oada,  Xrom];u)lnta  iQ.:i>3(a;»  to  points  in  Mississippi,  by  8ul>stitation 
of  incceaj^e  of  35  pf  i;  cent  instead  of  33i  per  cent,  the  basis  in  9/twt  to  St 
Louis,  Mo^  t^nd  .JusM^ed.  Substitution  for  Increases  in  BaAes,  518 
(522-523). 
Class  and  commodity  rates: 

Proposed  incr^a«eU  Interstate  joint  and  proportional  rail-and*water 
dass  and  loonnnodi^  rates  between  Ohio  Hi ver  crossings  and  related 
points  apjd  iandlnga  on  tbe  Cumberland  Biv#r,  Tia  Burnside,  Ky., 
found  not  Justified.    Bespondent  sought  to  Justify  IncreaseB  upon 
claim  tha^  U  V^  operifting  at  a  loss  under  present  rates  and  that  if 
propose^  increases  are  not  permitted  it  will  be  compelled  to  discon- 
tinue operation.    Rates  between  Ohio  Elver  and  Cumberland  Elver 
Points.  K). 
Proposal  to  s\ibstiitute  increase  of  35  per  cent  to  factors  west  of  St. 
Louis.  Mo.».  in^^t^d  of  83^  per  cent,  as  authorised  in  Jmn'ean4  Rates, 
1020,  58  I.  (X  C^t  220,  in  Joint  class  and  commodity  rates  between 
points-  in  the  southwest  and  points  in  defined  territories  east  of 
Indiana-Illinois  state  line  and  of  the  Mississippi  Bivor,  Cairo,  IlL, 
and  so^,  loiiudnot  Justi^ed*  as  they  would  result  in  widi^nivg  the 
rate  spread  between  the  base  point  and  such  other  points  in  defined 
territories.    Substitution  for  Increases  in  Eates,  518  <520.). 
Increases. proypo^  in  Joint  class  and  commodity  rates  b^tweeo  points 
in  the  southwest  and  points  in  defined  territories  ea^t  of  tim  Ipdiana- 
.  liUnolB  state  Une,  and  the  Mississippi  Elver,  Caro,  DL,  and  Jiouth, 
originally  ^atablishedv  and,  prior  to  decision  in  Increased^  Rates, 
J9d0f  58, L  C.  Ci  220  maintained,  or  intended  to  be,  on  basis  o£  lowest 
combioa^on  of  ^al  jc^es  to  and  from  the  Mississippi  River  tfross- 
ipgs,  or,,pther.  ba^^  points,  found  Justified.    Id»    (522).       1 
Class  rates;  Proposed  changes  in  interstate  class  raies  to  and  from  Nash- 
ville^ Teiuw  And  qtfti^f  southe^sterm  points,  filed  to  remove  tim  undue 
prejudice  found  to  .exist  ii^  favpr  of  J^ashviUe  in  MurfreesborQ  B9ard  of 
Trade,  55,L  C  C.»  0^  Joynd  Justified  in  part  only.    Maximum  basis  of 
rales  prescribed  to  rqn^ve  snoh  updue  prejudice  and  to  establish  Just  and 
reasonable  rates  fro#»  aad  to  other  points  opvered  by  the  suspended  sched- 
ules. .  Rates  to  ofxd  from  Nashville,  308. 
Coal: 

•  Proposed  incrfAM  of  20  cents  per  net  ton  ip  the  Joint  xattm  on.  from 
nUnoaonthe  Qu^berlax^  E.  E*,  to  points  on  the  L.  &  N.  and  connec- 
tions in  T^mneaseev  Virginia,  the  Carolinas,  Qeqrgia,  Florida,  and 
Alabama,  found  not  Justified.  Coal  from  Cumberland  E.  R.  to 
Southeastern  Pointa,.80. 
Proposed  c&Acellalion  of  Joint  rates  on,  from  certain  mines  in  the 
Fultoo^Peorla  district  of  IlUoais  ^  destinations  in  Ohio  and  Michi- 
gani  leayiag  in  effect  higher  combinations,  found  not  Justified  where 
req;K>ndeDt  relied  upon  a  showing  that  its  divisions  were  gnsatis- 
factory.  Cpal  from  Illinois  to  Michigan,  105. 
Eelattoiishi#  of  rates,  on,  from  mines  tn  Kentucky  in  U  &  K;  group 
N04  1  to  Jac)(a<m,  Mieb.»  stnd  Toledo,  Ohio,  disrupted  by  apiAksttion 
of  increaae9  iNMler  general  ordw  No.  28  and  subsequently  readjusted, 
found  not  to  have  been  unreaaonable  or  nnjuatly  dlKriminatory. 
Dewey  f  Hiel  Cou  p»  Director  General,  as  Agent,  607. 
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ADVANCE  IN  RATES— Continued. 

• '  '  Fresh  meats  and  dressed  poultry :  Proposed  increase  of  (U5  cwit  per  lOD 
pounds  in  commodity  rates  on,  from  Cairo,  IB.,  and  Ohio  River  crossings 
' '  '  'to  destinations  in  the  southeast  for  purpose  of  placing  rates  tlirous^  those 
poihts  on  a  parity  with  the  rates  tlirough  Memphis,  Tenn.,  wliich  relation- 
ship had  existed  for  many  years,  found  not  justified.  Fresh  Meats  and 
Dressed  Poultry  from  Ohio  River,  610. 

Glass  ^nd  ^assware :  Proposed  increased  and  reduced  rates  on  glass  froit 
Jars,  fruit-Jar  tops,  Jelly  glasses,  and  tumblers,  in  straight  or  mixed  car- 
loads, from  certain  points  in  Oklahoma  and  Texas  to  points  in  Arkansas 
and  southeastern  states,  found  not  Justified,  as  they  contain  many  in- 

•  coilMstencles  and  would  result  in  violations  of  sections  S  and  4  of  the 
act. '  Glass  and  Glassware  from  Oklahoma  and  Texas,  788. 

Grain :  Reshlpping  rates  on,  from  St  I^^uis,  Mo.,  to  points  in  Indiana  and 
Kentucky,  established  following  cancellation  of  reshlpping  rates  on  grain 
originating  in  Illinois  or  beyond  the  so^alled  100-mile  zone  west  of  the 
'  Mississippi  River,  from  St  Lonis,  to  Louisville,  Ky.,  Cincinnati,  Ohio, 
and  points  taking  same  rates,  approved  in  58  I.  C.  C,  435,  found  not  un- 
reHSonable,  and  former  finding  affirmed.  Grain  from  St  liOuis  tb  dn- 
cinnati  and  Louisville,  256. 

Grain  and  flour :  Proposed  increased  rates  on,  from  Omaha,  Nebr.,  and  other 
points  to  Duluth,  Minn.,  and  other  destinations,  found  not  Justified  where 
the  sole  reason  for  the  proposed  increases  was  tliat  respondents  were  no 

'    Hmger  in  accord  as  to  divisions.    Grain  and  Flour  from  Missouri  River 

•'l*oints  to  Duluth,  807. 

Handling  cbai^ges :  Proposed  increased  charges  for  handling  freight  over  the 

'  pters  at  New  Orleans,  La.,  and  points  in  the  New  Orleans  district  found 
Justified  in  part.    Handling  Charles  at  Louisiana  Ports,  879. 

'Hides:  Proposal  to  Increase  Joint  rates  on,  from  Fort  Worth,  Tex.,  and 
Oklahoma  City,  Okla.,  to  eastern  tanning  points,  fbund  Justified  as  to 
Fort  Worth,  but  not  Justified  as  to  Oklahoma  City,  as  proposed  rates 

'  would  result  in  undue  prejudice  to  shippers  from  diat  point  except  to 
points  in  the  southeast  where  Fort  Worth  should  be  allowed  its  natural 
advantaged  of  location.    Substitution  for  Increases  in  Rates,  518  (525). 

Joint  rates :  Under  Commission's  tariff  regulations  Joint  rates  upon  mcer- 
state  traffic  might  be  published  as  single  amounts  or  by  addition  of 
arbitraries.  Latter  form  of  publication  does  not  render  rates  a)iy  the 
less  Joint  rates,  and  mere  fftct  that  arbitrary  might  have  been  increased 
Qnder  general  order  No.  38  at  time  of  its  promulgation  does  not  neces- 
sarily now  Justify  increases  proposed  by  carriers,  ujion  whbm  the  burden 
of  proof  still  lies.  Switching  Charge  to  and  from  South  Tacoma,  128 
(129). 

Kale,  lettuce,  and  spinach:  Proposal  of  American  Ry.  Express  Co.  to  in- 
crease estimated  weights  on,  in  bushel  containers '  and  in  barrels,  to- 
llether  with  c.  1.  minimum  weights  on  same,  found  not  Justified.  Present 
weights  have  been  in  effect  since  the  inception  of  the  industry,  rates 
hare  been  made  with  relation  thereto,  and  the  practical  and  only  effect 
of  the  proposed  increases  would  be  a  substantial  increase  In  transporta- 
ti6n  charges.  Increased  Weights  on  Kale,  Lettuce,  and  Spinach,  586. 

Less-than-oarload  traffic:  Proposed  increased  Joint  minimum  rates  and 
diarges  on  1.  c.  1.  shipments  and  new  individual  and  Joint  regulations 
and  practices  affecting  such  rates  and  charges  found  not  Justified  where 
the  matter  was  mainly  a  question  of  divisions  and  of  tiie  method  of 
rate  making.   Minimum  Charges  on  Less-than-Carload  Shipments,  727. 
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ADYANOB  IN  RATES— Conttnned. 

Lttbopoiie:  Proposed  cancellation  of  commodity  rates  on  lithopone  and 
certain  other  commodities,  In  mixed  carloads,  between  St  Louis,  Mo., 
Peoria  and  Oblcago,  III.,  and  Ml8Slssipk)l  River  crossings,  on  the  one 
hand,  and  Kansas  City,  Mo.,  Omaha,  Nebr.,  Slonx  City,  Iowa,  and  Slonx 
Falls,  S.  Dak.,  on  the  other,  leaving  in  effect  fifth-class  rates,  found 
Justified,  as  the  proposed  cancellation  will  not  Increase  the  rates  or  mlnl- 
mum  weights  on  such  mixed  carload  ^^limients.  Lithopone  and  Zinc 
Oxide  between  Western  Points,  208. 

Lithopone  and  zinc  oxide:  Proposed  cancellation  of  commodity  rates  on, 
in  mixed  carloads,  from  Mineral  Point,  Wis.,  to  St.  Paul  and  Minneapolis, 
Minn.,  and  Kansas  City,  Mb.,  leaving  in  effl^et  higher  fifth-class  rates, 
found  not  justified,  as  no  reason  appears  wliy  the  mixed  carload  com- 
modity rate  should  be  continued  to  St.  Louis,  Mo.,  and  not  to  Kansas 
City.    Lithopone  and  Zinc  Oxide  between  Western  Points,  206. 

Loadii^  and  unloading:  Based  upon  cost  of  performing  the  service,  pro- 
posed increased  charges  for  loading  and, unloading  ordinary  live  stock  at 
public  stockyards  at  Chicago,  ni.,  and  other  western  points,  and  absorp- 
tions of  such  charges  by  carriers  engaged  in  the  transportation,  found 
justified.    Live  Stock  Loading  and  Unloading  Charges,  223. 

Logs:  Proposed  tucreased  rates  on,  from  Baltimore,  Mich.,  to  Stiles  and 
Oconto,  Wis.,  when  for  manufacture  and  reShipment  over  the  lines  of 
the  delivering  carrier,  found  imreasonably  high.  Reasonable  Increase  sug- 
gested.   Logs  from  Baltimore,  Mich.,  496. . 

Meats,  fresh  and  salted:  Proposed  cancellation  of  proportional  commodity 
rates  on  fresh  meats  from  Jacksonville  and  Florida  Transfer,  Fla.,  to 
Tampa  and  other  points  in  Florida,  applicable  on  shipments  originating 
in  western  territory,  and  application  of  hi^er  proportional  class  rates, 
f<mnd  not  justifi^,  but  increase  in  such  propottional  commodity  rate  and 
proposed  increased  rates  on  salted  meats,  found  justified.  Fresh  and 
Salted  Meats  between  Points  hi  Florida,  461. 

Petroleum  and  products :  Substitution  by  the  Director  General  of  a  fiat  in- 
crease of  4.5  cents  on  petroleum  and  products,  in  lieu  of  25  per  cent  in- 
crease, as  authorised  under  general  order  No.  28,  not  found  unreasonable 
or  unduly  prejudicial,  as  such  readjustment  was  made  in  an  effort  to 
minimize  serious  disturbances  of  rate  relationships  and  met  with  the  ap- 
proval of  producers,  refiners,  and  jobbers  generally.  Bamett  Oil  &  Gas 
Co.  V.  Director  General,  as  Agent,  668. 

Pipe,  wrought  and  cast  Iron :  Proposal  to  increase  joint  rates  on,  from  iron- 
pipe  produdug  points  in  the  southeast  to  points  in  Oklahoma,  which  will 
correct  certain  fourtti  section  departures,  as  well  as  restore  the  former 
relationship  between  the  Texas  and  Oklahoma  points,  found  justified. 
Substitution  for  Increases  in  Rates,  518  (529). 

Poles,  pipes,  and  connections.  Iron:  Proposed  increased  proportional  rates 
on  iron  or  steel  pipe,  on  iron  or  steel  telegraph,  telephone,  and^electric- 
railway  poles,  and  on  pipe  connections,  couplings,  and  fittings,  east-bank 
upper  Mississippi  River  crossings  to  interior  Iowa  pohits,  found  not  justi- 
fied.   Iron  Poles,  Pipes,  and  Connections,  530. 

Posts,  cedar  fence :  Proposed  increased  rates  on,  from  points  in  Oregon  to 
points  in  California,  which  will  place  them  on  a  level  with  the  rates  on 
cedar   lumber,   found   not   justified.     Regrouping  and   Description   of 
Lumber  Articles  from  Pacific  Coast  Points,  897. 
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ADVANCE  IN  RATES— Continued. 

Soda  products :  Proposed  increased  rates  on,  from  SaltvUle,  Va.,  to  points  in 
c.  t.  a.  territory^  which  will  place  them  on  a  level,  distance  considered, 
with  the  rates  from  Alkali,  Ohio,  a  competing  point,  found  Justified*   Soda 
Products  from  Saltville,  Va.,  559. 
Special  service :  Services  of  a  iq^ecial  character  are  not  subject  to  the  in- 
creases authorized  under  Increased  Rates,  1920,  58  I.  C.  C,  220.   National 
Box  Co.  V.  M.  P.  R.  R.  Co.,  211  (213). 
Spelter:  Rates  on,  from  Peru  and  La  Salle,  IIL,  to  eastern  trunk  line 
and  New  England  territories,  increased  on  June  25,  1018,  under  general 
order  No.  28»  resulting  in  increases  in  excess  of  25  per  cent,  the  maximum 
authorized  under  that  order,  found  not  unreasonable  or  unduly  preju- 
dicial with  reation  to  the  corresponding  rates  from  competing  w^tem 
points.    Illinois  Zinc  Co.  v.  Director  General,  as  Agent,  92  (105). 
Switching : 

Carriers  propose  to  restrict  absorptions  of  switching  charges  of  the 
Fort  Worth  Belt  By.  to  specific  amounts  which  are  le^  than  the 
present  switching  charges  from  or  to  industries  and  public  stock- 
yards at  Fort  Worth,  Tex.  Held:  Line-haul  carriers  absorb  full 
amount  of  switching  charges  to  and  from  competing  nmrkats  which 
are  on  a  rate  parity  with  Fort  Worth,  and  as  that  rtiatiensbip  would 
be  disrupted,  proposed  increased  charges  found  not  Justifi^  Ab- 
sorption of  Switching  Charges  at  Fort  Worth,  73. 
Following  Absorption  of  Stcitching  Charges  <U  Fort  Worth,  61  L  C.  Cm 
73,  increased  through  charges  on  Interstate  ediipm^ts  to  and  from 
industries  on  the  Fort  Worth  Belt  Ry„  at  Fort  Worth,  Tex.,  under 
schedules  which  limited  the  amount  of  switching  chaiiges  absorbed 
by  certain  carriers,  found  not  Justified,  and  during  such  periods 
when  the  full  amounts  of  the  switching  charges  were  not  absorbed 
found  uni;easonable  to  extent  they  exceeded  the  line-haul  rates.  Pro- 
ceeding held  open  on  issue  of  reparation.  Swift  &  O.  v.  Ft.  W.  & 
D.  C.  By.  Co.,  77. 
Increased  charges  proposed  by  the  St.  L.-S.  F.  By.  Ck>.,  for  switching 
between  industries  on  its  line  and  interchange  points  with  other 
carriers  at  Wichita,  Kans.,  in  connection  with  a  line-haul  movement 
by  the  latter,  found  not  Justified.    Interchange  Switching  at  Wichita, 

Proposal  of  the  Minneapolis  &  St.  Louis  R.  B.  to  increase  its  charge 
for  switching  between  industries  on  its  Une  at  Mason  City,  Iowa, 
and  the  interchange  tracks  of  connecting  lines,  found  not  Justified. 
Switching  dlharges  at  Mason  C^ty,  Iowa,  479. 

Proposed  cancellation  by  the  C,  C.  C.  &  St  L.  Ry.  C^.  of  its  switching 
charges  between  its  incline  or  river  track  and  connecting  lines*  tracks 
at  Cairo,  lU.,  and  from  its  track  barge  to  connecting  lines*  tracks  at 
the  same  place,  thereby  making  applicable  class  distance  ratea  which 
are  higher,  found  not  Justified.  Switching  between  Incline  Tracks 
and  (Connections  at  Cairo,  535. 

Proposed  increased  charges  of  the  M.  &  St  L.  R«  R.  and  Railway 
Transfer  Co.  for  switching  interstate  shipments  at  Minneapolis,  St 
Louis  Park,  and  Hopkins,  Minn.,  found  not  Justified,  but  inadequacy 
of  present  revenues  clearly  demonstrated  by  cost  figures  submitted, 
and  reasonable  and  Just  chargea  prescribed.  Switching  and  Absorp- 
tion at  Minneapolis,  640. 
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ADVANCE  IN  RATBS— Continued. 
SwltcbliME— CoDtfnued. 

Proposal  ot  tbe  B.  &  O,  K.  R.  to  esti^i^lisb  a  (dUM^ge  of  85  cents  per  net 
ton  in  U^a  of  its  pi^eoent  charge  of  $3  per  ^r  for  switching  coal 
tnd  ooke  from  Its  poU^ts  of  interotiange  with  tb^  Chesapeake  Western 
at  Harrisonhnr^  Vs.,  to  industries  on  its  line  and  to  its  connection 
wi^  the  Southern  at  that  points  fe^nnd  not  Justified.    Switching 
Coal  and  Coke  at  Harrisonburg,  667« 
Wood*  fuol  and  pulp :  Proposed  increased  ratea  on  fuel  wood,  pulp  wood, 
and  wood  bolts  hetween  poteits*  in  Idalio,  Oregon,  and  Washington,  found 
not  Justified,  as*  their  appcoW  wo^ld.not  hri^  about  a  uniform  and  non- 
prejudicial basis  for  general  application  throughout  tliose  states.    Rea- 
sonable and  nonprejudicial  distance  seale  prescribed.    Wood  Bates  be- 
tweea  Itorth  Pacific  Coast  Points,  159. 
AX>yANTAGJSS  AND  DISADVANTAQES.    See  Location. 
AFFIDAVIT, 

Complainant,  in  complying  with  Rule  V  of  the  Commission's  Rules  of  Prac- 
tice, aui;horlsed  to  submit  an  afildavit  to  effect  that  it  paid  and  bore  the 
freight  charges^  with  understaiwUng  that  if  defendants  object  further 
iiearing  may  b^  requested  regarding  subject-  of  reparation.  Illinois  Zinc 
Co.  V.  Director  Qeneral,  as  Ag^t,  92  (102). 
AGENT. 

Assessing  demur^rage  under  three  separate  average  agreements  at  com- 
plainant's plant,  served  by  a  terminal  company  who  acts  as  agent  of  the 
trunk  lines,  found  not  ui^i^ea^fonable  or  unlawful,  as  the  situation-  was 
the  same  as  if  the  r^dls  of  the  three  carriers  separately  reached  the 
plant,  and  each  was  within  its  rights  in  applying  its  separately  estab- 
UslMBd  demurrage  rules  in  connection  with  the  traffic  which  it  handled. 
Penic^  &  F^  (Ltd.)  v.. Director  General,  178. 
A  carrier  has  a  right  to  perform  fmj  transportation  service  that  is  required 
of  it,  bat  itt  m^  elect  to  hif«  the  industry  or  some  one  else  to  perform 
that  duty.    Edge  Moor  Iron  (>>.  v^  Director  General,  as  Agent,  587  (539). 
AGGREGATE  OF  INTERMEDIATES.    See  Tbsqugh  ai^p  Local. 
AGREEMENT,    fias  AvisAGa  AmtgSMKNT ;  CoNTaACT& 
AUfpOAXIGN  OF  COSTS. 

In  malifing  a  generfUl  separation  of  th^  expenses  chargeable  to  interchange 
and  interior  plant  swUchiiig  the  engine  hour  will  usually  be  found  a 
safer  guide  than  n^n^ber  of  cars  handled.  Illinois  Northern  Ry.,  629 
(638-684). 

ALLOWANCES. 

Cancellation  by. trunk  Hue,  following  Induitrial  RaUtcavB  Case,  29  I.  C.  C, 
212,  of  ailowanoe  formerly  paid  complainant  or  its  plant  facility,  the 
|OBiver.&  Port  CUinton  R.  R^  for  switching  cars  from  its  plant  at  Culver, 
Ohio,  while  perfbnning  a  similar  service  for  competitors  without  charge, 
found  not  unreasonable,  or  unduly  lurejndiclal,  as  it  has  not  been  possible 
for  trunk  line  to  perform  the  service  and  circumstances  and  conditions 
at  oomplaUi«Pt*8  plant  are  different  from  those  obtaining  at  plants  of 
competUocs.    ynlt^  States  Gypsum  Co.  v.  C.  &  P.  C.  R.  R.  Co.,  117. 

Con^tioii  that  unieasonahle  charges  resulted  because  allowance  made 
eonpiajtoant  for  furnishing  ice  and  salt  on  1.  c  L  shipments  of  dressed 
.pottitry,  butter,  egas,  and  cheese  was  less  than  defendant's  charge  for 
furnishing  the  same^  Eeld:  Not  sustained,  as  no  evidence  of  record  that 
through  charges,  less  allowance  for  ice  and  salt  furnished,  were  unjust 
or  nnreasonable  for  service  performed  by  defendant.  Swift  &  Co.  v. 
Director  General,  as  Agent,  183. 
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ALLOWANCES—Continued. 

Defendant's  refusal  to  make  allowance  to  complainant  for  spotting  cars  at 
Harriman  shipyard,  near  Bristol,  Pa.,  ^bile  making  allowance  to  other 
industries  ih  the  same  rate  district,  found  not  unreasonaMe,  discrim- 
inatory,' or  unduly  pr6judidal,  as  suifh  industries  are  not  in  ^mpetltion 
with  complainant,  and  circumstances  and  conditions  at  the  respectiTe 

'    plants  are  dissimilar.    Merchant  ShtpbulWihgr  CJorp.  «.  P.  R.  R.  Ca,  214. 

No  legal  obligation  rests  upon  caMdrs  to  perform  switiMtig  ahd  qwtting 
service  solely  at  ft  shipper's  convtoience,  and  a  shipper  is  not  entitled 
to  An  allowance  for  ft  service  which  the  carrier  is  ready  and  wiHing  to 
perform  and  which  the  shipper  performil  because  it  is  not  convenient  for 
it  to  permit  the  carrier  to  do  so.    Id.     (217). 

Though  tiiere  may  be  no  affirmative  obligation  upon  carriers  to  perform 
spotting  services  under  line-haul  rates,  they  may  not  practice  unjust  dis- 
crimination or  undue  prejudice  by  making '  allowances  to  competitive 
shippers  at  whose  plants  substantially  similar  circumstances  ftnd  condi* 
tlons  are  shown  to  exist    Id.    (217-218). 

Failure  of  carriers  to  equip  refrigerator  ckrs  with  temporary  fftlse  floors 
for  transportation  of  potatoes,  under  carriers*  protective  service  against 
freezing,  and  refusal  to  p&y  shipper  an  allowance  to  reimbutse  them  for 
cost  of  supplying  the  same,  found  not  in  violation  of  the  ft6t  to  regulate 
commerce  or  the  federal  control  act.  Any  redress  to  which  shipper 
may  be  entitled  found  to  rest  with  the  courts.  Rutherfdrd-Brede  Co.  v. 
Director  General  as  Agent,  515. 

The  Commission's  power  utider  section  16  of  the  aiet  Is  to  fix  the  maximum 
to  be  paid  as  an  allowance,  and  in  the  exerdse  of  this  powelr  it  may  not 
i^equire  a  carrier  to  make  an  allowance  or  fir  the  precise  aihotint ;  and 
It  is  doubtful  whether  damages  can  be  awarded  for  fftilure  to^  pay  except 
in  cases  where  the  allowance  is  published  in  the  carrier's  tariffft  and  is 
not  more  than  reasonable  for  the  service.    Id.    (517). 

Failure  of  defendant  tb  perform  spotting  service  kt  compta^nant's  plant 
at  Edge  MoOr,  Del.,  or  to  make  an  allowance  to  complainant'* fbr  per- 
forming such  service  with  its  own  power,  while  maldn^  allowBuce  fdt 
similar  service  at  a  plant  adjacent  to  that  of  complainant,  wtth  whom 
no  competition  exists,  not  found  to  result  in  unreasonable!  discriminatory, 
or  unduly  prejudicial  rates.  0>mpIahiant  never  rciquested  defendant  to 
perform  the  service,  and  merely  sought  an  allowance  rathw  thftn  have 
defendant  perform  it  Edge  Moor  Iron  Co.'t?.  Director  Qeneral,  as 
Agent,  537. 

Practice  of  trunk  lines  in  absorbing  a  portion  of  the  charges  of  a  vhiH 
line,  found  not  to  be  a  common  carrier  fetfbject  to  the  act,  should  be 
discontinued;  but  it  is  not  unlawful  to  make  a  reasonable  allowance  to 
such  short  line  for  performing  a  portion  eft  the  service  included  In  line- 
haul  rates  which  trunk  lines  do  not  elect  to  do  fbr  themselves  National 
Tube  Co.  V,  P.,  d,  C.  &  St  L.  R.  R.  (3o..  590  (699). 
ALTEBNAtlVB.  .       . 

The  assessment  of  average  demurrage  is  a  concession  from  the  straight 
demurrage  charge  and  is  a  privilege 'or  option  extended  on  tJi6  part  of 
the  carrier.    Penlck  &  Ford  (Ltd.)  v.  Director  Ctoeral,  17B  (177). 

A  carrier  has  a  right  to  perform  any  transi)ortation  sertlce  that  is  re- 
quired of  it,  but  it  may  elect  to  hire  the  industry  or  some  (me  else  to 
perform  that  duty.  Ddge  Moor  Iron  Ck>.  t>.  Director  (General,  as  Agent, 
587  (589). 
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AMENDMENT  OF  COMPLAINT. 

,    ,    At  Uk»  bi^Hog  compUinvit  aoagbt  U  amend  complaint  to  ladtide  4eatina- 
tioos  opt  nam^  in  ^giiml  coioplaint  aiul  to  mtike  an  a^KUMonal  carrier 
defendant    He^:  Amendment  refuiod,    Barber  Oa  v*  Diiroctor  General, 
as  Agent,  23  (^). 
ANALOGOUS  AETICLBS.    See  CouFJUUTrm  Raixb. 
ANY-QUANTITY  RATES.    See  aUo  Lsss-THAif-OAaLDAPB. 

Ftrst-cUfla  any-qoantity  rates  <m  bair  and  wool  press  <dotli  from  certain 

north  Atlantic  ports  and  related  points  to  points  in  Texas  and  the  south- 

eaat;  trom  Houston*  Tex,,  to  pc^nts  in  the  southeast;  and  between  points 

.  In  tl^  southeast  not  found  unreasonable  or  unduiiy  prejndl<^l  when  ap- 

,    plied  to  i  c  1.;  shipments,  )or  as  compared  with  lower  rating  on  cotton 
press  cloth,  but  found  unreasonable  when  appUed  to  c  L  shipments. 
Reaaonab)^  maTimum  c.  I  rates  prescribed.     Interstate  Cotton   Seed 
.  Crushers*'  Asso»,  v,  Diirector  General*  1, 

Adjustment  of  rates  following  Fourth  Section  yiolaH^na  4n  the  Southeast, 
30  L  a  O,  153,  and  32  L  0.  C<t  61«  under  wiOch  any-quantity  rates  on 
soaps,  washing,  cleansing;  and  soap  powdera,  and  scouring. compounds  to 
destinations  in  southern  territory  from  points  north  and  west  thereof 
were  canceled  and  c^  L  and  ^  cl  1.  commodity  rates  established  la  lieu 
thereof  aa  a  whole,  not  found  unreasonable.  Procter  &  Gamble  Dis- 
;tcibntifl;g  Co.  p.  Jk,  C.  Ry.,  700. 
APPLICATION.      \  '   : 

Section  15 :  Seeking  authority  to  canc^  certain  rates  not  passed  upon,  as 
the  law  does  not  now  require  that  such  authority  be  secured  from  the 
Commission.    Interstate  Cotton  Seed  Crushers*  Aflso«  v.  DLrector  Gen- 
eral, ;i.  (2), 
ARBITRARJ[£S.    Sw  o^  DvfrEmwruu 

Proposed  increased  ajrbitrary  pver  l^aeoma,  Wask^  on  interstate  c.  1.  traffic, 
between  South  Tacoma,  Wash.,  and  points. on  the  Great  Northenik  found 
not  justified.    Switching  Charges  to  and  from  South  Tacoma,  128. 

Und^  Commission's  tviff  regulatiOM  joint  rates  upon  Uiterstate  traffic 
might  be  published  as  single  amounts  or  by  addition  of  arbitraries. 
Latter  form  of  publication  does  not  render  rates  any  the  less  joint  rates, 
and  mere  fact  that  arbitrary  might  have  been  increased  und^  general 
ocder  No.  ;28  at  time  of  its  promulgation  does  not  necessarily  now.  justify 
increases  proposed  by  carrierSr  upo»  whom  the  burden  of  proof  still 
Ues.    Id.     (129). 

Rates  on  yellow-pine  lumber,  timber,  and  lumber  insoducts  from  Knoxo, 
Miss.,  a,  local  point  on  the  Femwood,  Columbia  &  Qvilt  R.  R.,  to  points 
in  Tennessee,  which  were  made  by  ^xynbination  of  local  rates  to  and 
beyond  Fernwood*  Mlss^  f^mnd  unreasonable  to*  extent  they  exceeded  rates 
from  Femwoed  by  more  than  2L5  oents.  Reparation  denied^  Swift  Lum- 
her  Ca  V*  F.  4  G.  R.  a  Co,.  il8$  (^1). 

The  general,  although  not  universal,  practice  throughout  the  soutleai^ 
appears  to  be  to  make  rates,  from  local  poi^kts  on  independent  short  lines 
by  adding  an  arbitrary  to  the  rate  from  the  junction  point    Id.    (487). 
AVERAGE  AGREEMENT.    See  al$o  DncuB&ios. 

Assessing  demurrage  under. three  separate  average,  agreements  at  com- 
plainant's^, plant*  served  by  a  terminal,  company  who  acts  as  agent  of 
the  trunk  lines,  found  not  unreasonal^  or  unlawful,  as  the  situation 
was  the  same  as  if  the  rails  of  the  three  carriers  separately  reached  the 
plant,  and  each  was  within  its  rights  in  applying  its  separately  established 
demurrage  rules  in  connection  with  the  traffic  which  it  handled.  .  Penick 
di  Ford  (Ltd.)  v.  Director  (General,  173. 
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AVERAGE  AGREEMENT— Oontinned. 

Demupragi^  charge  constitute  a  poitloii  of  the  eamlngd  of  canrlen,  ftnd  It 
may  wen  be  that  A  eontract  or  a^reeinetit  under  whi^^  credita  earned 
at  a  pa)rtlcHtar  point  or  industry  on  tlie  traffic  of  tme  carrier  mi^  be 
used  to  offset  debits  incurred  in  connection  with  traffic  of  anotliw,  Is 
within  the  spirit  of  tlie  inhlMUon  of  the  antipooling  prorialon  of  aectioa 
5  of  the  act    Id.     (176). 
It  was  within  the  discretionary  pow^  of  the  Director  General  to  treat 
the  railroads  as  a  unit  or  as  separate  lines,  and  whfle  he  might  hare 
provided  for  assessment  of  demurrage  under  a  single  ttverage  agreement 
at  complainant's  plant»  on  traffic  handled  by  three  diflterettt  Hues,  he. 
did  not  do  so,  and  nothing  In  the  federal  control  act  re^foired  that  he 
should  do  so.    Id.     (177). 
The  assessment  of  average  demurrage  is  a  concession  from  the  straight 
demurrage  charge  and  is  a  privilege  or  option  extended  on  the  part  of 
the  carrlw.    Id.     (177). 
Object  of,  is  to  permit  the  handling  of  cars  without  regard  to  order  of 
arrival.    Union  teg  A  Paper  Corp.  t.  Director  General,  as  Agent,  424 
(481). 
Where  cars  are  constructively  placed  at  points  sho>rt  of  billed  destination, 
consignees  operating  under  average  agreements  should  be  allowed  credit 
for  the  time  necessary  to  transport  the  cars  from  the  point  of  censtme- 
tive  placement  to  point  of  final  placement.    Id.    (427). 

AVERAGE  LOADING.    See  Loai^no. 

BACK  HAUL. 

Proposed  tariff  rule  goveraing  reconslgnmeirt  or  diversion  b«dtofe  and  after 
placement,  where  back  haul  or  out  of  line  movements  involvied,  found 
not  Justified  in  so  far  as  it  fails  to  provide  f6r  ttie  exceptton  coving 
shipments  placed  on  public  deliveir  tracks.  Diversion  and  Recoaaign- 
ment  Rules,  885  (888-889). 

BAGGAGE. 

Upon  further  hearing,  original  report  60  I.  0.  €.,  01,  intrastate  excess  bag- 
gage charges,  in  the  state  of  Montana,  of  the  Butte,  Anaconda  A  Pacific 
Ry.  Oo.,  an  electric  line,  lower  than  the  corresponding  interstate  <^arges 
authorized  in  Increased  Rate$,  1920^  58  I.  O.  C,  220,  found  unduly 
prejudicial  to  interstate  passengers,  unduly  prefet^ential  of  intrastate 
passengers,  and  unjustly  discriminatory  against  interstate  commerce. 
Montana  Rates  and  Fares,  500. 
Excess  baggage  charges  required  by  state  authority  to  be  mainftained  within 
the  state,  lower  than  the  conrespondlng  interstate  charges  authorized  hi 
Increased  Rates,  19$0,  58  I.  €.  O.,  220,  f^und  undtdy  prejudicial  to  inte- 
state passengers,  unduly  preferential  of  intrastate  passengers,  a>nd  un- 
justly discriminatory  against  Interstate  commerce.  North  Dakota  Rates, 
Fares,  and  Charges,  504;  Arizona  Rates,  $%res,  and  Charges,  OT2. 

BBI/r  LINK. 

F6rt  Worth  Belt  By.  Oo.^  described.  Absorption  of  SwltchiBg-  CAifti*ges  at 

Fort  Worth*  T8  (74). 
The  Fort  Worth  Belt  Ry.  found  to  be  a  switching  ag^icy  employed  by  the 
line-haul  carriers  in  completion  of  contracts  between  carriers  and  ship- 
pers, and  its  charge  should  be  a  part  of  the  ftpeight  charge  made  to  tiie 
tapper  and  not  in  addition  thereto.    Id.  (76). 
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BENWOOD  &  WHEELING  OONNEOTING  RAILWAY. 

History  and  descri]>tton  of.  National  Tube  Oa  v.  P.,  0.,  C.  &  St  U  R.  R. 
Co.,  690  (691). 

Found  to  be  a  common  carrier,  subject  to  the  act    Id.  (690). 
BLANKET  RATES.    See  alao  Gboup  Rates. 

Rates  on  yellow-pine  lumber,  timber,  and  lumber  i>roducts  from  Knoxo, 
Miss.,  a  local  point  on  tbe  Femwood,  Columbia  &  Gulf  R.  R.,  found  not 
unreasonable,  but  unduly  prejudicial  to  extent  they  exceeded  and  exceed 
the  blanket  basis  of  rates  applicable  from  the  junction  of  that  carrier 
with  the  Illinois  (Central  R.  R.  Reparation  denied.  Swift  Lumber  Ck>.  v. 
F.  &  G.  R.  R.  Co.,  485. 
BOTH  DIRECTIONS. 

Fact  that  rate  in  one  direction  is  lower  than  on  like  traffic  in  the  opposite 
direction  is  not  conclusive  of  the  unreasonableness  of  the  higher  rate.  In- 
terstate CJotton  Seed  Crushers*  Asso.  v.  Director  G^eral,  1  (7). 

Rate  applicable  on  second-hand  boiler  flues  and  tubes,  billed  as  scrap  iron, 
from  Port  Arthur,  Tex.,  to  St  Louis,  Mo.,  found  unreasonable  to  extent 
it  exceeded  rate  on  wrought  or  cast  iron  or  steel  pipe,  secondhand,  and 
on  new  pipe  and  boiler  flues  or  tubes  in  the  reverse  direction.  Adjust- 
ment of  undercharges  directed.    Schwartz  v.  T.  &  N.  O.  R.  R.  Co.,  29  (90). 

Class  rates  on  iron  pipe  and  pipe  fittings  from  Oklahoma  points  to  x)Oints 
in  Missouri,  Illinois,  Kansas,  and  Texas  found  unreasonable  and  unduly 
prejudicial  as  compared  with  lower  commodity  rates  in  the  reverse  direc- 
tions for  comparable  distances.  Reasonable  rates  prescribed  and  repara- 
tion awarded.  United  Iron  Works  CJo.  t\  Director  General,  as  Agent, 
83  (41-42). 

Rate  legally  applicable  on  ice  from  Jacksonville,  Fla.,  to  Atlanta,  Ga.,  found 
not  unreasonable  as  compared  with  lower  rate  in  the  opposite  direction 
or  as  compared  with  lower  rate  temporarily  established  after  shipments 
moved  to  meet  an  ice  shortage  at  Atlanta.  Atlantic  Ice  &  Oal  Corp.  v. 
S.  Ry.  Co.,  111. 

Class  rates  on  oil-well  outfits  and  supplies  from  Burkburnett,  Tex.,  to 
Mansfield  and  Gahagan,  La.,  and  on  wrou^t-iron  pipe  from  Wichita 
B^lls,  Tex.,  to  Gahagan,  found  unseasonable  to  extent  they  exceeded  com- 
modity rates  from  New  Orleans,  La.,  and  points  In  New  Orleans  territory, 
including  Mansfield  and  Gahagan,  to  Burkburnett  and  Wichita  Falls. 
Reasonable  rates  prescribed  and  reparation  awarded.  Goodman  Drilling 
Co.  V,  Director  General,  as  Agent,  164. 

Where  transportation  conditions  affecting  movements  in  opposite  direc- 
tions between  the  same  points  are  substantially  similar,  there  should  be 
no  material  disparity  in  the  rates.    Rates  to  and  from  Nashville,  308 
(334). 
BUNKERS. 

Average  loading  capacity  of  bunkers  of  Fruit  Growers^  Express  cars  as  a 
whole  found  not  in  excess  of  9,200  pounds  per  car,  and  under  methods  of 
loading  prevailing  in  southern  territory  average  amount  of  Ice  used  in 
full-tank  loading  of  empty  bunkers  found  to  be  substantially  less  and  does 
not  exceed  8,500  pounds.  Railroad  Commissioners  of  Florida  v.  Director 
C^eneral,  438  (461). 
BURDEN  OF  PROOF. 

Where  carrier  failed  to  increase  rates  under  general  order  No.  28  at  time 
of  its  promulgation,  and  after  termination  of  Federal  control  attempted 
to  increase  such  rates,  which  were  suspended  by  the  Commission,  the 
burden  of  proof  is  upon  the  carrier.  Switching  CJharge  to  and  from 
South  Tacoma,  128  (129). 
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BURDEN  OF  PROOF— Contiuuea. 

In  connectiQn  with  proposed  increases  in  rates  or  cbarges  carriers  aboiilil 
be  prepared  to  sustain  the  burden  of  Justification  which  the  law  has 
placed  upon  t;hem.    Interchan£;e  Switching  at  Wichita,  206  (207). 
CANADA. 

Relationship  of  rates  on  newsprint  paper  from  Sault  Ste.  Marie  and  BV>it 
Frances,  Ontario,  to  destinations  in  the  west  and  southwest  found  unduly 
prejudicial  to  those  points  and  unduly  preferential  of  competing  maxiii- 
facturing  points  in  Minnesota,  and  Wisconsin  to  extent  the  ratea  from 
points  found  prejudiced  exceed  the  rates  from  the  pr^erred  points  by 
more  than  the  dilTerentials  herein  prescribed.  Lake  Sufierior  Paper  Odu 
(Ltd.)  V.  Director  General,  709. 
CAR  DISTRIBUTION. 

Practice  of  defendant  in  the  distribution  of  cars  for  grain  loadlni^  In 
according  complainant's  competitors  at  Roosevelt,  Mountain  Pai^  and 
Snyder,  Okla.,  a  larger  proportion  of  cars  than  was  furnished  com- 
plainants at  Cold  Springs,  Okla.t  found  to  have  resulted  in  undue  preju- 
dice. Record  held  open  on  question  of  damages.  Hobart  MiU  &  Elevator 
Co.  V.  Director  General,  192. 
CAR  RENTAL.  See  Rental. 
CAR  SERVICE. 

Principles  announced  in  Otoasco.  River  Ry.  Case,  53  I.  C.  C,  104,  governing 
rules  for  car  interchange  arrangements  between  industrial  common  car- 
riers and  trunk  line  connections,  and  basis  of  settlement  for  accrued 
charges,  overruled  in  part  Birmingham  Southern  R.  R.  Co.  v.  Director 
General,  as  Agent,  551  (556). 

Carriers  must  observe  reasonable  rules  and  practices  with  respect  to  car 
service  as  defined  in  the  act;  however,  car  Interchange  is  primarily  a 
matter  of  agreement.    The  common-carrier  status  of  a  road  gives  no 
inherent  right  to  per  diem  or  reclaim.    Id.    (556). 
CAR  SHORTAGE. 

Minimum  applicable  on  steel  turnings  moving  in  <^en-top  cars  at  a  time 
when  such  equipment  was  being  utilized  to  fullest  extent  for  transporta- 
tion of  coal  to  fill  a  national  emergency  found  not  unreasonable.  Com- 
plainant refused  to  accept  box  cars  and  did  not  in  all  instances  load  to 
level  full,  while  other  shippers  exceeded  the  minimum  by  building  up  the 
sides  of  such  open  cars.  Briggs  &  Turivas  v.  Director  General,  as  Agent* 
363  (364). 
CAR  SPOTTING.  See  Spotting  Cabs. 
CARLOAD  AND  LESS-THAN  CARLOAD. 

First-class  any-quantlty  rates  on  hair  and  wool  press  cloth  from  north 
Atlantic  ports  and  related  points  to  points  in  Texas  and  the  southeast ; 
from  Houston,  Tex.,  to  points  in  the  southeast ;  and  between  points  in  the 
southeast  not  found  unreasonable  or  unduly  prejudicial  when  applied 
to  L  c  L  shipments,  or  as  compared  with  lower  rating  on  cotton  press 
cloth,  but  foimd  unreasonable  when  applied  to  c.  1.  shipments.  Reason- 
able maximum  c.  L  rates  prescribed.  Interstate  Cotton  Seed  Crushers* 
Asso.  V,  Director  Greneral,  1. 
CARLOAD  RATES. 

Volume  of  movement  is  not  determinative  of  the  right  to  a  c  1.  ratins. 
Nor  must  It  be  shown  that  increased  movement  in  c.  L  quantities  would 
result  from  its  establishment  Interstate  Cotton  Seed  Crushers*  Asso.  v. 
Director  General,  1  (6). 
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CARLOAD  TRAFFIC. 

Tlie  movement  of  traflic  in  carloads  results  in  economy  of  transportation 
facilities,  and  is  therefore  greatly  to  be  desired  in  tlie  interests  of  the 
public  as  well  as  of  the  carriers.    Interstate  Cotton  Seed  Crushers'  Asso. 
V,  Director  General,  as  Agent,  1  (6). 
CraCUITOUS  ROUTES. 

Carriers  having  indirect  routes  authorized  to  maintain  the  same  rates  as 
via  the  direct  lines  and  to  maintain  higher  rates  at  intermediate  points, 
provided  tliey  do  not  exceed  rates  for  equal  distances  to  or  from  com- 
petitive points  via  the  direct  lines.  South  Bend  Chamber  of  Commerce  v. 
Director  General,  67  (72). 

It  is  the  Commission's  practice  in  according  fourth  section  relief  to  cir- 
cuitous lines  to  confine  it  to  those  the  length  of  which  exceeds  that  of 
the  direct  lines  by  15  per  cent  or  more.    Proctor  &  Gamble  Distributing 
Co.  V.  A.  C.  Ry.,  700  (706). 
CLAIMS.    See  Loss  aicd  Dahacue. 
CLASS  AND  COMMODITY  RATES.    See  al90  Glabb  Ratbs. 

Proposed  Increased  interstate  joint  and  proportional  rail-and-water  class 
and  commodity  rates  between  Ohio  River  crossings  and  related  points 
and  landings  on  the  Cumberland  River,  via  Bumside,  Ky.,  found  not 
justified.  Respondent  sought  to  justify  increases  upon  claim  that  it 
is  operating  at  a  loss  under  present  rates  and  that  if  proposed  increases 
are  not  permitted  it  will  be  compelled  to  discontinue  operation.  Rates 
between  Ohio  River  and  CHimberland  River  Points,  10. 

Class  rates  on  speant  sulphuric  or  sludge  acid  in  tank-car  loads,  moving  dur- 
ing federal  control  from  Arkansas  City,  Eldorado,  Augusta,  and  Wichita, 
Kans.,  to  Ck>ffeyvllle,  Kans.,  exceeded  lower  conmiodity  rates  subse- 
quently established.  Reparation  awarded.  Sinclair  Refining  Co.  v. 
Director  General,  as  Agent,  18. 

Class  rates  on  iron  pipe  and  pipe  fittings  from  Oklahoma  points  to  points 
in  Missouri,  Illinois,  Kansas,  and  Texas  found  unreasonable  and  unduly 
prejudicial  as  compared  with  lower  conunodity  rates  in  the  reverse  direc- 
tions for  comparable  distances.  Reasonable  rates  prescribed  and  repa- 
ration awarded.  United  Iron  Works  Ck>.  v.  Director  General,  as  Agent, 
38  (41-42). 

It  can  not  be  said  that  a  commodity  rate  must  bear  a  fixed  relation  to  the 
corresponding  class  rate,  even  as  between  competing  points.  Quinton 
Spelter  Co.  v.  Ft.  S.  &  S.  R.  R.  Co.,  43  (44). 

Cnass  rate  legally  applicable  on  asphaltum  moving  during  fed^al  control 
from  Bayonne,  (Nonstable  Hook,  and  Warners,  N.  J.,  to  Jersey  Avenue 
Station,  Jersey  City,  N.  J.,  found  unreasonable  as  compared  with  lower 
commodity  rates  to  other  New  Jersey  points  for  similar  distances. 
Reparation  awarded  on  basis  of  commodity  rate  subsequently  estab- 
lished.   National  Asbestos  Mfg.  Co.  v.  Director  (Scleral,  as  Agent,  54. 

In  original  report,  57  I.  C.  C,  215,  the  O)mmi8sion  prescribed  reasonable 
basis  for  the  removal  of  relatively  unreasonable  and  unduly  prejudicial 
class  and  commodity  rates  between  South  Bend,  Mishawaka,  Elkhart, 
Ckmhen,  Nappanee,  and  Michigan  City,  Ind.,  and  points  in  eastern  trunk 
line  and  New  England  territories.  Upon  further  hearing  original  report 
modified  by  eliminating  Holland,  Mich.,  from,  and  including  Water- 
vliet,  Mich.,  in,  the  94  per  cent  group.  Findings  in  all  other  respects 
affirmed.  South  Bend  (Chamber  of  Ommerce  v.  Director  General,  67. 
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CLASS  AND  COMMODITY  RATES— Continued. 

Commodity  rates  charged  on  packing-house  products  from  Ottumwa,  Iowa, 
to  Memphis,  Tenn.,  higher  than  the  contemporaneous  fifth-dass  rates 
from  and  to  the  same  points,  found  not  unreasonable.  Morrell  &  Co.,  v, 
C,  B.  &  Q.  R.  R.  Co.,  153. 

Class  rates  on  oil-well  outfits  and  supplies  from  Burkbumett,  Tex.,  to 
Mansfield  and  Gahagan,  La.,  and  on  wrought-iron  pipe  from  Wichita 
Falls,  Tex.,  to  Gahagan,  found  unreasonable  to  extent  they  exceeded 
commodity  rates  from  New  Orleans,  La.,  and  points  in  New  Orleans 
territory,  including  Mansfield  and  Gahagan,  to  Burkbumett  and  Wichita 
Falls.  Reasonable  rates  prescribed  and  reparation  awarded.  Goodman 
Drilling  Co.  v.  Director  General,  as  Agent,  164. 

Proposed  cancellation  of  commodity  rates  on  lithopone  and  zinc  oxide,  in 
mixed  carloads,  from  Mineral  Point,  Wis.,  to  St.  Paul  and  Minneapolis, 
Minn.,  and  Kansas  City,  Mo.,  leaving  in  effect  higher  fifth-class  rates, 
found  not  justified,  as  no  reason  appears  why  the  mixed-carload  com- 
modity rate  should  be  continued  to  St.  Louis,  Mo.,  and  not  to  Kansas 
City.    Lithopone  and  Zinc  Oxide  between  Western  Points,  "208. 

Proposed  cancellation  of  commodity  rates  on  lithopone  and  certain  other 
conmiodities,  in  mixed  carloads,  l)etween  St.  Louis,  Mo.,  Peoria  and 
Chicago,  111.,  and  Mississippi  River  crossings,  on  the  one  hand,  and 
Kansas  City,  Mo.,  Omaha,  Nebr.,  Sioux  City,  Iowa,  and  Sioux  Falls, 
S.  Dak.,  on  the  other,  leaving  in  effect  fifth-class  rates,  found  justified, 
as  the  proposed  cancellation  will  not  increase  the  rates  or  minimum 
weights  on  such  mixed  carload  shipments.    Id.     (210). 

Proposed  cancellation  of  proiwrtional  commodity  rate  on  fresh  meats 
from  Jacksonville  and  Florida  Transfer,  Fla.,  to  Tampa  and  other  points 
in  Florida,  applicable  on  shipments  originating  in  western  territory,  and 
application  of  higher  proportional  class  rates,  found  not  justified,  but 
increase  in  such  proportional  commodity  rate  and  proposed  increased 
rates  on  salted  meats  found  justified.  Fresh  and  Salted  Meats  between 
Points  in  Florida,  461. 

Class  rates  on  sulphuric  acid,  in  tank-car  loads,  from  Charlotte,  N.  G^ 
to  Greenville,  S.  C,  and  Selma,  N.  C,  moving  during  federal  control, 
exceeded  lower  commodity  rates  subsequently  established.  Reparation 
awarded.  Virginia-Carolina  Chemical  Co.  t?.  Director  General,  as  Agent, 
473. 

Proposal  to  substitute  increase  of  35  per  cent  to  factors  west  of  St.  Louis, 
Mo.,  instead  of  33^  per  cent,  as  authorized  in  Increased  RaieB,  192(1,  5S 
I.  C.  C,  220,  in  joint  class  and  commodity  rates  between  points  in  the 
southwest  and  points  in  defined  territories  east  of  Indiana-Illinois  state 
line  and  of  the  Mississippi  River,  Cairo,  111.,  and  south,  found  not  just- 
fied,  as  they  would  result  in  widening  the  rate  spread  between  the  base 
point  and  such  other  points  in  defined  territories.  Substitution  for  In- 
creases in  Rates,  518  (520). 

Increases  proposed  in  joint  class  and  commodity  rates  between  points  in 
the  southwest  and  points  in  defined  territories  east  of  the  Indiana- 
Illinois  state  line,  and  of  the  Mississippi  River,  Cairo,  111.,  and  south, 
originally  established,  and,  prior  to  decision  in  Increased  Rates,  1920, 
58  I.  C.  C,  220,  maintained,  or  intended  to  be,  on  basis  of  lowest  combi- 
nation of  local  rates  to  and  from  the  Mississippi  River  crossings,  or  other 
basing  points,  found  justified.    Id.  (522). 
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CLASS  AND  COMMODITY  RATES— ConUnued. 

CJommodlty  rates  on  fresh  fruits  and  vegetables,  In  mixed  carloads,  from 
Los  Angeles  and  San  Francisco,  Calif.,  to  Bisbee  and  Douglas,  Ariz., 
exceeded  class  C  rates  contemporaneously  in  effect  Reasonable  maximum 
rates  prescribed  and  reparation  awarded.  Buxton-SmitL  Co.  v.  Director 
General,  as  Agent,  623. 

Fifth-class  rate  on  woodai  truck  barrels  from  Norfolk,  Va.,  to  Charleston, 
S.  C,  established  in  connection  with  the  general  readjustment  following 
Fourth  Section  ViotatUms  in  the  Southei^st,  30,  I.  C.  C.,  153,  not  found 
unreasonable  as  compared  with  commodity  rates  from  and  to  various^ 
southern  points  for  similar  distances  not  similarly  revised.  Ansaldo  & 
Nicholes  v.  Director  General,  as  Agent,  664. 

Sixth-class  rate  on  coal-tar  oil,  in  tank  car  loads,  from  Chattanooga,  Tenn., 
to  Solvay,  N.  Y.,  found  unreasonable  as  compared  with  lower  commodity 
rate  from  Birmingham,  Ala.,  a  farther  distant  point.  Reparation  awarded 
on  basis  of  commodity  rate  subsequently  established.  Chattanooga  Coke 
&  Gas  Co.  V.  Director  General,  as  Agent,  729. 

Proposed  reductions  in  class  and  commodity  rates  applicable  via  water- 
and-rail  and  rail,  water,  and  rail  from  Atlantic  seaboard  territory  to 
Texas  points,  found  not  justified.     Rail-and-Water  Rates  from  Atlantic 
Seaboard,  740. 
GLASS  RATES.    See  also  Class  and  CoMMonrrT  Rates. 

To  efifectuate  the  relative  adjustment  of  class  rates  prescribed  in  Wisconsin 
Rate  Cases,  44  I.  C.  C,  602,  from  eastern  points  to  La  Crosse,  Wis.,  on 
the  one  hand,  and  Dubuque,  Iowa,  St  Paul,  Minn.,  and  Chicago,  111.,  on 
the  other,  disrupted  by  various  increases  permitted  since  that  decision, 
present  class  fates  to  La  Crosse  found  unreasonable  and  unduly  preju- 
dicial and  reasonable  and  nonprejudicial  rates  prescribed.  La  Crosse 
Chamber  of  Commerce  r.  A.  A.  R.  R.  Co.,  289. 

Proposed  changes  in  interstate  class  rates  to  and  from  Nashville,  Tenn., 
and  other  southeastern  points,  filed  to  remove  the  undue  prejudice  found 
to  exist  in  favor  of  Nashville  in  Murfreesboro  Board  of  Trade,  55  I.  C.  C, 
648,  found  justified  in  part  only.  Maximum  basis  of  rates  prescribed  to 
remove  such  undue  prejudice  and  to  establish  just  and  reasonable  rates 
from  and  to  other  points  covered  by  the  suspended  schedules.  Rates  to 
and  from  Nashville,  308. 

Third  class  rate  on  boat  rudders  from  Wheeling,  W.  Va.,  to  Wilmington, 
N.  C,  found  Unreasonable  as  compared  with  rates  between  other  points 
for  similar  distances.  Reparation  awarded  on  basis  of  fifth-class  rate 
subsequently  established.    Fuller  Co.  ir.  A.  C.  L.  R.  R.  Co.,  343. 

Third-class  any-quantity  rate  on  copra,  from  Rolling  Fork.  Miss.,  to  New 
Orleans,  La.,  found  not  unduly  prejudicial  but  unreasonable  to  extent  it 
exceeded  class-D  rating  on  cotton  seed,  which  lower  rating  was  subse- 
quently made  applicable  to  copra.  Reparation  awarded.  Rolling  Fork 
Oil  Co.  V.  Director  General,  as  Agent,  627, 
CLASSIFICATION  TERRITORIES. 

Rates  in  c.  f.  a.  territory  are  usually  lower  than  those  in  either  western  or 
southern  classification  territories.    Hirth-Krause  Co.  v.  Director  General, 
as  Agent,  350  (353). 
COMBINATION  RATES. 

When  distances  are  relatively  great  and  transfer  at  rate-breaking  points  is 
not  attended  by  unusual  costs,  the  combination  basis,  using  local  rates, 
ordinarily  is  abnormal  and  unscientific  and  often  discriminatory.    Inter* 
mediate  Rate  Asso.  v.  Director  General,  226  (246). 
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COMBINATION  RATES— Continued. 

The  Commission  has  generally  recognized  that  through  rates  should  be  U 
than  the  combinations,  but  prompted  chiefly  by  considerations  of  para- 
mount public  interest,  growing  out  of  the  revalue  conditions  of  certain 
carriers,  it  has  refrained  from  and  even  declined  absolute  condemnation 
of  combinations.    Id.     (246). 

Rates  on  salt  cake  from  Newell,  Pa.,  and  Hegewisch  and  West  Hammond, 
IlL,  to  International  Falls,  Minn.,  exceeded  the  combination  rates  to 
Duluth,  Minn.,  and  Barksdale,  Wis.,  by  more  than  5.5  cents.  Reparation 
awarded.  Minnesota  &  Ontario  Paper  Co.  v.  Director  General  as  Agent, 
403. 

On  secondhand  burlap  bags  from  San  Francisco,  Calif.,  to  Rupert,  Idaho, 
based  on  Portland,  Oreg.,  exceeded  lower  combination  applicable  via 
Portland   and   Huntington,    Oreg.    Reparation   awarded.    Hawkins    r. 
O.  S.  L.  R.  R.  Co.,  475. 
COMMON  CARRIERS. 

The  following  short  lines  found  to  be  common  carriers  subject  to  the  act, 
and  following  Birmingham  Southern  R,  R.  Co.,  61  I.  C.  C,  551,  arrange- 
ments between  them  and  their  trunk  line  connections,  with  respect  to  use 
and  detention  of  foreign  cars  and  basis  for  settlement  of  accrued  charges, 
prescribed : 

Benwood  &  Wheeling  Connecting  Ry.    National  Tube  Co.  v,  P^  C^ 

C.  &  St  L.  R.  R.  Co.,  590  (599-600). 
Illinois  Northern  Ry.,  629  (634-636). 
McKeesport  Connecting  R.  R.    National  Tube  Co.  v.  P.,  C.  C.  &  St.  L. 

R.  R.  Co.,  590  (599-600). 
PulUnan  R.  R.  Co.,  687  (644-646). 

Mercer  Valley  R.  R.  found  not  to  be  a  common  carrier  subject  to  the  net. 
National  Tube  Co.  v.  P.,  C,  C.  &  St.  L.  R.  R.  0>.,  590  (598). 

Where  short  line  found  not  to  be  a  common  carrier  subject  to  the  act,  its 
demurrage  tariffs  on  file  with  the  Commission  are  of  no  force  and  effect, 
and  demurrage  tariffs  of  trunk  lines  are  applicable    Id.     (598). 

Wyandotte  Southern  Ry.  Co.  found  to  be  a  common  carrier  subject  to  the 
act  which  may  lawfully  participate  in  joint  rates  or  have  its  charges 
on  interstate  shipments  absorbed  under  proper  tariff  provision  by  roads 
having  the  line  haul.    Wyandotte  Southern  Ry.  Co.,  756. 
COMMUTATION  FARES  AND  TICKETS. 

One-way,  round-trip,  and  commutation  fares  between  stations  on  the 
W.,  B.  &  A.  E.  R.  R.  Co.,  an  electric  line,  in  Maryland  and  Washington, 
D.  C,  found  not  unreasonable  or  otherwise  unlawful.  W.  B.  A.  Com- 
muters Club  V.  W.,  B.  &  A.  B.  R.  R.  C5o.,  302. 

Proposal  of  the  Pennsylvania  and  B.  k  O.  railroad  companies  to  discon- 
tinue the  interchangeable  use  of  (X)-trIp  commutation  tickets  between 
Washington,  D.  C,  and  Baltimore,  Md.,  which  practice  was  initiated 
by  the  U.  S.  Railroad  Administration  during  federal  control  and  was 
occasioned  by  congestion  of  passenger  travel  between  those  points,  found 
justified,  as  the  service  of  each  of  the  carriers  is  ample  to  take  care  of 
its  traffic  and  there  is  no  necessity  for  a  continuation  of  the  practice 
under  present  conditions.  Interchangeable  Acceptance  of  Commutation 
Tickets,  677. 

Advantage  of  alternative  service  in  case  of  emergency  does  not  in  Itself 
warrant  the  Commission  ordering  a  continuance  of  the  practice  of  inter- 
changeable use  of  commutation  tickets    Id.  (679). 
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COMPANY  MATERIAL. 

Allegation  of  inefficient  management  based  upon  flnct  that  a  dose  inter- 
corporate relationship  exists  between  two  separatdy  managed  and  oper- 
ated carriers  whose  rails  parallel  each  otiier  and  that  company  mate- 
rials should  be  transported  free  or  at  reduced  rates.  Held:  Following 
Conference  Rmling  ttS  (6),  allegation  not  sustained.  Arixona  Rates, 
Fares,  and  Charges,  572  (582-588). 

Report  of  the  Commission  in  response  to  Senate  Resolution  relating  to 
the  Increased  cost  of  fuel  to  steam  railroads  of  the  United  States  for 
the  year  1920  as  compared  with  the  cost  for  the  year  1919.    Increased 
Cost  of  Railroad  Fnel,  1920,  761. 
COMPARATIVE  RATES. 

In  General:  In  comparing  average  rates  on  all  commodities  with  a  par* 
tlcnlar  commodity  the  relatiye  volume  of  low-grade  traffic  must  always 
be  allowed  for.    Watson  Co.  v.  Director  General,  as  Agent,  719  (723). 

Cocoa  butter:  Rates  on,  found  unreasonable  to  ext^it  they  exceeded  rates 
on  diocolate  and  chocolate  coating.  Measure  of  reasonable  maximum 
rates  prescribed  and  reparation  awarded.  McDonald  Chocolate  Co.  r. 
C.  of  G.  Ry.  CJo.,  118. 

Copra :  Third-class  any-quantity  rate  on,  exceeded  dass-D  rating  on  cotton 
seed,  which  lower  rating  was  subsequently  made  applicable  to  copra. 
Reparation  awarded.  Rolling  Fork  Oil  Co.  v.  Director  (General,  as  Agent, 
627. 

Cotton:  Rates  applicable  on,  in  gin-compressed  bales,  not  subject  to  com- 
pression in  transit,  found  unreasonable  to  extent  they  exceeded  rates  on 
uncompressed  cotton.  Reparation  awarded.  Southwest  (Cotton  Co.  r. 
Director  (General,  as  Agent,  467. 

Flues  and  tubes,  secondhand  boiler:  Rate  applicable  on,  billed  as  scrap 
iron,  found  unreasonable  to  extent  it  exceeded  rate  on  wrought  or  cast 
iron  or  steel  pipe,  secondhand,  and  on  new  pipe  and  boiler  flues  or  tubes 
in  the  reverse  direction.  Adjustment  of  undercharges  directed.  Schwartx 
V,  T.  &  N.  O.  R  R.  Co.,  29  (80). 

Linters,  cotton:  Contention  that  difference  in  values  warranted  a  lower 
rate  on  cotton  linters,  uncompressed,  than  on  cotton  found  not  sustained 
as  in  Louisiana  Cotton,  46  I.  C.  C,  451,  458,  the  Commission  approved 
rates  on  linters  the  same  as  those  on  cotton.  Speir  &  McKay  v.  Director 
Greneral,  as  Agent,  786. 

Molasses,  blackstrap :  Rates  on.  found  not  unreasonable  or  unduly  prejndical 
as  compared  with  lower  rates  on  other  commodities  where  comparisons 
confined  to  value,  carload  minimum,  and  rate.  Norfolk  Feed  Milling  Co. 
V.  P.  R  R.  0>.,  738   (739). 

Oil,  soya-bean  and  peanut,  solidified :  Rate  on.  In  bags,  found  unreasonable 
as  compared  with  rates  on  other  commodities  and  with  rates  on  solidified 
oils  for  similar  distances.  Reparation  awarded.  Swift  &  0>.  v.  Director 
(General,  as  Agent,  457  (458). 

Spokes,  club-turned :  Following  Etutem  Wheel  Mfn.  A890,,  27  I.  C.  C,  370, 
and  other  cited  cases,  rates  on.  found  unreasonable  to  extent  they  ex- 
ceeded rates  on  lumber  manufactured  from  the  same  kind  of  wood. 
Measure  of  reasonable  maxlnmm  rates  prescribed  and  reparation 
awarded.  Kelsey  Wheel  Co.  v.  Y.  &  M.  V.  R  R.  Co.,  88. 

Steel  turnings:  Minimum  applicable  on,  fbmud  not  unreasonable  as  com- 
pared with  minimum  on  scrap  iron  and  steeL    Briggs  ft  Turivas  v.  Di- 
rector €toeral,  as  Agent,  863. 
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COMPETITION. 

In  General:  Defined  as  "striTing  for  something  which  another  Is  actively 
seeking  and  wishing  to  gain."  U.  8.  v.  U.  P.  R.  R,  Co,,  226  U.  S.,  61,  87. 
Intermediate  Rate  Asso.  v.  Director  General.  226  (235). 
Articles:  Ck)ntention  of  undue  prejudice  not  sustained  where  there  Is  no 
competitive  relationship  between  the  respective  commodities.  Southern 
Hardwood  Traffic  Asso.  v.  Director  General,  132  (142) ;  American  Creoaot- 
Ing  Co.  V.  Director  (General,  145  (151). 
Market : 

<Ik)ntention  that  as  defendants  participate  in  the  haul  from  Pittsborgh, 
Pa.,  to  points  In  both  Oklahoma  and  Texas,  rates  on  iron  pipe  from 
Oklahoma  to  Texas  should  be  on  a  iow  basis  to  permit  movement  in 
competition  with  shipments  from  eastern  mills  to  Texas,  not  sus- 
tained. United  Iron  Works  Co.  v.  Director  General,  as  Agent* 
33  (38). 
Proposed  reduced  rates  on  salt  from  Burmester  and  Salduro,  Utah, 
and  Reno,  Nev.,  to  San  Francisco,  Calif.,  and  cancellation  of  certain 
rates  to  intermediate  points  carrying  minimum  weights  lower  than 
proposed  reduced  rates,  found  justU^ed,  as  such  changes  will  restore 
the  basis  prevailing  prior  to  Increased  Rates,  1920,  58  I.  C.  C  220, 
and  will  bring  them  down  to  a  level  where  the  traffic  will  again  move 
in  competition  with  San  Francisco  bay  points.  Salt  from  Utah  to 
San  Francisco,  58. 
COMPRESSION  IN  TRANSIT.  See  Transit  Akrangements. 
CONCESSION. 

The  assessment  of  average  demurrage  is  a  concession  from  the  straight 
demurrage  charge  and  a  privilege  or  option  extended  on  the  part  of  the 
carrier.    Penick  &  Ford  (Ltd.)  v.  Director  General,  173  (177). 
CONCURRENCE. 

Shipments  originated  on  rails  of  carriers  publishing  rates  higher  than 
when  originating  on  the  line  of  delivering  carrier  specified  in  bill  of 
lading,  whose  rails  also  reached  point  of  origin.  Omplainant  asks  that 
lower  rates  named  In  tariff  of  terminal  carrier  be  applied  on  traffic 
originating  on  such  other  lines,  but  since  carriers  on  whose  lines  ship- 
ments originated  concurred  in  tarllT  naming  lower  rates  on  traffic  to, 
via,  but  not  from,  points  on  the  concurring  line,  rates  charged  found 
legally  applicable.  Lieberman  Iron  Co.  v.  Director  General,  21. 
CONFERENCE  RULINGS. 

Conference  Ruling  225  (b)  quoted.    Arhsona  Rates,  Fares,  and  Charges, 

572  (583). 
Conference  Ruling  474  (c)  quoted.    Mulkey  Salt  Co.  v.  Director  General^  as 
Agent,  669  (670). 
CONGESTION. 

Due  to  negligence  or  delays  attending  commercial  transactions,  terms  of 
export  tariff  not  complied  with,  but  since  shipments  did  not  contribute 
to  congestion  any  more  than  they  would  have  done  if  bandied  in  con- 
formity with  the  rules,  Held:  Domestic  charges  assessed  found  unreason- 
able as  compared  with  charges  on  similar  exi)ort  shipments  handled  in 
compliance  with  the  rules,  and  to  extent  they  exceeded  charges  under 
tariff  provisions  subsequently  established.  Reparation  awarded.  Ander^ 
son  &  Co.  V.  Director  General,  as  Agent,  64. 
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OONSTRUCTION  OP  STATUTE. 

Paragraph  (4)  of  section  1  and  paragraph.  (6)  of  section  15,  talcen  to- 
gether, were  intended  by  the  Ck>ngre8S  to  supersede  former  provisions  of 
the  statute  and  constructions  placed  thereon  with  respect  to  divisions  of 
joint  rates,  whether  established  voluntarily  or  pursuant  to  the  Commis- 
sion's finding  or  order.  P.  &  W.  V.  Ry.  CJo.  v,  P.  &  L.  B.  R.  R.  Co.,  272 
(276). 

The  Commission  can  only  act  under  the  Jurisdiction  conferred  upon  It  by 
the  Congress,  and  must  exercise  powers  which  it  now  has,  subject  to 
limitations  which  now  attach  to  them,  as  Its  Jurisdiction  and  powers  are 
drawn  from  the  statute  as  it  is  now.    Id.     (276). 

Jurisdiction  may  be  taken  away  by  repeal  of  the  statutes  conferring  it  by 
necessary  implication  as  well  as  by  express  words,  but  if  a  statute  giving 
a  special  remedy  is  repealed  without  a  saving  clause  in  favor  of  pending 
suits  all  suits  must  stop  where  the  repeal  finds  them.  If  final  relief  has 
not  been  granted  before  the  repeal  went  into  effect,  it  can  not  be  after, 
and  if  a  law  conferring  Jurisdiction  is  repealed  without  any  reservation 
as  to  pending  cases  all  such  cases  fall  with  the  law.    Id.    (276). 

A  statutory  right  is  to  be  distinguished  from  the  remedy  for  its  enforce- 
ment, but  whether  the  transportation  act  has  tal^en  away  a  remedy  and 
thereby  indirectly  destroyed  a  right  of  complainants  who  sought  the  ad- 
justment of  divisions  for  a  period  prior  to  the  filing  of  complaint  is  not 
for  the  Commission  to  decide.  Id.  (276). 
CONSTRUCrriVE  PLACEMENT.    See  also  Delxveby. 

Demurrage  accruing  on  cars  constructively  placed  at  points  short  of  billed 
destination,  following  a  fire  at  complainant's  plant,  found  unlawful  to 
extent  that  charges  coliected  exceeded  those  that  would  have  accrued  had 
cars  been  delivered  up  to  the  full  extent  of  consignee's  physical  capacity 
to  receive  them.  Reparation  awarded.  Union  Bag  &  Paper  Corp.  v. 
Director  General,  as  Agent,  424. 

The  word  ** tendered"  as  used  in  constructive  placement  provision  of 
demurrage  tariff  construed  to  require  that  shipments  be  tendered  for 
delivery  at  billed  destination,  or,  at  most,  at  a  point  reasonably  adjacent 
to  such  destination.    Id.     (427). 

Embargo  placed  by  Fuel  Administrator  against  complainant's  plant  became 
effective  while  shipments  en  route  and  cars  were  constructively  placed  in 
carrier's  yards.  Held:  Embargo  not  applicable  to  complainant's  ship- 
ments, and,  since  demurrage  accrued  as  a  result  of  such  constructive 
placement  and  not  to  disability  of  complainant,  demurrage  found  unlaw- 
fully assessed  and  should  be  refunded.    Id.    (427). 

DemurraJB;e  tariff  provided  for  constructive  placement  when  delivery  can 
not  be  made  "on  account  of  act  or  neglect  of  consignee  or  inability  of 
consignee  to  receive,"  and  that  in  such  circumstances  "  delivery  will  be 
considered  to  have  been  made  when  cars  were  tendered."  Held:  Unless 
actual  tender  is  made  or  consignee  has  informed  carrier  that  no  more 
cars  can  be  received,  rule  requires  carrier  to  place  cars  to  full  extent  of 
consignee's  physical  capacity  to  receive  them.    Id.     (426). 

Where  cars  are  constructively  placed  at  points  short  of  billed  destination, 
consignees  operating  under  average  agreements  should  be  allowed  credit 
for  the  time  necessary  to  transport  the  cars  from  the  point  of  construe* 
tive  placement  to  point  of  final  placement.    Id.    (427). 
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CONTAINERS.    See  Packing. 
CONTRACTS.    See  also  Average  Aqbeeiient. 

The  Commission  is  without  jurisdiction  to  prescribe  uniform  liability 
clauses  to  be  contained  in  leases  or  contracts  for  the  construction,  main> 
tenance»  and  use  of  industrial  or  private  side  tracks,  limiting  liability 
for  loss  and  damage  caused  by  fire  from  locomotives  operating  over 
such  tracks.    National  Industrial  Traffic  League  v.  A.  &  R.  R.  R.  Co.,  120. 

Liability  clauses  contained  in  contracts  or  agreements  for  maintenance, 
use,  and  operation  of  industrial  sidetracks  do  not  involve  the  question  of 
rates,  nor  the  matter  of  facilities  to  be  furnished  by  the  railroad  com- 
pany for  the  transportation  of  property  under  its  obligation  as  a  com- 
mon carrier.    Id.     (128). 

The  demands  upon  a  carrier  which  lawfully  may  be  made  are  limited  by 
its  duty,  but  it  is  not  its  duty  as  a  common  carrier  to  enter  into  a 
contract  to  lease  a  railroad  siding  to  a  shipper  or  to  enter  into  an  agree- 
ment to  operate  privately  owned  sidetracks.    Id.     (128). 
COST  OF  PRODUCTION. 

The  Commission  may  not  require  carriers  to  equalize  natural  advantages, 
such  as  location  and  cost  of  production.  United  Iron  Works  Co.  v. 
Director  General,  as  Agent,  38  (35). 

Where  producers  must  bring  their  products  to  railroads  by  dray  or  boats, 
involving  extra  costs,  such  expenses  are  a  part  of  the  costs  of  pro- 
duction and  the  Commission  may  not  properly  make  them  a  basis  for 
readjusting  rates.    Salt  from  Utah  to  San  Francisco,  58  (59). 
COST  OF  SERVICE. 

Is  but  one  of  the  factors  taken  into  consideration  in  the  making  of  freight 
rates,  and  the  wide  variations  in  rates  make  it  probable  that  many  of 
them  fail  to  cover  all  the  factors  of  operating  expense  that  a  careful 
cost  study  might  allocate  against  the  service.  P.  &  W.  V.  Ry.  Co.  v, 
P.  &  L.  E.  R.  R.  Co.,  272  (279). 

Evidence  as  to,  can  not  be  used  as  a  measure  of  divisions  in  the  absence 
of  evidence  in  regard  to  the  relation  of  the  joint  rates  to  the  total  cost 
of  the  service  performed.    Id.     (288). 

Cost  and  value  of  service  and  risk  assumed  are  important  considerations 
in  rate  making.  Climax  Molybdenum  Co.  v.  Director  Qeneral,  as  Agent, 
869  (878). 

Proposed  increased  charges  of  the  M.  &  St.  L.  R.  R.  and  Railway  Transfer 
Co.,  for  switching  interstate  shipments  at  Minneapolis,  St.  Louis  Park, 
and  Hopkins,  Minn.,  found  not  justified,  but  inadequacy  of  present 
revenues  clearly  demonstrated  by  cost  figures  submitted,  and  reasonable 
and  just  charges  prescribed.    Switching  and  Absorption  a'  Minneapolis, 

646. 

Cost  of  performing  switching  service  at  Minneapolis,  Minn.,  discussed. 
Id.     (649-651). 

When  cost  figures  are  used  in  determining  the  reasonableness  of  rates  and 

are  the  result  of  painstaking  efforts  to  arrive  at  just  and  reasonable 

results,  such  figures  are  not  to  be  disregarded  because  they  may  not  be 

correct  in  every  detail  and  are  based  in  part  on  estimates.    Id.     (652). 

CREOSOTING  IN  TRANSIT.    See  Tbansct  AxBANGEMXNTa 
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CUMMINS  AMENDMENT.    See  also  Released  Rates. 

Prayer  for  establishment  of  rates  oh  molybdenimi  dependent  upon  declared 
or  released  values  based  on  fact  that  service  required  in  the  transporta- 
tion of  ores  of  higher  values  is  no  greater  than  on  ores  of  lower  values, 
Held:  Facts  that  shipments  move  over  a  narrow-gauge  line  on  which 
grades  are  heavy  and  value  of  molybdenum  is  extraordinarily  high, 
found  not  to  justify  establishment  of  such  rates.  Olimax  Molybdenum 
Co.  V,  Director  General,  as  Agent,  d69. 

Carrier's  agent  had  mifficient  knowledge  as  to  true  value  of  shipper's 
product  to  require  notation  **  Value  over  $100  per  net  ton  "  to  be  placed 
on  bills  of  lading  to  prevent  misdescription.  This  was  in  no  sense  **  the 
value  declared  or  agreed  upon  in  writing  as  the  released  value  of  the 
property  *'  within  the  purview  of  the  second  Cummins  amendment.  Bill- 
ing so  indorsed  does  not  limit  recovery  of  the  full  actual  value  what- 
ever it  might  be.    Id.     (871). 

If  carriers  desire  to  carry  rates  based  upon  declared  or  released  values, 
they  should  seek  approval  of  rules  that  wili  clearly  effect  the  purpose 
and  be  free  from  question  as  to  conformity  with  the  Cummins  amend- 
ment.   Id.     (871). 
DAMAGES. 

Upon  further  hearing,  original  report  68  I.  C.  C,  529,  rates  on  fire  brick, 
fire  clay,  and  dobies,  from  St  Louis  and  Mexico,  Mo.,  to  Quinton,  Okla., 
found  unreasonable  to  extent  they  exceeded  the  aggregate  of  intermediate 
rates,  and  reparation  awarded,  but  prior  finding  that  evidence  of  damage 
was  not  sufficient  to  support  an  award  of  reparation  under  a  finding  of 
undue  prejudice,  affirmed.  Quinton  Spelter  Co.  v.  Ft.  S.  &  W.  R.  R. 
Co.,  48. 

In  original  report,  55  I.  C.  C,  280,  rates  on  limestone  moving  during  fed- 
eral control  from  Jamesvllle,  N.  Y.,  to  Solvay,  N.  Y.,  were  found  un- 
reasonable and  r^aration  was  awarded.  Defendants  refined  to  verify 
reparation  statements  submitted  under  Rule  V  of  the  Commission's  Rules 
of  Practice.  Upon  further  hearing  amount  of  r^mration  determined. 
Solvay  Process  Co.  v.  D.,  L.  &  W.  R.  R.  Co.,  86. 

Complainant,  in  complying  with  Rule  V  of  the  (Jonmilssion's  R.iles  of  Prac- 
tice, authorized  to  submit  an  affidavit  to  effect  that  it  paid  and  bore  the 
freight  charges,  with  understanding  that  if  defendants  object  to  receipt 
of  such  an  affidavit  further  hearing  may  be  requested  regarding  subject 
of  reparation.    Illhdois  Zinc  Co.  v.  Direct<Mr  General,  as  Agent,  02  (102). 

In  original  reports,  42  I.  C.  C,  275,  and  55  I.  C.  C,  857,  rates  on  lumber 
from  Portland,  Greg.,  found  unduly  prejudicial  in  favor  of  other  Gregon 
points  in  the  Willamette  Valley,  but  reparation  denied.  Upon  further 
hearing  reparation  awarded  on  shipments  on  which  complainant  was 
compelled  to  absorb  the  difference  in  freight  rates  out  of  their  profits. 
Inman-Poulsen  Lumber  Co.  v,  S.  P.  Co.,  185. 

Contention  that  since  price  of  coal  was  fixed  by  the  Fuel  Administration, 
complainants  would  not  have  received  any  more  ptoGt  had  lower  rates 
been  In  effect,  and  award  of  reparation  would  permit  profits  In  excess 
of  those  allowed  by  the  government.  Held:  Complainants  paid  and  bore 
unreasonable  rates,  and  are  entitled  to  r^[)aration.  They  have  paid  ca»h 
out  of  pocket  that  should  not  have  been  required  of  them.  Abbott  v. 
Director  General,  as  Agent,  296  (300). 
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DAMAGES — Continued. 

Refund  of  overcharges  found  In  original  report,  58  I.  C.  C,  748,  ordered 
paid  to  vendor,  who  intervened  at  further  hearing,  where  it  was  shown 
that  he  reimbursed  complainant  fbr  freight  charges  paid.  Ayres,  Bridges 
&  CJo.  V.  Director  General,  as  Agent,  339. 

The  CJommission's  power  under  section  16  of  the  act  is  to  fix  the  maximum 
to  be  paid  as  an  allowance,  and  in  the  exercise  of  this  power  it  may  not 
require  a  carrier  to  make  an  allowance  or  fix  the  precise  amount;  and 
it  is  doubtful  whether  damages  can  be  awarded  for  failure  to  pay  except 
in  cases  where  the  allowance  is  published  in  the  carrlep*s  tariffs  and  is 
not  more  than  reasonable  for  the  service.  Rutherford-Brede  Co.  v.  Di- 
rector General,  as  Agent,  515  (517). 

When  a  fourth  section  departure  is  protected  by  an  appropriate  applica- 
tion no  damage  can  be  awarded  up  to  the  time  when  the  Conunisslon 
passes  upon  the  fourth  section  application  unless  a  case  of  undue  preju- 
dice is  made  out  which  might  carry  with  it  an  award  of  damages  or 
unless  the  rate  charged  from  the  intermediate  point  is  found  unreason- 
able. Buckeye  Veneer  Co.  v.  Director  General,  as  Agent,  678  (676). 
DEFICIT. 

Respondent  sought  to  justify  increased  rates  upon  claim  that  it  is  operat- 
ing at  a  loss  and  that  if  proposed  increases  are  not  permitted  it  will  be 
compelled  to  discontinue  operation  because  it  can  not  further  increase 
its  existing  deficit.  Held:  Increases  found  not  justified.  Rates  Between 
Ohio  River  and  Cumberland  River  Points,  10. 
DE3LIVBRY.    See  also  Constbuctive  Placement. 

Receipt  or  delivery  of  c.  1.  freight  on  private  or  industrial  tracks  is  merely 
the  equivalent  of  similar  service  on  team  trucks.    Diversion  and  Reeon- 
signment  Rules,  385  (391). 
DEMURRAGE.    See  also  Average  Aobeehent;  Detention. 

Tariff  provided  that  "Notice  shall  be  sent  or  given  consignee  in  writing, 
or  as  otherwise  agreed  to,"  but  made  no  provision  for  notice  to  consignor 
when  shipment  refused  at  destination.  Order  notify  consignee  notified 
by  telephone  and  in  person,  and  when  it  became  apparent  that  he  was  not 
going  to  accept  shipment  consignor  was  notified  by  letter  and  disposition 
orders  were  given.  Demurrage  accruing  found  lawfully  assessed. 
Hewitt-Lea-Funck  Co.  v.  Director  General,  as  Agent,  49. 

Demurrage  charges  constitute  a  portion  of  the  earnings  of  carriers,  and  it 
may  well  be  that  a  contract  or  agreement  under  which  credits  earned 
at  a  particular  point  or  industry  on  the  traffic  of  one  carrier  might  be 
used  to  offset  debits  Incurred  in  connection  with  traffic  of  another.  Is 
within  the  spirit  of  the  inhibition  of  the  antipoollng  provision  of  section  5 
of  the  act    Penick  &  Ford  (Inc.)  v.  Director  General,  173  (176). 

The  assessment  of  average  demurrage  is  a  concession  from  the  straight 
demurrage  charge  and  is  a  privilege  or  option  extended  on  the  part  of 
the  carrier.    Id.     (177). 

Consignee  failed  to  unload  ore  frozen  in  transit  within  prescribed  free 
time.  Tariff  provided  that  written  statement  be  served  upon  carrier's 
agent  within  free  time  that  lading  was  frozen  upon  arrival.  Verbal  notice 
given  carrier's  employee  within  48  hours  atfer  placement,  and  since 
defendant  actually  knew  that  frozen  condition  of  ore  precluded  unload- 
ing, demurrage  charges  assessed  found  unreasonable.  Reparation 
awarded.  Virginia  Iron,  C3oal  &  Coke  Co.  v.  Director  General,  as 
Agent,  200. 
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DEMURRAGE— Continued. 

The  primary  ];nirpo8e  of  imposing  demurrage  is  to  promote  tbe  prompt 
movement  of  cars  in  the  public  interest  Failure  to  release  cars  within 
a  reasonable  time  is  a  wrong  against  other  shippers  desiring  to  use  them 
and  against  the  general  public,  which  can  to  a  large  extent  be  avoided 
by  the  enforcement  of  appropriate  demurrage  rules  and  penalties.  Id. 
(201). 

Shippers  are  entitled  to  a  reasonable  free  time  for  loading  or  unloading 
cars,  and  the  principle  has  long  been  recognized  that  demurrage  should 
not  be  imposed  for  delays  occasioned  by  weather  interference.    Id.  (201). 

When  a  shipment  is  tendered  for  delivery  in  a  frozen  condition  and  for 
that  reason  can  not  be  unloaded  within  the  prescribed  free  time  it  is 
not  unreasonable  to  require  that  due  notice  to  that  effect  be  given  in 
order  that  the  carrier  may  have  the  necessary  information  upon  which 
.  to  base  demurrage  charges  and  be  afforded  opportunity  to  take  proper 
steps  to  expedite  unloading.    Id.     (201). 

Accruing  on  cars  constructively  placed  at  points  short  of  billed  destination, 
following  a  fire  at  complainant's  plant,  found  unlawful  to  extent  they 
exceeded  those  that  would  have  accrued  had  cars  been  delivered  up  to 
the  full  extent  of  consignee's  physical  capacity  to  receive  them.  Repara- 
tion awarded.  Union  Bag  &  Paper  Corp.  v.  Director  General,  as  Agent, 
424. 

Demurrage  tariff  provided  for  constructive  placement  when  delivery  can 
not  be  made  '*on  account  of  act  or  neglect  of  consignee  or  inability  of 
consignee  to  receive,"  and  that  In  such  circumstances  '*  ddlvery  will  be 
considered  to  have  been  made  when  cars  were  tendered."  Held:  Unless 
actual  tender  is  made  or  consignee  has  informed  carrier  that  no  more 
cars  can  be  received,  rule  requires  carrier  to  place  cars  to  full  extent  of 
consignee's  physical  capacity  to  receive  them.    Id.     (426). 

Embargo  placed  by  Fuel  Administrator  against  complainant's  plant  be- 
came effective  while  shipments  en  route  and  cars  were  constructively 
placed  in  carrier's  yards.  Held:  Embargo  not  applicable  to  complainant's 
shipments,  and  since  demurrage  accrued  as  a  result  of  such  constructive 
placement  and  not  to  disability  of  complainant,  demurrage  found  un- 
lawfully assessed  and  should  be  refunded.    Id.  (427). 

Denial  of  switching  reclaims  to  Birmingham  Southern  R.  R.,  on  foreign 
cars  handled  under  division  of  Joint  rate,  held  not  to  be  unreasonable  or 
unduly  prejudicial,  but  tbe  assessment  of  demurrage  against  that  road 
under  uniform  demurrage  code,  without  allowance  of  additional  free 
time  to  cover  the  period  actually  required  for  switching  service  per- 
formed, disapproved  and  substitute  prescribed.  Birmingham  Southern 
R.  R.  Co.  V,  Director  €reneral,  as  Agent,  551. 

While  there  is  nothing  inherent  in  demurrage  which  precludes  assessing 
it  against  an  industrial  common  carrier  responsible  for  delay  in  car 
movement  who  has  profited  by  the  use  of  the  foreign  car,  the  assess- 
ment of  demurrage  under  the  uniform  code  against  such  lines,  without 
allowance  of  additional  free  time  to  cover  the  period  actually  required  for 
service  performed,  is  clearly  unreasonable.    Id.  (554). 

Where  short  line  found  not  to  be  a  common  carrier  subject  to  the  act,  its 
demurrage  tariffs  on  file  with  the  Commission  are  of  no  force  and  effect, 
and  demurrage  tariffs  of  trunk  lines  are  applicable.    National  Tube  Ca 
17.  P.,  C,  C.  &  St.  L.  R.  R.  Co.,  580  (598). 
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DEMURRAGE— CJontlnued. 

Following  Birmingham  Southern  R,  R,  Co.,  61  I.  C.  C,  551,  arrangements 
between  common-carrier  short  lines  and  their  trunlc  line  connection3 
with  respect  to  use  and  detention  of  foreign  cars  and  basis  of  settlement 
of  accrued  charges  prescribed.  National  Tube  Co.  v.  P.,  C,  O.  &  St.  L. 
R.  R.  Co.,  590;  Illinois  Northern  Ry.,  629;  Pullman  R.  R.  Co.,  687. 

Charges  accruing  while  shipper  was  endeavoring  to  obtain  necessary  per- 
mit to  have  shipments  reconsigned  to  embargoed  points  found  not  unrea- 
sonable or  unlawful  as  tariffs  of  carriers  specifically  prohibited  recon- 
signment  to  embargoed  points. .  Maguire  &  Co.  v.  Director  General,  as 
Agent,  658. 
DENSITY  OF  TRAFFIC.  See  Sporadic  Movement  ;  Volume  of  Traffic. 
DESIRABILITY  OF  TRAFFIC. 

Copper  bullion  is  desirable  traffic,  as  It  moves  throughout  the  year,  loads 
heavily,  can  be  carried  in  any  box  car  capable  of  being  locked,  does  not 
impair  the  availability  of  the  equipment  for  return  loads  of  other 
traffic,  and  despite  its  considerable  value  is  practically  free  from  loss  and 
damage  claims.    Smelter  Products  from  Nevada  and  Utah,  874  (376). 

Soap  is  a  desirable  article  of  transportation  in  that  it  is  of  heavy  weight 
density,  is  sliipped  in  compact  boxes  of  wood  or  fiber  and  may  be  easily 
stored  in  cars  with  other  freight.  Claims  for  loss  or  damage  to  ship- 
ments are  negligible.  Proctor  &  Gamble  Distributing  Co.  v.  A.  C  Ry., 
700  (701). 
DETENTION.  See  Demurrage. 
DIFFERENTIAL.    See  alao  Arbitraries. 

Rates  on  rosin  and  turpentine  from  Perry,  Athena,  Carbur,  and  Salem, 
Fla.,  to  Chicago,  St.  Paul,  Minneapolis,  and  other  points  in  Illinois,  Wis- 
consin, Minnesota,  Iowa,  and  states  west  thereof,  found  unduly  pre- 
judicial to  extent  they  exceed  rates  from  Jacksonville,  Fla.,  by  more 
than  3  cents  on  rosin  and  6  cents  on  turpentine.  Reparation  denied. 
Barber  Co.  v.  Director  General  as  Agent,  23. 

Rates  on  iron  pipe  fittings  from  Okmulgee,  Okla.,  to  points  in  the  Dallas- 
Fort  Worth  group,  to  Texas  common  points,  and  to  Houston  and  Gal- 
veston, Tex.,  found  unduly  prejudicial  to  extent  they  exceed  rates  not 
less  than  9  cents  lower  than  from  St  Louis,  Mo.,  to  same  destinations. 
Reasonable  rates  prescribed  and  reparation  awarded.  United  Iron  Works 
Co.  V.  Director  General,  as  Agent,  33  (42). 

Rates  on  brick  (except  bath  or  enamel),  hollow  building  tile,  and  fire  day, 
in  straight  or  mixed  carloads,  from  Great  Falls,  Mont.,  to  certain  points 
in  Wyoming  found  unreasonable  and  unduly  prejudicial  to, extent  they 
exceed  certain  differentials  under  the  rates  from  Denver,  Colo.  Reason- 
able  and  nonprejudicial  relationship  prescribed.  Great  Falls  Brick  & 
Tile  Co.  V,  Director  General,  178. 

Rates  on  salt  cake  from  Newell,  Pa.,  and  Hegewisch  and  West  Hammond, 
111.,  to  International  Falls,  Minn.,  found  unreasonable  to  extent  they 
exceeded  the  combination  rates  to  Duluth,  Minn.,  and  Barksdale,  Wis., 
by  more  than  5.5  cents.  Reparation  awarded.  Minnesota  &  Ontario 
Paper  Co.  v.  Director  General  as  Agent,  408. 
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DirFEREKTIAI.--Continued. 

Rates  on  crushed  rock  from  Leeds,  Mo.,  and  Rosedale,  Kans.,  located  out- 
side tbe  Kansas  City  switching  district,  to  destinations  within  a  radios 
of  150  miles  from  Kansas  City,  Mo.,  on  lines  of  defendants  other  than 
originating  carriers  found  not  unduly  prejudicial  but  unreasonable 
to  extent  they  exceed  by  more  than  1  cent  the  rates  from  Kansas  City  to 
same  destinations.  Measure  of  reasonable  rates  prescribed  and  repara- 
tion denied.  Prince-Johnson  Limestone  Co.  t.  Director  (General,  as 
Agent,  602. 

Relationship  of  rates  on  potatoes  from  points  in  Minnesota  and  Wisconsin, 
within  the  Princeton  group,  to  destinations  in  trunk-line  territory  found 
unduly  prejudicial  to  shippers  at  those  points  and  unduly  preferential  of 
shippers  located  at  other  Wisconsin  points  to  extent  that  the  rates  from 
the  Princeton  group  points  exceed  those  from  the  other  Wisconsin  points 
by  more  than  3  cents  per  100  pounds.  Northern  Potato  Traffic  Asso.  v. 
B.  &  O.  R.  R.  Co.,  680  (683). 

Relationship  of  rates  on  newsprint  paper  from  Sault  Ste.  Marie  and  Fort 
Frances,  Ontario,  to  destination  in  the  west  and  southwest  found  un- 
duly prejudicial  to  those  points  and  unduly  preferential  of  competing 
manufacturing  points  in  Minnesota  and  Wisconsin  to  extent  the  rates 
from  points  found  prejudiced  exceed  the  rates  from  the  preferred  points 
by  more  than  the  differentials  herein  prescribed.  Lake  Superior  Paper 
Co.  (Ltd.)  V.  Director  General,  709. 
DIRECTOR  GBNEIRAL.  See  Federal  Control. 
DISCRIMINATION.    See  also  Prkterences  and  Prejudices  ;  Sbctioit  2. 

It  is  not  sufficient  to  consider  the  rates  to  an  Intermediate  market,  nor 
alone  the  rates  from  such  market  If  the  question  of  discrimination  be- 
tween markets  Is  to  be  determined,  but  there  must  be  consideration  of 
the  entire  rate  from  point  of  production  to  ultimate  destination.  Cairo 
Board  of  Trade  v.  A.,  T.  &  S.  F.  Ry.  Co.,  219  (220). 

A  discrimination  that  is  no  more  broad  than  is  warranted  by  the  dissimi- 
larity in  the  circumstances  and  conditions  can  not  be  condemned  as  un- 
lawful   Diversion  and  Reconsignment  Rules,  385  (391). 

tJpon  further  hearing,  original  report  60  I.  C.  C,  61,  Intrastate  passenger 
fftres  and  excess  baggage  charges.  In  the  state  of  Montana,  of  the  Butte, 
Anaconda  &  Pacific  Ry.  Co.,  an  electric  line,  lower  than  the  correspond- 
ing Interstate  fares  and  charges  authorised  in  Increased  Rates,  1920, 
58  I.  C.  C,  220,  found  unduly  prejudicial  to  interstate  passengers,  unduly 
preferential  of  Intrastate  passengers,  and  unjustly  discriminatory  against 
interstate  commerce.    Montana  Rates  and  Fares,  500. 

Certain  intrastate  rates,  fares,  and  charges,  required  by  state  authority  to 
be  maintained  within  the  state,  lower  than  the  corresponding  interstate 
rates,  fares,  and  charges  authorized  in  Increased  Ratesrl9t0,  58  I.  C.  C, 
220,  found  unduly  prejudicial  to  interstate  passengers  and  shippers,  un- 
duly preferential  of  intrastate  passengers  and  shippers,  and  unjustly 
discriminatory  against  interstate  commerce.  North  Dakota  Rates,  Fares, 
and  Charges,  504;  Arizona  Rates,  Fares,  and  Charges,  672. 
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DISTANCE  RATES. 

Following  Birdsboro  Case,  49  I.  O.  C,  681,  distance  scale  of  rates  was  pre- 
scribed from  Birdsboro,  Pa.,  on  crushed  rock,  but  sliipments  do  not 
originate  at  that  point.  Commission's  order  omitted  Monocacy,  Pa.,  at 
which  point  shipments  do  originate,  and  carriers  after  ccmsiderable  de- 
lay established  from  Monocacy  the  distance  scale  prescribed  from  Birds- 
boro.  Held:  Rates  charged  on  shipments  moving  during  interim  found 
unreasonable  and  reparation  awarded.  Birdsboro  Stone  Co.  v,  P.  R.  K. 
Co.,  46. 

Proposed  increased  rates  on  fuel  wood,  pulp  wood,  and  wood  bolts  between 
points  in  Idaho,  Oregon,  and  Washington  found  not  justified,  as  their 
approval  would  not  bring  about  a  uniform  and  nonprejudicial  basis  for 
general  application  throughout  those  states.  Reasonable  and  nonprejudi- 
cial distance  scale  prescribed.  Wood  Rates  between  North  Pacific  Coast 
Points,  159. 

Proposed  cancellation  of  tariff  provision  applicable  in  connection  with  dis- 
tance rates  prescribed  in  Oalveston  Commercial  Asao.,  57  I.  C.  C,  890, 
providing  that  lowest  rate  applicable  via  any  routes  shall  be  applied  via 
other  routes  accepting  the  freight  for  transportation,  found  not  justi- 
fied. Iron  and  Steel  Articles  from  Galveston  and  Houston  to  Louisiana, 
270. 

Rates  on  hardwood  logs  from  stations  on  the  Y.  &  M.  V.  R.  R.  in  Missis- 
sippi to  Dyersburg  and  Trimble,  Tenn.,  on  the  Illinois  Central,  the 
application  of  which  is  conditioned  upon  the  manufactured  product  bein^ 
shipped  out  over  the  latter  line,  found  unreasonable  to  extent  they 
exceed  defendants*  individual  distance  scales  of  net  rates  similarly  con- 
ditioned applicable  between  points  on  their  respective  lines  to  be 
applied  as  a  joint  continuous  distance  scale.  Reasonable  maximum 
scale  prescribed.  North  Vernon  Lumber  Co.  v.  I.  C.  R.  R.  Co.,  855. 
DISTANCES. 

In  arriving  at  distances,  rail  routes  can  not  be  disregarded  and  cross- 
country mileages  used,  as  rail  rates  are  not  so  constructed.    Soda  Prod- 
ucts from  Saltville,  Va.,  559  (562). 
DISTURBANCE  OF  ADJUSTMENT. 

Proposed  reduced  rates  on  salt  from  Burvmester  and  Salduro,  Utah,  and 
Reno,  Nev.,  to  San  Francisco,  Calif.,  and  cancellation  of  certain  rates 
to  intermediate  points  carrying  minimum  weights  lower  than  proposed 
reduced  rates,  found  justified,  as  the  proposed  changes  will  restore  the 
basis  prevailing  prior  to  Increased  Rates,  1920,  58  I.  C  C,  220,  and 
will  bring. them  down  to  a  level  where  the  traffic  will  again  move  In 
competition  with  San  Francisco  Bay  points.  Salt  from  Utah  to  San 
Francisco,  58. 

Carriers  propose  to  restrict  absorptions  of  switching  charges  of  the  Fort 
Worth  Belt  Ry.  to  specific  amounts  which  are  less  than  the  present 
switching  charges  fronl  or  to  industries  and  public  stoclcyards  at  Fort 
Worth,  Tex.  Held:  Line-haul  carriers  absorb  full  amount  of  switching 
charges  to  and  from  competing  markets  which  are  on  a  rate  parity  with 
Fort  Worth,  and  as  that  relationship  would  be  disrupted  proposed  in- 
creased charges  found  not  justified.  Absorption  of  Switching  Charges  at 
Fort  Worth,  Tex.,  73. 
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DISTURBANCE  OF  ADJUSTMENT— Continued. 

To  effectuate  the  relative  adjustment  of  class  rates  prescribed  in  Wis- 
oonsin  Rate  Cases,  44  L  C.  C,  602,  from  eastern  points  to  La  Ciosse, 
Wi&,  on  the  one  hand  and  Dubuque,  Iowa,  St.  Paul,  Minn.,  and  Chicago, 
UL,  on  the  other,  disrupted  by  various  increases  permitted  since  that 
decision,  present  class  rates  to  La  Crosse  found  unreasonable  and  unduly 
prejudicial  and  reasonable  and  nonprejudicial  rates  prescribed.  La 
Crosse  Chamber  of  Commerce  v.  A.  A.  R.  R.  Co.,  289. 

Double  increases  applied  to  both  factors  of  combination  rates  on  coal  from 
points  in  southern  Illinois  to  Springfield,  Mo.,  via  routes  in  connection 
with  the  St.  L.-S.  F.  R.  R.  Co.,  which  destroyed  the  long-existing  rela- 
tionships and  resulted  in  rates  clearly  out  of  line  with  others  from  the 
same  territory  and  groups,  and  in  some  instances  from  the  same  points 
of  origin,  found  unreasonable.  Reparation  awarded.  Abbott  v.  Director 
GJeneral,  as  Agent,  296. 

Substitution  by  the  Director  General  of  a  flat  increase  of  4.5  cents  on 
petroleum  and  products,  in  lieu  of  25  per  cent  increase,  as  authorized 
under  general  order  No.  28,  not  found  unreasonable  or  unduly  prejudicial, 
as  such  readjustment  was  made  in  an  effort  to  minimize  serious  disturb- 
ances of  rate  relationships  and  met  with  the  approval  of  producers,  re- 
finers, and  jobbers  generally.  Bamett  Oil  &  Gas  Co.  v.  Director  Genial, 
as  Agent,  568. 

A  rate  increase  uniform  in  amount  necessarily  tends  to  preserve  rather 
than  disrupt  preexisting  relationships.  This  is  not  true  of  a  percentage 
increase.    Id.  (570). 

Relationship  of  rates  on  coal  from  mines  in  Kentuclcy  in  L.  &  N.  group  No. 
1  to  Jackson,  Mich.,  and  Toledo,  Ohio,  disrupted  by  application  of  in- 
creases under  general  order  No.  28  and  subsequently  readjusted,  found 
not  to  have  been  unreasonable  or  unjustly  discriminatory.  Dewey  Fud 
Co.  V.  Director  General,  as  Agent,  697. 
DIVERSION.  See  Reconsignment. 
DIVISIONS. 

In  the  form  of  absorptions  can  not  be  predicated  solely  upon  the  amount 
of  revenue  necessary  to  insure  successful  operation,  and  it  is  improper  to 
attempt  forcible  adjustment  of  divisions  between  carriers  by  increasing  the 
through  rates  which  shippers  must  pay.  Absorption  of  Switching  Charges 
at  Fort  Worth,  Tex.,  73  (75-76). 

Attempt  of  line-haul  carriers  and  belt  line  to  force  an  issue  as  to  their 
divisional  arrangements  by  subjecting  shippers  to  increased  charges 
under  schedules  which  limited  the  amount  of  switching  charges  to  be 
absorbed  condemned  by  the  Commission.  Swift  &  Co.  i;.  Ft  W.  ft  D. 
C.  Ry.  Co.,  77  (79). 

While  divisions  may  be  considered  as  evidence,  they  are  not  conclusive  and 
ordinarily  do  not  afford  a  sound  basis  upon  which  to  judge  the  reason- 
ableness of  rates.     American  Creosotlng  0>.  v.  Director  G^eneral,  145 

(161). 
Increased  charges  which  result  from  the  cancellation  of  joint  rates  can  not 
be  justified  on  the  ground  that  the  divisions  are  unsatisfactory.    Coal 
from  Illinois  to  Michigan,  195. 
Accorded  the  Pittsburgh  &  West  Virginia  and  the  West  Side  Belt  railroads 
on  bituminous  coal  from  stations  on  their  lines  to  various  destinations 
on  the  lines  of  defendants  found  unreasonable.    Measure  of  divisions  pre- 
scribed for  the  future  and  adjustment  required  from  September  1,  1920. 
P.  &  W.  V.  Ry.  CJo.  V.  P.  &  L.  E.  R.  R.  Co.,  272. 
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DIVISIONS—Contlnued. 

The  transportation  act,  1920,  has  remoTed  all  doubt  as  to  the  Ck>mmi8Blon*8 
authority  to  prescribe  for  the  future  "just,  reasonable,  and  equitaUe 
divisions  "  of  joint  rates,  ftires,  or  charges.    Id.    (274). 

Under  the  interstate  commerce  act  prior  to  its  amendment  by  the  transpor- 
tation act,  1920,  the  Commission  could  require  the  adjustment  of  diyisioos 
prior  to  filing  of  complaint,  but  under  paragraph  (6)  which  was  added 
to  section  15  by  the  tran£qE>ortation  act,  it  can  require  adjustment  of 
divisions  only  from  the  time  the  complaint  was  filed.    Id.  (275-276). 

Paragraph  (4)  of  section  1  and  paragraph  (6)  of  section  15,  taken  together, 
were  intended  by  the  (Congress  to  supersede  former  provisions  of  the 
statute  and  constructions  placed  thereon  with  respect  to  divisions  of 
joint  rates,  whether  established  voluntarily  or  pursuant  to  the  Commis- 
sion's finding  or  order.    Id.    (276). 

A  statutory  right  is  to  be  distinguished  from  the  remedy  for  its  enforce- 
ment, but  whether  the  transportation  act  has  taken  away  a  remedy  and 
thereby  indirectly  destroyed  a  right  of  complainants  who  sought  the 
adjustment  of  divisions  for  a  pa*iod  prior  to  the  filing  of  complaint  is 
not  for  the  Commission  to  decide.    Id.     (276). 

Paragraph  (6)  of  section  15  recognizes  clearly  that  divisions  are  affected 
with  a  public  interest  and  are  not  a  mere  matt^  of  bargain  and  trade 
between  carriers.    Id.     (282). 

One  of  the  duties  of  a  common  carrier  is  to  participate  in  such  joint  rates 
as  the  public  interest  requires.  This  is  an  incident  of  their  public  under- 
taking, and  equity  does  not  necessarily  demand  that  they  be  compensated 
by  larger  divisions  in  instances  where  it  might  be  more  advantageous 
to  confine  traffic  to  their  own  lines.    Id.    (283). 

It  was  to  avoid  the  unduly  prejudicial  effect  of  strategic  advantages  upon 
the  weaker  carriers  and  the  resulting  impairment  of  transportation 
facilities  that  the  Ck)mmis8ion's  powers  over  divisions  were  clarified  and 
strengthened,  and  it  is  not  prevented  by  paragraph  (6)  of  section  15  of 
the  act  from  taking  into  consideration  any  circumstances  and  conditions 
which  have  weight  in  measuring  the  justice  and  reasonableness  of  divi- 
sions.   Id.     (283). 

Evidence  as  to  cost  of  service  can  not  be  used  as  a  measure  of  divisions 
in  the  absence  of  evidence  in  regard  to  the  relation  of  the  joint  rates  to 
the  total  cost  of  the  service  performed.    Id.     (283). 

For  the  purpose  of  fixing  divisions  separate  corporate  organisations  of 
commonly  controlled  and  operated  carriers  should  be  disregarded  and 
they  should  be  treated  as  one  system.    Id.     (284). 

Proposed  increased  rates  on  grain  and  fiour  from  Omaha,  Nebr.,  and  other 
points  to  Duluth,  Minn.,  and  other  destinations,  found  not  justified  where 
the  sole  reason  for  the  proposed  increases  was  that  respondents  were  no 
longer  in  accord  as  to  divisions.  Grain  and  Flour  from  Missouri  River 
Points  to  Duluth,  307. 

Proposed  increased  joint  minimum  rates  and  charges  on  1.  c  1.  shipments 
and  new  individual  and  joint  regulations  and  practices  afl^ting  such 
rates  and  charges  found  not  justified  where  the  matter  was  mainly  a 
question  of  divisions  and  of  the  method  of  rate  making.  Minimum 
(Charges  on  Less-than-Carioad  Shipments,  727. 
DOMESTIC  RATE&    See  Export  and  Domestic;  Impost  and  Domestic 

61 1.  C.  C. 


INDEX  DIGEST.  853 

DOUBLE  INCREASE. 

Applied  to  both  factors  of  combination  rates  on  coal  from  points  in  southern 
Illinois  to  Springfield,  Mo.,  via  routes  in  connection  with  the  St.  L.- 
S.  F.  R.  R.,  which  destroyed  the  long  existing  relationships  and  resulted 
in  rates  clearly  out  of  line  with  others  from  the  same  territory  and 
groups,  and  in  some  instances  from  the  same  points  of  origin,  found 
unreasonable.  Reparation  awarded.  Abbott  v.  Director  General,  as 
Agent,  296. 
DRAYAGE. 

Where  producers  must  bring  their  products  to  railroads  by  dray  or  boats 
Involving  extra  costs,  such  expenses  are  a  part  of  the  costs  of  production 
and  the  Commission  may  not  properly  make  them  a  basis  for  readjust- 
ing rates.    Salt  from  Utah  to  San  Francisco,  58  (59). 
DUTY  OF  CARRIER. 

The  demands  upon  a  carrier  which  lawfully  may  be  made  are  limited  by 
its  duty,  but  it  Is  not  its  duty  as  a  common  carrier  to  enter  into  a  con- 
tract to  lease  a  railroad  siding  to  a  shipper  or  to  enter  into  an  agree- 
ment to  operate  privately  owned  side  tracks.  National  Industrial  Traffic 
League  v.  A.  &  R.  R.  R.  Co.,  120  (123). 

One  of  the  duties  of  common  carriers  is  to  participate  in  such  Joint  rates 
as  the  public  interest  requires.  This  is  an  incident  of  their  public  under- 
taking, and  equity  does  not  necessarily  demand  that  they  be  compensated 
by  larger  divisions  in  instances  where  It  might  be  more  advantage- 
ous to  confine  traffic  to  their  own  lines.  P.  &  W.  V.  Ry.  Co.  u.  P.  &  L.  B. 
R.  R.  Co.,  272  (283). 

Carriers  are  required  to  deliver  or  receive  c.  1.  freight  at  the  usual  points 
of  loading  or  unloading  unless  such  points  are  so  located  that  the  request 
for  receipt  and  delivery  at  such  spots  could  not,  in  view  of  general  usage, 
be  regarded  as  reasonable.  Edge  Moor  Iron  Co.  v.  Director  General, 
as  Agent,  537  (540). 

Rate  and  route  inserted  by  shipper  in  bill  of  lading  did  not  coincide. 
Initial  carrier's  agent  failed  to  ascertain  from  shipper  before  forwarding 
whether  instructions  as  to  rate  or  route  should  govern.  Held:  Follow- 
ing Conf.  Ruling  474  (c),  shipments  mlsrouted.  Reparation  awarded. 
Mulkey  Salt  Co.  v.  Director  General,  as  Agent,  ©09. 
EARNINGS.    See  also  Ton-Mitj:  Revenue. 

Divisions  in  the  form  of  absorptions  can  not  be  predicated  solely  upon  the 
amount  of  revenue  necessary  to  insure  successful  operation,  and  it  -s 
improper  to  attempt  forcible  adjustment  of  divisions  between  carriers 
by  Increasing  the  through  rates  which  shippers  must  pay.  Absorption 
of  Switching  Charges  at  Fort  Worth,  Tex.,  73  (7&-76). 

The  Commission  is  vested  with  specific  authority  to  initiate  rates  that  will 
protect  revenues,  and  where  carriers  will  suffer  depletion  of  revenue  by 
reason  of  the  establishment  of  new  Joint  rates,  appropriate  measures  can 
be  taken  for  their  protection.  Intermediate  Rate  Asso.  v.  Director  Gen- 
eral, 226  (246). 
ELECTRIC  LINE. 

One-way,  round-trip,  and  commutation  fares  between  stations  on  the  W.  B. 
&  A.  E.  R.  R.  CJo.,  an  electric  line  In  Maryland  and  Washington,  D.  C, 
found  not  unreasonable  or  otherwise  unlawfuL  W.  B.  A.  Commuters 
Club  V,  W.,  B.  &  A.  E.  R.  R.  Co.,  302. 
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ELECTRIC  LINE--Contlnued. 

Upon  further  hearing,  original  report  60  L  C.  C,  61,  intrastate  passenger 
fares  and  excess-baggage  charges,  tn  the  state  of  Montana,  of  the  Botte, 
Anaconda  &  Pacific  Ry.  Co.,  an  electric  line,  lower  than  the  correspond- 
ing interstate  fares  and  charges  authorized  in  Increased  Rates,  19M, 
58  I.  C.  C,  220,  found  duly  prejudicial  to  interstate  passengers,  nndoiy 
preferential  of  intrastate  pasengers,  and  unjustly  discriminatory  against 
interstate  commerce.  Montana  Rates  and  Fares,  500. 
EMBARGO. 

Due  to  decree  prohibiting  entry  into  France  of  luxuries,  shipment  was 
stored  and  subsequently  sold  for  domestic  consumption.  Contention 
that  under  the  circumstances  export  storage  charges  should  have  been 
assessed  found  not  sustained.  Domestic  storage  charges  found  legally 
applicable  and  not  unreasonable.  Manufacturers  Export  Clearing  House 
V.  Director  General,  as  Agent,  85. 

Tariff  rule  providing  that  orders  for  diversion  or  reconsignment  of  com- 
modities other  than  perishable  freight,  coal,  coke,  or  fuel  oil  will  not  be 
accepted  to  a  station  or  point  of  delivery  against  which  an  embargo  was 
in  force  when  the  shipment  left  point  of  origin  disapproved.  Diver- 
sion and  Reconsignment  Rules,  385  (388). 

Due  to  an  embargo  via  the  normal  route,  shipper  was  obliged  to  route 
intrastate  shipments  for  delivery  via  route  over  which  higher  rate  ap- 
plied. Held:  As  distances  over  both  routes  practically  the  same,  and  ship- 
ments moved  during  federal  control  when  the  carriers  were  being  oper- 
ated as  part  of  a  national  system  and  were,  for  then-present  purposes,  a 
single  line,  higher  rate  charged  found  unreasonable.  Reparation 
awarded.    Barrett  Co.  v.  Director  General,  as  Agent,  401. 

Placed  by  Fuel  Administrator  against  complainant's  plant  became  effective 
while  shipments  en  route  and  cars  were  constructively  placed  in  carrier's 
yards.  Held:  Embargo  not  applicable  to  complainant's  shipments,  and 
since  demurrage  accrued  as  a  result  of  such  constructive  placement  and 
not  to  disability  of  complainant,  demurrage  found  unlawfully  assessed 
and  should  be  refunded.  Union  Bag  &  Paper  Corp.  v.  Director  General, 
as  Agent,  424  (427). 

Denmrrage  charges  accruing  while  shipper  was  endeavoring  to  obtain  neces- 
sary permit  to  have  shipments  reconsigned  to  embargoed  points  found 
not  unreasonable  or  unlawful,  as  tariffs  of  carriers  ^>ecifically  prohibited 
reconsignment  to  embargoed  points.  Magulre  &  Co.  v.  Director  General, 
as  Agent,  658. 
EMERGENCY  RATES. 

Rate  legally  applicable  on  Ice  from  Jacksonville,  Fla.,  to  Atlanta,  Ga., 
found  not  unreasonable  as  compared  with  lower  rate  In  the  opposite 
direction  or  as  compared  with  lower  rate  temporarily  established  after 
shipments  moved  to  meet  an  Ice  shortage  at  Atlanta.  Atlantic  Ice  & 
Coal  Corp.  v,  S.  Ry.  Co.,  IIL 
EMERGENCY  SHIPMENT.  See  Sporadic  Movement. 
ENGINE-HOUR  BASIS. 

In  making  a  general  separation  of  the  expenses  chargeable  to  Interchange 
and  Interior  plant  switching  the  engine  hour  will  usually  be  found  a  safer 
guide  than  number  of  cars  handled.    Illinois  Northern  Ry.,  629  (633-634). 
EQUALIZING  RATES.    See  also  Pastty  of  Rates. 

The  CJommission  may  not  require  carriers  to  equalize  natural  advantages, 
such  as  location  and  cost  of  production.  United  Iron  Works  Co.  v. 
Director  General,  as  Agent,  33  (35). 
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EQUALIZING  RATES— Ck>Dtinaed. 

Rates  on  grain  from  points  in  Iowa,  Nebraska,  and  Missouri,  to  Cairo,  HI., 
found  not  unreasonable,  discriminatory,  or  unduly  prejudicial,  as  sub- 
stantial equalization  appears  to  have  been  effected  at  Cairo  through  the 
medium  of  transit,  and  the  Commission  is  not  warranted  in  requiring 
carriers  to  reduce  their  inbound  rates  to  Cairo  for  the  purpose  of 
equalizing  that  marl^et  with  St  Louis,  Mo.,  and  Memphis,  Tenn.  Cairo 
Board  of  Trade  v.  A.,  T.  &  S.  F.  Ry.  Co.,  219. 

ESTIMATED  WEIGHT.    See  Weight. 

ESTIMATES. 

When  cost  figures  are  used  in  determining  the  reasonableness  of  rates  and 
are  the  result  of  painstaking  efforts  to  arrive  at  just  and  reasonable 
results,  such  figures  are  not  to  be  disregarded  because  they  may  not  be 
correct  in  every  detail  and  are  based  in  part  on  estimates.  Switching 
and  Absorption  at  Minneapolis,  646  (652). 

EXCESS  BAGGAGE.    See  Baggage. 

EXPORT  AND  DOMESTIC. 

Due  to  negligence  or  delays  attending  commercial  transactions,  terms  of 
export  tariff  not  complied  with  but  since  these  shipments  did  not  con- 
tribute to  congestion  any  more  than  they  would  have  done  if  handled  in 
conformity  with  the  rules.  Held:  Domestic  charges  assessed  found  un- 
reasonable as  compared  with  charges  on  similar  export  shipments  handled 
in  compliance  with  the  rules,  and  to  extent  they  exceeded  charges  under 
tariff  provisions  subsequently  established.  Reparation  awarded.  An- 
derson &  Co.  V.  Director  General,  as  Agent,  64. 
Due  to  decree  prohibiting  entry  into  France  of  luxuries,  shipment  was 
stored  and  subsequently  sold  for  domestic  consumption.  Contention  that 
under  the  circumstances  export  storage  charges  should  have  been 
assessed  found  not  sustainetl.  Domestic  storage  charges  found  legally 
applicable  and  not  unreasonable.  Manufacturers  Export  Clearing  House 
V.  Director  General,  as  Agent,  85. 
Domestic  rates  legally  applicable  on  evaporated  milk  from  points  in  Wis- 
consin and  Indiana  to  New  Orleans,  La.,  and  Mobile,  Ala.,  for  export, 
found  not  unreasonable  as  compared  with  lower  export  rates  maintained 
to  Atlantic  ports,  which  lower  rates  were  subsequently  established  to 
New  Orleans  and  Mobile.  Nestle*s  Food  Co.  (Inc.)  v.  M.  &  O.  R.  R.  Co., 
695. 

EXPRESS  RATES. 

Express  rate  and  icing  charge  on  cantaloupes  from  Horatio,  Ark.,  to  New 
Orleans,  La.,  found  unreasonable  as  compared  with  lower  rates  and 
charges  maintained  to  more  distant  points.  Reparation  awarded  on  basis 
of  lower  rate  and  icing  charge  subsequently  established.  Gateway  Pro- 
duce Co.  V,  American  Ry.  Exp.  Co.,  347. 
Proposal  of  American  Ry.  Express  Co.  to  increase  estimated  weights  on  kale, 
lettuce,  and  spinach,  in  bushel  containers  and  Jn  barrels,  together  with 
c.  L  minimum  weights  on  same,  found  not  Justified.  Present  weights 
have  been  in  effect  since  the  inception  of  the  industry,  rates  have  be«i 
made  with  relation  thereto,  and  the  practical  and  only  effect  of  the  pro- 
posed increases  would  be  a  substantial  increase  in  transportation  chargea 
Increased  Weights  on  Kale,  Lettuce,  and  Spinach,  586. 

FACTOR.    See  Pbopobtional  Rates. 
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FALSE  FLOORS. 

Failure  of  carriers  to  equip  refi*igerator  cars  with  temporary  false  floors 
for  transportation  of  potatoes,  under  carriers'  protective  service  against 
freezing,  and  refusal  to  pay  shipper  an  allowance  to  reimburse  them  for 
cost  of  supplying  same,  found  not  in  violation  of  the  act  to  regulate  com- 
merce or  the  federal  control  act.  Any  redress  to  which  shipper  may  be 
entitled  found  to  rest  with  the  courts.  Rutherford-Brede  Co.  v.  Director 
General,  as  Agent,  515. 
FARES-  iSfee  Commxjtation  Fabes  and  Tickets  ;  Passenger  Fabes. 
FEDERAL  CONTROL. 

Intrastate  shipments  moving  prior  to  the  period  of  federal  control  are  not 
within  the  jurisdiction  of  the  CJommission.  Sinclair  Refining  Co.  v. 
Director  General,  as  Agent,  18. 

Rates  on  spelter  from  Peru  and  La  Salle,  111.,  to  eastern  trunk  line  and 
New  England  territories,  Increased  on  June  25,  1918,  under  general  order 
No.  28,  resulting  in  increases  in  excess  of  25  per  cent,  the  maximum  au- 
thorized under  that  order,  found  not  unreasonable  or  unduly  prejudicial 
with  relation  to  the  corresponding  rates  from  competing  western  points. 
Illinois  Zinc  Co.  v.  Director  General,  as  Agent,  92  (105). 

Where  complainant  performed  practically  all  terminal  service  In  connec- 
tion with,  and  furnished  all  cars  for,  the  transportation  of  intrastate 
shipments  of  wet  marl,  minimum  charge  of  $15  per  car  assessed  after 
June  25,  1918,  under  general  order  No.  28,  found  unreasonable  to  extent 
it  exceeded  $7.50  per  car.  Reparation  awarded.  Peerless  Portland  Ce- 
ment Co.  V.  Director  General,  as  Agent,  169. 

It  was  within  the  discretionary  power  of  the  Director  General  to  treat  the 
railroads  as  a  unit  or  as  separate  lines,  and  while  he  might  have  pro- 
vided for  assessment  of  demurrage  under  a  single  average  agreement  at 
complainant's  plant,  on  traffic  handled  by  three  different  lines,  he 
did  not  do  so,  and  nothing  in  the  federal  controlact  required  that  he 
should  so  do.    Penicl£  &  Ford  (Ltd.)  v.  Director  General,  173  (177). 

The  reasonableness  of  increases  actually  applied  by  the  railroads  to  com- 
bination rates  can  not  be  determined  entirely  by  a  construction  of  gen- 
eral order  No.  28,  but  the  controlling  question  Is  whether  the  resulting 
rates  were  unreasonable  or  otherwise  unlawful.  Abbott  v.  Director  Gen- 
eral, as  Agent,  296  (299). 

Domestic  rates  on  Imported  nitrate  of  soda  from  New  York,  N.  Y.,  and  Bal- 
timore, Md.,  to  East  St  Louis,  111.,  established  pursuant  to  the  cancela- 
tion of  all  import  rates  by  the  Director  General  under  general  order  No. 
28,  found  unreasonable  to  extent  they  exceeded  lower  domestic  rate  sub- 
sequently established.  Reparation  awarded.  Monsanto  Chemical  Works 
V.  P.  R.  R.  Co.,  399. 

Due  to  an  embargo  via  the  normal  route,  shipper  was  obliged  to  route 
intrastate  shipments  for  delivery  via  route  over  which  higher  rate 
applied.  Held:  As  distances  over  both  routes  practically  the  same  and 
shipments  moved  during  federal  control  w^hen  the  carriers  were  being 
operated  as  part  of  a  national  system,  and  were,  for  then  present  pur- 
poses, a  single  line,  higher  rate  charged  found  unreasonable.  Repara- 
tion awarded.    Barrett  Co.  v.  Director  General,  as  Agent,  401. 

Where  Director  General  not  made  a  party  defendant,  shipments  made 
during  period  of  federal  control  will  not  be  considered.  Berry  Bros. 
(Inc.)  V.  C.  &  N.  W.  Ry.  Co.,  405. 
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FEDERAL  CONTROL— Continued. 

Domestic  rate  on  liquid  asphalt,  in  tank  cars,  from  Mereaux,  La.,  to  Mil* 
waukee,  Wis.,  established  by  the  Director  General  on  June  25,  1918,  on 
which  date  all  import  rates  were  canceled,  found  unreasonable  to  ex- 
tent it  exceeded  lower  domestic  rate  subsequently  established  when 
Mereaux  was  placed  on  the  New  Orleans  rate  basis.  Reparation 
fiwarded.    Johns-Manville  Co.  v.  Director  General,  as  Agent,  420. 

Rates  on  coal  from  mines  at  Hillsboro,  111.,  to  complalnai)t*s  plant,  located 
at  that  point,  increased  by  Director  General  under  general  order  No. 
28,  subsequently  reduced,  and  later  increased  to  basis  originally  estab- 
lished under  that  order,  found  not  unreasonable  when  consideration 
given  to  increased  operating  and  other  costs.  Schram  Glass  Mfg.  Co. 
V,  Director  General,  as  Agent,  435. 

A  readjustment  of  rates  initiated  by  the  Director  General  under  general 
order  No.  28,  resulting  In  reductions,  is  not  an  admission  of  the  rea- 
sonableness of  the  lower  rates  nor  a  confession  that  he  regarded  the 
higher  rates  originally  established  under  that  order,  as  unreasonable. 
Id.  (437). 

Domestic  rate  on  im];)orted  nitrate  of  soda  from  Norfolk,  Va.,  and  Balti- 
more, Md.,  to  points  in  c.  f.  a.  territory,  established  by  the  Director 
General  on  June  25,  1918,  on  which  date  all  import  rates  were  canceled, 
found  unreasonable  to  extent  it  exceeded  lower  domestic  rate  established 
in  compliance  with  findings  in  General  Chemical  Co.,  57  I.  C.  C,  222, 
which  lower  rate  is  prescribed  for  the  future.  King  Powder  Co.  v. 
Director  General,  as  Agent,  459. 

Substitution  by  the  Director  General  of  a  flat  increase  of  4.5  cents  on 
petroleum  and  products,  in  lieu  of  25  per  cent  Increase  as  authorized 
under  general  order  No.  28,  not  found  unreasonaMe  or  unduly  prejudi- 
cial as  such  readjustment  was  made  In  an  effort  to  minimize  serious 
disturbances  of  rate  relationships  and  met  with  the  approval  of  pro- 
ducers, refiners,  and  jobbers  generally.  Bamett  Oil  &  Gas  Co.  v.  Director 
General,  as  Agent,  568. 

Tank  cars  not  belonging  to  the  carrier  were  switched  at  Pittsburgh,  Pa., 
during  federal  control,  by  individual  power,  the  carrier  merely  provid- 
ing the  use  of  Its  tracks.  Charges  assessed  on  basis  of  those  intended 
to  cover  the  entire  cost  of  transportation  found  unreasonable  to  extent 
they  exceeded  those  subsequently  established  for  the  service  in  ques- 
tion. Reparation  awarded.  Crucible  Steel  Co.  of  America  v.  Director 
General,  as  Agent,  655. 

Domestic  rates  on  Imported  nitrate  of  soda  from  New  York,  N.  Y.,  and 
points  taking  same  rates,  and  Baltimore,  Md.,  to  Sandusky,  Ohio,  and 
from  Baltimore,  Md.,  to  Ivorydale,  Ohio,  assessed  as  a  result  of  cancella- 
tion by  the  Director  General  of  all  import  rates  under  general  order  No. 
28,  found  unreasonable  to  extent  they  exceeded  lower  rates  established 
subsequent  to  General  Chemical  Co.,  57  I.  C.  C,  222.  Reparation  awarded. 
Jarecki  Chemical  Co.  t».  Director  General,  as  Agent,  692. 

Relationship  of  rates  on  coal  from  mines  in  Kentucky  in  L.  &  N.  group  No. 
1  to  Jackson.  Mich.,  and  Toledo,  Ohio,  disrupted  by  application  of  in- 
creases under  general  order  No.  28  and  subsequently  readjusted,  found 
not  to  have  been  unreasonable  or  discriminatory.  Dewey  Fuel  Co.  v. 
Director  General,  as  Agent,  697. 
61 1.  C.  C. 


858  INDEX  DIGEST. 

FEDERAL  CONTROI^-Contlnued. 

Minimum  cliarge  of  $15  per  car  established  by  the  Director  Gen^^l  on 
June  25,  1918,  and  assessed  on  wet  phosphate  roclc  moving  during  fed- 
eral control  from  Alafia,  Fla.,  to  Agricola,  Fla^  found  unreasonable  to 
extent  it  exceeded  20  cents  per  long  ton,  minimum  marked  capacity  of 
car,  subsequently  established.  Reparation  awarded.  Swift  &  Co.  v. 
Director  General,  as  Agent,  761. 
Increased  charges  instituted  by  the  Director  General  on  June  25,  1918,  and 
assessed  on  shipments  of  coal  moving  during  federal  control  by  com- 
plainant's own  power,  between  its  plants  at  Pittsburgh,  Pa.,  in  cars  fur- 
nished by  the  Director  General  and  over  tracks  of  defendant  carrier, 
found  unreasonable  to  extent  they  exceeded  lower  charges  subsequ^tly 
established  for  the  service  in  question.  Reparation  awarded.  Crucible 
Steel  Co.  of  America  v.  Director  General,  as  Agent,  753. 
Movements  between  complainant's  plants,  located  in  the  same  city,  found 
to  be  intrastate  traffic  and  subject  to  the  Commission's  Jurisdiction  under 
section  206  (c)  of  the  transportation  act,  1920,  because  Invoked  by 
"prayer  for  reparation  account  of  damages  caused  by  collection  or 
enforcement  by  or  through  the  President  during  federal  control  of  charges 
(including  those  applicable  to  intrastate  traffic),  which  were  unjust,  un- 
reasonable,   ♦     ♦     *."    Id.     (754). 

FILING  AND  POSTING. 

Interstate  shippers  are  liable  to  pay  the  rate  fixed  by  the  printed  and  pub- 
lished schedules  of  carriers  on  file  with  the  Commission.  Lieberman  Iron 
Co.  V,  Director  General,  21  (22). 

FINANCIAL  CONDITIONS. 

Financial  condition  of  a  carrier,  although  an  important  matter  for  con- 
sideration, does  not  in  itself  warrant  an  increase  in  rates.  Coal  from 
Cumberland  R.  R.  to  Southeastern  Points,  80  (82). 
A  public-service  corporation  may  not  rely  upon  its  financial  condition  as  a 
justification  for  refusal  to  establish  reasonable  rules  and  regulations. 
Limitations  of  Liability  in  Transmitting  Telegrams,  541  (550). 

FIRE. 

The  Commission  is  witliout  jurisdiction  to  prescribe  uniform  liability 
clauses  to  be  contained  in  leases  or  contracts  for  the  construction,  main- 
tenance, and  use  of  industrial  or  private  sidetracks,  limiting  liability  for 
loss  and  damage  caused  by  fire  from  locomotives  operating  over  such 
tracks.  National  Industrial  Traffic  League  v.  A.  &  R.  R.  R.  Co.,  120. 
Demurrage  accruing  on  cars  constructively  placed  at  points  short  of 
billed  destination,  following  a  fire  at  complainant's  plant,  found  un- 
lawful to  extent  that  charges  collected  exceeded  those  that  would  have 
accrued  had  cars  been  delivered  up  to  the  full  extent  of  consignee's 
physical  capacity  to  receive  them.  Reparation  awarded.  Union  Bag  A 
Paper  Corp.  v.  Director  (Jeneral,  as  Agent,  424. 

FOREIGN  CARS. 

Following  Birmvngham  Southern  R.  R.  Co.,  61  I.  C.  C,  551,  arrangements 
between  conunon  carrier  short  lines  and  their  trunk  line  connections 
with  respect  to  use  and  detention  of  foreign  cars  and  basis  of  settle- 
ment of  accrued  charges,  prescribed.  National  Tube  Co.  v.  P.,  C,  C.  A 
St.  L.  R.  R.  Co.,  590 ;  Illinois  Northern  Ry.,  629 ;  Pullman  R.  R.  (30.,  637. 

E'OREIGN  COUNTRY.    See  Adjacent  Fobeion  Couwrtx ;  Caivada. 
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FORT  WORTH  BELT  RAILWAY  COMPANY. 

Described.     Absorption  of  Switching  Charges  at  Fort  Worth,  78   (74). 

Found  to  be  a  switching  agency  employed  by  the  line-haul  carriers  In 

completion  of  contracts  between  carriers  and  shippers,  whose  charges 

should  be  a  part  of  the  freight  charges  made  to  the  shipper,  and  not 

\n  addition  thereto.    Id.  (76). 

FOSTERING  COMMERCE. 

The  CJommission  has  little,  if  any  power,  and  no  inclination  to  adjust 
rates  for  the  purpose  of  retarding  or  promoting  progress  and  develop- 
ment of  a  particular  section  of  the  country.  Intermediate  Rate  Asso.  v. 
Director  General,  226  (243). 

FREE  TIME.    See  Demuhbage. 

FREE  TRANSPORTATION. 

Allegation  of  inefficient  management  based  upon  fact  that  a  close  inter- 
corporate relationship  exists  between  two  separately  managed  and 
operated  carriers  whose  rails  parallel  each  other  and  that  company 
materials  should  be  transported  free  or  at  reduced  rates,  Held:  Fol- 
lowing Conf,  Ruling  225  (b),  aUegation  not  sustained.  Arizona  Rates, 
Fares,  and  Charges,  572  (582-588). 

FREEZING.    See  also  Weather  Intehfekence. 

Failure  of  carriers  to  equip  refrigerator  cars  with  temporary  false  floors 
for  transpotation  of  potatoes,  under  carriers*  protective  service  against 
freezing,  and  refusal  to  pay  shipper  an  allowance  to  reimburse  them 
for  cost  of  supplying  the  same  found  not  in  violation  of  the  act  to  reg- 
ulate commerce  or  the  federal  control  act  Any  redress  to  which  ship- 
per may  be  entitled  found  to  rest  with  the  courts.  Rutherford-Brede 
Co.  V.  Director  General,  as  Agent,  515. 

FTBL. 

Report  of  the  Commission  in  response  to  Senate  Resolution  relating  to 
the  increased  cost  of  fuel  to  steam  railroads  of  the  United  States  for 
the  year  1920  as  compared  with  the  cost  for  the  year  1919.  Increased 
Cost  of  Railroad  Fuel,  1920,  761. 

FUEL  ADMINISTRATOR. 

Contention  that,  since  price  of  coal  was  fixed  by  the  Fuel  Administration, 
complainants  would  not  have  received  any  more  profit  had  lower  rates 
been  in  effect,  and  award  of  reparation  would  permit  profits  in  excess 
of  those  allowed  by  the  government.  Held:  Complainants  paid  and  bore 
unreasonable  rates  and  are  entitled  to  reparation.  They  have  paid  cash 
out  of  pocket  that  should  not  have  been  required  of  them.  Abbott  v. 
Director  General,  as  Agent,  296  (300). 
Embargo  placed  by  Fuel  Administrator  against  complainant's  plant  be- 
came effective  while  shipments  en  route  and  cars  were  constructively 
placed  in  carrier's  yards.  Held:  Embargo  not  applicable  to  complain- 
ant's shipments,  and  since  demurrage  accrued  as  a  result  of  such  con- 
structive placement  and  not  to  disability  of  complainant,  demurrage  found 
unlawfully  assessed  and  should  be  refunded.  Union  Bag  &  Paper  Corp. 
V.  Director  General,  as  Agent,  424  (427). 

FURTHER  HEARING.    See  also  Rbaboument;  Reheabinq. 

In  Oriental  Textile  Mills,  48  I.  C.  C,  31,  the  Commission  denied  a  c.  1. 
rating  on  hair  and  wool  press  doth  from  Houston,  Tex.,  to  points  in  the 
southeast  Upon  further  hearing  and  a  more  comprehensive  record  ap- 
plicable any-quantlty  flrst-dass  rates  found  unreasonable  when  applied 
to  c.  1.  shipments.  Reasonable  maximum  c.  1.  rates  prescrit>ed.  Inter- 
state Cotton-Seed  Crushers'  Assp.  v.  Director  General,  1. 
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FURTHER  HEARING— Continued. 

In  original  report,  57  I.  G.  O.,  215,  the  Commission  prescribed  reasonable 
basis  for  the  removal  of  r^atively  unreasonable  and  unduly  prejudicial 
class  and  commodity  rates  between  South  Bend,  Mishawaka,  Elkhart, 
Goshen,  Nappanee,  and  Michigan  City,  Ind.,  and  points  in  eastern  trunk 
line  and  New  England  territories.  Upon  further  hearing  original  re- 
port modified  by  eliminating  Holland,  Mich.,  from,  and  including  Water- 
yliet,  Mich.,  in,  the  94  per  cent  group.  Findings  in  all  other  respects 
affirmed.     South  Bend  Chamber  of  Commerce  v.  Director  General,  67. 

In  original  report,  55  I.  C.  C,  280,  rates  on  limestone  moving  during  fed- 
eral control  from  Jamesvllle,  N.  Y.,  to  Sblvay,  N.  Y.,  were  found  unrea- 
sonable and  reparation  was  awarded.  Defendants  refused  to  verify 
reparation  statements  submitted  them  under  Rule  Y  of  the  Commission's 
Rules  of  Practice.  Upon  further  hearing  amount  of  reparation  deter- 
mined.   Solvay  Process  Co.  v.  D.,  L.  &  W.  R.  R.  Co.,  86. 

In  original  reports,  42  I.  C.  C,  275,  and  55  I.  C.  C,  357,  rates  on  lumber 
from  Portland,  Oreg.,  found  unduly  prejudicial  in  favor  of  other  Oregon 
points  in  the  Willamette  Valley,  but  reparation  denied.  Upon  farther 
hearing  reparation  awarded  on  shipments  on  which  complainant  was 
compelled  to  absorb  the  difference  in  freight  rates  out  of  profits.  Inman- 
Poulsen  Lumber  Co.  v,  S.  P.  Co.,  185. 

Refund  of  overcharge  found  in  original  report,  58  I.  C.  C»  748,  ordered  paid 
to  vendor,  who  intervened  at  further  hearing,  where  it  was  shown  that 
he  reimbursed  complainant  for  freight  charges  paid.  Ayres,  Bridges  & 
Co.  V.  Director  General,  as  Agent,  339. 

Upon  further  hearing,  previous  report,  52  I.  C.  C,  42,  defendants'  refusal 
to  maintain  joint  rates  on  lumber  and  forest  products  on  the  coast- 
group  basis  from  points  on  the  Washington  Western,  while  maintaining 
rates  on  such  basis  from  points  in  Washington  and  Oregon  on  their  own 
branch  lines,  proprietary  lines,  or  independent  connections,  found  to  re- 
sult in  undue  prejudice.  Reparation  denied.  Three  Lakes  Lumber  Co. 
v.  W.  W.  Ry.  Co.,  408. 

Upon  further  hearing,  original  report  56  I.  C.  C,  263,  rate  of  21  cents  on 

•  coconut  oil,  in  iank-car  loads,  from  Charleston,  S.  C,  to  Savannah,  Ga., 

found  unreasonable  to  extent  it  exceeded  16  cents,  and  unduly  prejudicial 

to  extent  it  exceeded  the  rate  on  cottonseed  oil.     Reparation  awarded. 

Southern  Cotton  Cyil  Co.  v.  Director  Gk^^ieral,  454. 

Upon  further  hearing,  original  report,  60  I.  C.  C,  61,  intrastate  passenger 
fares  and  excess-baggage  charges,  in  the  state  of  Montana,  of  the  Butte, 
Anaconda  &  Pacific  Ry.  Co.,  an  electric  line,  lower  than  the  correspond- 
ing interstate  fares  and  charges  authorized  in  Increased  Rates,  1920,  58 
I.  C.  C,  220,  found  unduly  prejudicial  to  interstate  passengers,  undaly 
preferential  of  intrastate  passengers,  and  unjustly  discriminatory  against 
interstate  commerce.    Montana  Rat^s  and  Fares,  500. 
GENERAL  ORDER  NO.  28.    See  Federal  Contbol. 
GRAZING  IN  TRANSIT.    See  Tbansit  Asbanqements. 
GROUP  RATES.    See  also  Blankxt  Rates. 

Are  made  with  reference  t^  the  average  distance  to  all  points  within  the 
group.    Goodman  Drilling  Co.  v.  Director  General,  as  Agent,  164  (167). 

Upon  further  hearing,  previous  report,  52  I.  C.  C,  42,  defendants*  refusal 
to  maintain  Joint  rates  on  lumber  and  forest  products  on  the  coast- 
group  basis  from  points  on  the  Washington  Western,  while  maintaining 
rates  on  such  basis  from  points  in  Washington  and  Oregon  on  their 
own  branch  lines,  proprietary  lines,  or  independent  connections,  found  to 
result  in  undue  prejudice.  Reparation  denied.  Three  Lakes  Lumber 
Co.  V.  W.  W.  Ry.  Co..  408. 
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GUARANTY  PERIOD. 

State  commission  after  termination  of  federal  control  found  certain  intra- 
state rates  to  be  unreasonable  and  filed  application  with  the  Commis- 
sion, under  section  208  of  the  transportation  act,  19?0,  for  approval  of 
its  order  awarding  reparation  during  the  guaranty  peri  d,  March  1  to 
September  1,  1920.  Peerless  Portland  Cement  Co.  v.  Director  General, 
as  Agent,  169  (171). 

HANDLING. 

Proposed  increased  charges  for  handling  freight  over  the  piers  at  New  Or- 
leans, La.,  and  points  in  the  New  Orleans  district,  found  Justified  in 
part.    Handling  Charges  at  Louisiana  Ports,  379. 

HEARINGS.    See  Joint  Hkabing. 

ICING.    See  Refbiqebation. 

ILLINOIS  NORTHERN  RAILWAY. 

History  and  description  of.    Illinois  Northern  Ry^  629-630. 
Found  to  be  a  common  carrier  subject  to  the  act    Id.    (634). 

IMPORT  AND  DOMESTIC. 

Tariff  restricted  application  of  import  rate  to  traflic  stored  in  possession  of 
inland  carriers  or  appraisers'  stores,  but  subsequently  was  made  ap- 
plicable to  shipments  stored  in  privately  owned  warehouses.  Domestic 
rates  charged  on  shipments  stored  in  private  warehouses  because  rail- 
road warehouses  unavailable  and  storage  in  appraisers*  stores  not  per- 
missible, found  unreasonable.  Reparation  awarded.  American  Mfg.  Co. 
V.  M.  P.  R.  R.  Co.,  341. 
Domestic  rates  on  imported  nitrate  of  soda  from  New  York,  N.  Y.,  and 
Baltimore,  Md.,  to  E^st  St.  Louis,  111.,  established  pursuant  to  the  can- 
cellation of  all  import  rates  by  the  Director  General  under  general  order 
No.  28,  found  unreasonable  to  extent  they  exceeded  lower  domestic  rate 
subsequently  established.  Reparation  awarded.  Monsanto  Chemical 
Works  V.  P.  R.  R.  Co.,  399. 
Domestic  rate  on  liquid  asphalt,  in  tank  cars,  from  Mereaux,  La.,  to  Mil- 
waukee, Wis.,  established  by  the  Director  General  on  June  25,  1918,  on 
which  date  all  import  rates  were  cancelled,  found  imreasonable  to  extent 
it  exceeded  lower  domestic  rate  subsequently  established  when  Mereaux 
was  placed  on  the  New  Orleans  rate  basis.  Reparation  awarded.  Johns- 
Manville  Co.  v.  Director  General,  as  Agent,  420. 
Domestic  rate  on  imported  nitrate  of  soda  from  Norfolk,  Va.,  and  Balti- 
more, Md.,  to  points  in  c.  f.  a.  territory,  established  by  the  Director 
General  on  June  25,  1918,  on  which  date  all  import  rates  were  cancelled, 
found  unreasonable  to  extent  it  exceeded  lower  domestic  rate  estab- 
lished in  compliance  with  findings  in  General  Chemical  Co.,  57  I.  C.  C, 
222,  which  lower  rate  is  prescribed  for  the  future.  King  Powder  CJo. 
V,  Director  (General,  as  Agent,  459. 
Domestic  rates  on  imported  nitrate  of  soda  from  New  York,  N.  Y.,  and 
points  taking  same  rates,  and  Baltimore,  Md.,  to  Sandusky,  Ohio,  and 
from  Baltimore,  Md.,  to  Ivorydale,  Ohio,  assessed  as  a  result  of  can- 
cellation by  the  Director  General  of  all  import  rates  under  general  order 
No.  28,  found  unreasonable  to  extent  they  exceeded  lower  rates  estab- 
lished subsequent  to  General  Chemical  Co.,  57  I.  C.  C,  222.  Reparation 
awarded.    Jarecki  Chemical  CJo.  v.  Director  General,  as  Agent,  692. 
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INBOUND  AND  OUTBOUND. 

Rates  on  grain  from  points  in  Iowa,  Nebraska,  and  Missouri,  to  Cairo,  HL, 
found  not  unreasonable,  discriminatory,  or  unduly  prejudicial,  as  sub- 
stantial equalization  appears  to  bave  been  effected  at  Cairo  through  the 
medium  of  transit,  and  the  Commission  is  not  warranted  in  requiring 
carriers  to  reduce  their  inbound  rates  to  Cairo  for  the  purpose  of 
equalizing  that  marlset  with  St.  Louis,  Mo.,  and  Memphis,  Tenn.  Cairo 
Board  of  Trade  v.  A.,  T.  &  S.  F.  Ry.  Co.,  219. 
Where  practicable,  establishment  of  in-and-out  rates  Is  desirable  in  lieu 
of  transit  arrangements,  but  every  point  can  not  be  made  a  rate-break- 
ing point.  Id.  (222). 
Carriers  moving  grain  into  Cairo,  111.,  for  transit,  not  justified  in  restrict- 
ing out-bound  movement  to  their  own  rails,  as  that  point  is  entitled  to 
the  same  advantages  as  St.  Louis,  Mo.,  and  Memphis,  Tenn.,  from  which 
points  grain  is  free  to  move  outbound  to  any  destination  via  any  carrier. 
Id.     (222). 

INCLINE  TRACKS. 

Proposed  cancellation  by  the  C,  C,  C.  &  St  L.  Ry.  Co.  of  its  switching 
charges  between  Its  incline  or  river  track  and  connecting  lines*  tracks  at 
Cairo,  III.,  and  from  its  track  barge  to  connecting  lines*  tracks  at  the 
same  place,  thereby  making  applicable  class  distance  rates  which  are 
higher,  found  not  justified.  Switching  between  Incline  Tracks  and  Con- 
nections at  Cairo,  535. 

INCREASED  RATES.    See  Advance  in  Rates. 

INDIRECT  ROUTE.    See  CiBcurroxjs  Routes. 

INDUSTRIAL  LINES.    See  also  Short  Lines. 

While  there  Is  nothing  Inherent  in  demurrage  which  precludes  assessing 
it  against  an  industrial  common  carrier  responsible  for  delay  in  car 
movement  who  has  profited  by  the  use  of  the  foreign  car,  the  assessment 
of  demurrage  under  the  uniform  code  against  such  lines,  without  allow- 
ance of  additional  free  time  to  cover  the  period  actually  required  for 
service  performed  is  clearly  unreasonable.  Birmingham  Southern  R.  R, 
Co.  V.  Director  General,  as  Agent,  551  (554). 
Following  Industrial  Railways  Case,  29  I.  C.  C,  212,  231,  and  other  cited 
cases,  allowance  of  switching  reclaims  to  industrial  common  carriers 
condemned.  Id.  (555). 
Principles  announced  in  Oicasco  River  Ry.  Case,  53  I.  C.  C,  104,  govern- 
ing rules  for  car  interchange  arrangements  between  industrial  common 
carriers  and  trunk  line  connections,  and  basis  of  settlement  for  accrued 
charges,  overruled  in  part.  Id.  (556). 
Payment  of  per  diem  reclaims  to  industrial  railroads  may  result  in  prefer- 
ences and  advantages  to  the  proprietary  industries,  and  is  not  a  proper 
basis  for  settlement  by  an  industrial  railway  for  the  use  or  detention 
upon  its  lines  of  foreign  cars.  Illinois  Nortliem  Ry.,  629  (634) ;  Pullman 
R.  R.  O).,  637  (644). 

INDUSTRIAL  TRACKS.    See  Side  Tbacks. 

INTENTION. 

Accidents  of  tariff  publication  alone  should  not  operate  to  continue  rates 
upon  a  basis  different  from  that  upon  which  they  were  established  and 
intended  to  be  maintained.  Substitution  for  Increases  in  Rates,  518 
(522). 
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INTERCHANGE   OF  CARS. 

Principles  announced  in  Owasco  River  Ry.  Case,  53  I.  C.  C,  104,  govern- 
ing rules  for  car  interchange  arrangements  between  industrial  common 
carriers  and  trunk  line  connections,  and  basis  of  settlement  for  accrued 
charges,  overruled  In  part.  Birmingham  Southern  R.  R.  Co.  v.  Director 
General,  as  Agent,  551  (556). 

Carriers  must  observe  reasonable  rules  and  practices  with  respect  to  car 
service  as  defined  in  the  act;  however,  car  interchange  Is  primarily  a 
matter  of  agreement.    The  common-carrier  status  of  a  road  gives  no  In- 

•    herent  right  to  per  diem  or  reclaim.    Id.  (556). 

Following  Birmingham  Southern  R.  R.  Co.,  61  I.  C.  C,  551,  arrangements 
between  common-carrier  short  lines  and  their  trunk-line  connections 
with  respect  to  use  and  detention  of  foreign  cars  and  basis  of  settle- 
ment of  accrued  charges  prescribed.  National  Tube  Co.  v.  P.,  C,  C.  & 
St.  L.  R.  R.  Co.,  590 ;  Illinois  Northern  Ry.,  629 ;  Pullman  R.  R.  Co.,  637. 
INTERCHANGE  SWITCHING.    See  also  Switching. 

Increased  charges  proposed  by  the  S.  L.-S.  F.  Ry.  Co.  for  switching  be^ 
tween  industries  on  its  line  and  interchange  points  with  other  carriers 
at  Wichita,  Kans.,  in  connection  with  a  line-haul  movement  by  the  latter, 
found  not  Justified.    Interchage  Switching  at  Wichita,  205. 

A  carrier  is  entitled  to  reasonable  compensation  for  switching  or  other 
services,  but  is  not  Justified  In  attempting  to  restrict  traffic  to  Its  own 
lines  by  making  an  excessive  charge  for  switching  to  or  from  its  con- 
nections. The  propriety  of  switching  charges  absorbed  by  carriers  must 
be  considered  as  though  they  were  to  be  charged  for  by  the  railroad 
rendering  the  service  and  paid  for  by  shippers.  Id.  (206). 
INTERCHANGEABLE  TICKETS.  See  Commutation  Fares  and  Tickets. 
INCORPORATE  RELATIONSHIPS. 

Allegation  of  inefficient  management  based  upon  fact  that  a  close  inter- 
corporate relationship  exists  between  two  separately  managed  and  oper- 
ated carriers  whose  rails  parallel  each  other  and  that  company  materials 
should  be  transported  free  or  at  reduced  rates.  Held:  Following  Con- 
ference Ruling  225  (b),  allegation  not  sustained.  Arizona  Rates,  Fares, 
and  Charges,  572  (582-583). 
INTERMEDIATE  MARKETS. 

Rates  on  grain  from  points  in  Iowa,  Nebraska,  and  Missouri,  to  Cairo,  HI., 
found  not  unreasonable,  discriminatory,  or  unduly  prejudicial,  as  sub- 
stantial equalization  appears  to  have  been  effected  at  Cairo  through  the 
medium  of  transit,  and  the  Commission  Is  not  warranted  In  requiring 
carriers  to  reduce  their  inbound  rates  to  Cairo  for  the  purpose  of  equal- 
izing that  market  with  St.  Louis,  Mo.,  and  Memphis,  Tenn.  Cairo  Board 
of  Trade  v.  A.,  T.  &  S.  F.  Ry.  Co.,  219. 

It  is  not  sufficient  to  consider  the  rates  to  an  intermediate  market,  nor 
alone  the  rates  from  such  market  if  the  question  of  discrimination  be- 
tween markets  is  to  be  determined,  but  there  must  be  consideration  of 
the  entire  rate  from  point  of  production  to  ultimate  destination.  Id. 
(220). 
INTERMEDIATE  POINT. 

Where  shipper  made  request  for  application  of  lower  rate  to  an  interme- 
diate point  under  Rule  77  of  Tariff  Circular  18-A,  as  provided  in  tariff, 
failure  of  carrier  to  comply  found  in  violation  of  tariff  provision;  but, 
since  shipment  was  billed  and  moved  to  the  farther  distant  point  and 
then  reconsigned  to  the  intermediate  point,  combination  rate  legally 
applicable  found  not  unreasonable  or  unlawful.  Red  Star  Yeast  & 
Products  Co.  V,  Director  General,  as  Agent,  107. 
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INTERMEDIATE  POINT—CJonUnued. 

Demurrage  accruing  on  cars  constructively  placed  at  points  short  of  billed 
destination,  following  a  fire  at  complainant's  plant,  found  unlawful  to 
extent  that  charges  collected  exceeded  those  that  would  have  accrued 
had  cars  been  delivered  up  to  the  full  extent  of  consignee's  physical  ca- 
pacity to  receive  them.  Reparation  awarded.  Union  Bag  &  Paper 
Ck>rp.  V.  Director  G^eral',  as  Agent,  424. 
Where  cars  are  constructively  placed  at  points  short  of  billed  destination* 
consignees  operating  under  average  agreements  should  be  allowed  credit 
for  the  time  necessary  to  transport  the  cars  from  the  point  of  construc- 
tive placement  to  point  of  final  placement    Id.     (427). 

INTERMOUNTAIN  RATES. 

Rates  from  points  east  of  the  Rocky  Mountains  to  intermountaln  territory 
found  not  unreasonable,  unduly  prejudicial,  or  otherwise  unlawful  as 
compared  with  rates  to  the  Pacific  coast  Plans  submitted  by  parties 
proposing  a  system  of  graded  rates  to  such  territory  not  adopted  in  view 
of  changing  economic  and  transportation  conditions  and  diverse  opinions. 
Intermediate  Rate  Asso.  v.  Director  General,  226. 

INTERPLANT  SWITCHING.    See  Switching. 

INTER  VENOR. 

Refund  of  overcharges  found  in  original  report,  58  I.  0.  C,  748,  ordered 
imid  to  vendor,  who  intervened  at  further  hearing,  where  it  was  shown 
that  he  reimbursed  complainant  for  freight  charges  paid.  Ayres, 
Bridges  &  Co.  v.  Director  General,  as  Agent,  339. 

INTRASTATE  RATES.    Bee  State  Rates. 

INVESTIGATION. 

Upon  investigation,  present  rules  of  telegraph  companies  limiting  their 
liability  for  negligence  in  the  transmission  or  delivery,  or  for  non- 
delivery, of  unrepeated  and  repeated  messages,  constituting  integral 
parts  of  the  respective  rates,  found  unreasonable.  Reasonable  maximum 
limitations  of  liability  prescribed.  Limitations  of  Liability  in  Transmit- 
ting Telegrams,  541. 

ISOLATED  SHIPMENT.    Bee  Sporadic  Movement. 

ISSUE. 

Attempt  of  line-haul  carriers  and  belt  line  to  force  an  issue  as  to  their 
divisional  arrangements  by  subjecting  shippers  to  increased  charges 
under  schedules  which  limited  tlie  amount  of  switching  charges  to  be 
absorbed,  condemned  by  the  Commission.  Swift  &  Co.  v.  Ft  W.  &  D.  C 
Ry.  Co.,  77  (79). 
Where  matters  apparently  outside  of  issues  are  presented  at  the  hearing, 
and  the  complaint  is  broad  enough  to  include  them,  and  evidence  thereon 
introduced  without  objection  on  part  of  defendants,  the  Commission 
thinks  it  is  proper  to  dispose  of  the  questions  thus  raised.  Railroad 
Commissioners  of  Florida  v.  Director  General,  438  (451). 

JOINT  HEARING. 

As  authorized  by  section  13,  paragraph  (3),  of  the  Interstate  commerce  act, 
joint  hearing  and  conference  had  with  certain  state  commissions,  and 
agreement  reached  as  to  basis  of  rates  to  be  prescribed.  Wood  Rates 
between  North  Pacific  Ckmst  Points,  159  (163). 

JOINT  RATES. 

Proposed  increase  of  20  cents  per  net  ton  in  the  Joint  rates  on  coal  from 
mines  on  the  Cumberland  R.  R.  to  points  on  the  L.  &  N.  and  connectloiis 
in  Tennessee,  Virginia,  the  Carolinas,  Georgia,  Florida,  and  Alabama, 
found  not  justified.  Coal  from  Chimberland  R.  R.  to  Southeastern 
Points,  80. 

61 1.  C.  O. 


INDEX  DIGEST.  866 

JOINT  RATES— Continued. 

The  Commission  is  vested  with  specific  authority  to  initiate  rates  that  will 
protect  revenues,  and  where  carriers  will  suffer  depletion  of  revenue  by 
reason  of  the  establishment  of  new  Joint  rates,  appropriate  measures  can 
be  taken  for  their  protection.  Intermediate  Rate  Asso.  v.  Director  Gen- 
eral, 226  (246). 

One  of  the  duties  of  common  carriers  is  to  participate  in  sudi  Joint  rates 
as  the  public  interest  requires.  This  is  an  incident  of  their  public  under- 
standing and  equity  does  not  necessarily  demand  that  they  be  compensated 
by  larger  divisions  in  instances  where  it  might  be  more  advantageous  to 
confine  traffic  to  their  own  lines.  P.  &  W.  V.  Ry.  Co.  17.  P.  &  L.  B.  R.  R. 
Co.,  272  (283). 

Cancellation  of  Joint  rates  in  effect  via  a  route  which  short  hauled  the 
originating  carrier,  leaving  in  eff^t  higher  combinations  via  that  route, 
without  a  corresponding  change  via  routes  over  which  the  originating 
carrier  would  receive  the  long  haul,  found  Justified.     Northern  Potato* 
Traffic  Asso.  v,  B.  &  O.  R.  R.  CJo.,  680  (686). 
JUNK. 

Rate  applicable  on  secondhand  boiler  fines  and  tubes,  billed  as  scrap  iron, 
found  unreasonable  to  extent  it  exceeded  rate  on  wrought  or  cast  iron 
or  steel  pipe,  secondhand,  and  on  new  pipe  and  boiler  fines  or  tubes  in  the 
reverse  direction.  Adjustment  of  undercharges  directed.  Schwartz  v. 
T.  &  N.  O.  R.  R.  Co.,  20  (80). 

Rate  and  demurrage  charges  applicable  on  oil  boflers,  billed  as  scrap  iron, 
not  found  unreasonable  or  otherwise  unlawful,  as  it  was  not  shown  that 
they  were  incapable  of  being  reconditioned  for  use  as  secondhand  pipe  or 
fence  posts.    Id.     (81). 

Iron  or  steel  articles  which  have  a  recognized  commercial  value  other  than 
that  of  the  metal  from  which  they  are  manufactured  are  not  properly 
described  as  scrap  iron.    Id.     (81). 
JURISDICTION. 

Intrastate  shipments  moving  prior  to  the  period  of  federal  control  are  not 
within  the  Jurisdiction  of  the  Commission.  Sinclair  Refining  Co.  v. 
Director  General,  as  Agent,  18. 

The  Commission  is  without  Jurisdiction  to  prescribe  uniform  liability 
clauses  to  be  contained  in  leases  or  contracts  for  the  construction,  main- 
tenance, and  use  of  industrial  or  private  side  tradra,  limiting  liability  for 
loss  and  damage  caused  by  fire  from  locomotives  operating  over  such 
traclcs.    National  Industrial  Traffic  lieague  v.  A.  &  R.  R.  R.  Co.,  120. 

Section  1  of  the  act  clearly  refers  to  the  construction,  maintenance,  and 
operation  of  switch  connections,  and  under  its  provisions  the  Commission 
has  no  authority  to  require  a  railroad  to  construct  a  private  sidetrack, 
authority  being  limited  to  requiring  a  carrier  to  make  a  switch  connec- 
tion with  a  private  sidetrack.    Id.     (121-122). 

Claims  against  common  carriers  for  loss,  damage,  or  delay  to  property  are 
governed  by  general  legal  principles,  and  are  determinable  by  the  courts. 
Id.     (125). 

The  Commission  fs  without  authority  to  order  refund  of  war  taxes. 
Daugherty  &  S(»n  Refining  Co.  v.  Director  (General,  as  Agent,  IflT  (199) ; 
Oucible  Steel  CJo.  of  America  v.  Director  (General,  as  Agent,  655  (656). 

The  Commission  has  little,  if  any  power,  and  no  inclination,  to  adjust 
rates  for  the  purpose  of  retarding  or  promoting  progress  and  development 
of  a  particular  section  of  the  country.  Intermediate  Rate  A490.  «.  Di- 
rector General,  226  (248). 
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JURISDICTION— Continued. 

The  Commission  is  vested  with  specific  authority  to  initiate  rates  that  will 
protect  revenues,  and  where  carriers  will  suiter  depletion  of  revenue  by 
reason  of  the  establishment  of  new  Joint  rates,  appropriate  measures  can 
be  taken  for  their  protection.    Id,     (246). 

The  transportation  act,  1920,  has  removed  all  doubt  as  to  the  Commission's 
authority  to  prescribe  for  the  future  "just,  reasonable,  and  equitable 
divisions  "  of  Joint  rates,  fares,  or  chargea  P.  &  W.  V.  Ry.  Ca  v,  P.  & 
L.  E.  R.  R.  Co.,  272  (274). 

Under  the  interstate  commerce  act  prior  to  its  amendment  by  the  tran^)or- 
tation  act,  1920,  the  Commission  could  require  the  adjustment  of  divisions 
prior  to  filing  of  complaint,  but  under  paragraph  (6),  which  was  added 
to  section  15  by  the  transportation  act,  it  can  require  adjustment  of 
divisions  only  from  the  time  the  complaint  was  filed.    Id.    (275-276). 

Jurisdiction  may  be  taken  away  by  repeal  of  the  statutes  conferring  it 
by  necessary  implication  as  well  as  by  express  words,  but  if  a  statute 
giving  a  special  remedy  is  repealed  without  a  saving  clause  in  favor  of 
pending  suits,  all  suits  must  stop  where  the  repeal  finds  them.  If  final 
relief  has  not  been  granted  before  the  repeal  went  into  effect,  it  can  not 
be  after,  and  if  a  law  conferring  Jurisdiction  is  repealed  without  any 
reservation  as  to  pending  cases,  all  such  cases  fall  with  the  law.  I<L 
(276). 

The  Commission  can  only  act  under  the  Jurisdiction  conferred  upon  it  by 
the  Congress,  and  must  exercise  powers  which  it  now  has,  subject  to 
limitations  which  now  attach  to  them^  as  its  Jurisdiction  and  powers  are 
drawn  from  the  statute  as  it  is  now.    Id.     (276). 

A  statutory  right  Is  to  be  distinguished  from  the  remedy  for  its  enforce- 
*ment,  but  whether  the  transportation  act  has  taken  away  a  remedy  and 
thereby  indirectly  destroyed  a  right  of  complainants  who  sought  the 
adjustment  of  divisions  for  a  period  prior  to  the  filing  of  complaint  is 
not  for  the  Commission  to  decide.    Id.     (276). 

It  was  to  avoid  the  unduly  prejudicial  effect  of  strategic  advantages  upon 
the  weaker  carriers  and  the  resulting  impairment  of  transportation  facili- 
ties that  the  Commission's  powers  over  divisions  were  clarified  and 
strengthened,  and  it  is  not  prevented  by  paragraph  (6)  of  section  15  of  the 
act  from  taking  into  consideration  any  circumstances  and  conditions 
which  have  weight  in  measuring  the  Justice  and  reasonableness  of  divi- 
sions.   Id.     (283). 

Where  a  transportation  service  has  been  rendered  for  which  no  tariff  au- 
thority existed  and  shipper  has  paid  the  sum  demanded  by  the  carrier  for 
that  service,  the  Commission  may  determine  what  would  have  been  a  rea- 
sonable charge  and  order  repayment  of  the  excess.  If  any.  Gateway 
Produce  Co.  v.  American  Ry.  Exp.  Co.,  347  (348-349). 

Where  issue  of  undue  or  unreasonable  advantage,  preference,  or  prejudice  is 

.  not  involved  in  the  proceeding,  the  Commission's  Jurisdiction  to  make 
a  finding  for  the  future  as  to  state  rates  is  confined  to  the  period  of  federal 
control  which  terminated  March  1, 1920.  Cairo  Board  of  Trade  v.  A.,  T.  & 
B.  F.  Ry.  O).,  219  (222)  ;  Barrett  Oow  v.  Director  General,  as  Agent,  401 
(402). 
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JURISDICTION— Continued. 

The  Commission's  power  under  section  16  of  act  is  to  fix  the  maximum  to  be 
paid  as  an  allowance,  and  In  the  exercise  of  this  power  it  may  not  require 
a  carrier  to  make  an  allowance  or  fix  the  precise  amount ;  and  it  is  doubt- 
ful whether  damages  can  be  awarded  for  failure  to  pay  except  in  cases 
where  the  allowance  is  published  in  the  carrier's  tariffs  and  is  not  more 
than  reasonable  for  the  service.  Rutherford-Brede  Ca  v.  Director  Gen- 
eral, as  Agent,  515  (517). 

The  Commission's  Jurisdiction  over  intrastate  rates  is  limited  to  cases  fall- 
ing within  the  provisions  of  section  206  (c)  of  the  transportaton  act  1920. 
Barnett  Oil  &  Gas  Co.  v.  Director  General,  as  Agent,  568  (569) ;  Prince- 
Johnson  Limestone  Co.  v.  Director  Crcneral,  as  Agent,  602. 

Under  the  amended  fourth  section  the  Commission  has  no  authority  to 
authorize  a  lower  charge  from  farther  distant  competitive  i)oint8  than 
from  intermediate  points  where  the  haul  from  the  intermediate  points  is 
not  longer  than  that  of  the  direct  line  or  route  from  the  farther  distant 
competitive  points.  Buckeye  Veneer  Co.  v.  Director  General,  as  Agent, 
673  (675). 

Under  section  1  of  the  act  the  Commission's  jurisdiction  over  rates  from  an 
adjacent  foreign  country  to  points  within  the  United  States  is  limited  to 
that  portion  of  the  haul  which  takes  place  within  the  United  States.  Lake 
Superior  Paper  Ck).  (Ltd.)  v.  Director  General,  709  (718). 

I^lovements  between  complainant's  plants,  located  in  the  same  city,  found 
to  be  intrastate  traffic  and  subject  to  the  Commission's  jurisdiction  under 
section  206  (c)  of  the  transportation  act,  1920,  because  invoked  by  **  prayer 
for  reparation  account  of  damages  caused  by  collection  or  enforcement  by 
or  through  the  President  during  federal  control  of  charges  (including 
those  applicable  to  intrastate  traffic),  which  were  unjust,  unreasonable. 
•  •  •."  Crucible  Steel  Co.  of  America  v.  Director  General,  as  Agent, 
753  (754). 
KANSAS  CITY  SWITCHING  DISTRICT. 

Rates  on  crushed  rock  from  Leeds,  Mo.,  and  Rosedale,  Kans.,  points  located 
outside  the  Kansas  City  switching  district,  to  destinations  within  a  radius 
of  150  miles  from  Kansas  City,  Mo.,  on  lines  of  defendants  other  than 
originating  carriers,  found  not  unduly  prejudicial  but  unreasonable  to 
extent  they  exceed  by  more  than  1  cent  the  rates  from  Kansas  City  to 
same  destinations.  Measure  of  reasonable  rates  prescribed  and  repara- 
tion denied.  Prince-Johnson  Limestone  Co.  t;.  Director  General,  as  Agent, 
602. 
LAKE-AND-RAIL. 

Aggregate  charges  on  butter,  other  dairy  products,  dressed  poultry,  and 
eggs,  moving  lake  and  rail  from  Duluth,  Minn.,  to  eastern  destinations, 
comprising  the  joint  third-class  rates  and  separately  established  refrigera- 
'  tlon  charge  during  the  lake  movement,  Duluth  to  Buffalo,  N.  Y.,  found 
not  unreasonable,  as  the  service  is  superior  and  the  total  charges  sub- 
stantially less  than  via  all  rail.  Bridgeman-Russell  Co.  v,  G.  L.  T.  Corp., 
260. 
LAKE  CARGO  COAL. 

Rates  on  bituminous  coal  from  the  **  inner  crescent "  group  of  mines  on 
the  L.  &  N.  R.  R.,  in  Kentucky,  to  Toledo,  Ohio,  for  transshipment  by 
lake,  increased  after  termination  of  federal  control  and  subsequently 
restored  to  their  former  level,  found  not  unreasonable.  Harlan  County 
Coal  Asso.  v.  L.  &  N.  R.  R.  Co.,  394. 
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LEASES.    See  Contbacts. 

LEGAL  RATES.    See  aluo  Ovebohabgbs. 

Shipments  originated  on  rails  of  carriers  publishing  rat^s  higher  than 
when  originating  on  the  line  of  delivering  carrier  specified  in  bill  of 
lading,  whose  rails  also  reached  point  of  origin.  Complainant  asks  that 
lower  rates  named  in  tariff  of  terminal  carrier  be  applied  on  traffic 
originating  on  such  other  lines,  but  since  carriers  on  whose  lines  ship- 
ments originated  concurred  in  tariff  naming  lower  rates  on  traffic  to, 
via,  but  not  from  points  on  the  concurring  line,  rates  charged  found 
legally  applicable.    Lieberman  Iron  CJo.  v.  Director  General,  21. 

Interstate  shippers  are  liable  to  pay  the  rate  fixed  by  the  printed  and 
published  schedules  of  carriers  on  file  with  the  Commission.    Id.   (22). 

Where  shipper  made  request  for  application  of  lower  rate  to  an  intermediate 
point  under  Rule  77  of  Tariff  Circular  18-A,  as  provided  in  tariff,  fWure 
of  carrier  to  comply  found  in  violation  of  tariff  provision,  but  since 
shipment  was  billed  and  moved  to  the  farther  distant  point  and  then 
reconsigned  to  the  intermediate  point,  combination  rate  legally  applicable 
found  not  unreasonable  or  unlawful.  Red  Star  Yeast  &  Products  Co.  «. 
Director  General,  as  Agent,  107. 

Where  a  transportation  service  has  been  rendered  for  which  no  tariff 
authority  existed  and  shipper  has  paid  the  sum  demanded  by  the  carrier 
for  that  service,  the  Commission  may  determine  what  would  have  been 
a  reasonable  charge  and  order  repayment  of  tJie  excess,  if  any.  Gateway 
Produce  Co.  v.  American  Ry.  Exp.  Co.,  347  (348-349). 

Requirement  of  adherence  to  established  rates  and  charges,  as  provided 

in  the  act,  applies  as  strictly  to  telegraph  compani^  as  to  other  common 

carriers.    Limitations  of  Liability  in  Transmitting  Telegrams,  541  (545). 

LESS-THAN-CARLOAD.    See  also  Any-Quantttt  Rates;  Cabload  and  Less- 

than-Carload  : 

CJontention  that  unreasonable  charges  resulted  because  allowance  ma«le 
complainant  for  furnishing  ice  and  salt  on  1.  c.  1.  shipments  of  dressed 
poultry,  butter,  egprs,  and  cheese  was  less  than  defendant's  charge  for 
furnishing  the  same.  Held:  Not  sustained,  as  no  evidence  of  record  that 
through  charges,  less  allowance  for  ice  and  salt  furnished,  were  unjust 
or  unreasonable  for  service  performed.  Swift  &  Co.  v.  Director  CJeneraU 
as  Agent,  183. 

Proposed  increased  Joint  minimum  rates  and  charges  on  1.  c.  1.  shipments 
and  new  individual  and  joint  regulations  and  practices  affecting  such 
rates  and  charges  found  not  justified  where  the  matter  was  mainly  a 
question  of  divisions  and  of  the  method  of  rate  making.  Minimum 
Charges  on  Less- than-Carload  Shipments,  727. 
LIABILITY.  See  Limffation  of  Li  ability. 
LIKE  KINDS  OF  TRAFFIC.    See  also  Ck)MPABATrvE  Rates. 

Chassis  parts  of  passenger  and  freight  automobiles  are  a  like  kind   of 
traffic  within  the  meaning  of  section  2  of  the  act    Anthony  i?.  Director 
General,  as  Agent,  366  (367-868). 
LIMITATION  OF  ACTION. 

Excluding  period  of  federal  control  as  part  of  the  period  in  limitation  of 
claims  for  reparation  for  causes  of  action  arising  prior  thereto,  as  pro- 
vided under  section  206  (f)  of  the  transportation  act,  1020,  claim  for 
reparation  found  to  have  been  filed  within  two  years  and  not  barred. 
Hirth-Krause  Co.  v.  Director  General,  as  Agent,  350. 
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LIMITATION  OF  LIABILITY.    See  also  Cummins  AMEitDMKirp. 

The  Ck)mml8Sion  Is  wltboat  jurisdiction  to  prescribe  uniform  liability 
clauses  to  be  contained  In  leases  or  contracts  for  the  construction,  main- 
tenance, and  use  of  industrial  or  private  side  tracks,  limiting  liability 
for  loss  and  damage  caused  by  Are  from  locomotives  operating  over  such 
tracks.    National  Industrial  Traffic  League  t?.  A.  &  R.  R.  R.  CJo.,  120. 

Liability  clauses  contained  in  contracts  or  agreements  for  maintenance, 
use,  and  operation  of  industrial  side  tracks  do  not  involve  the  question 
of  rates  nor  the  matter  of  fticilities  to  be  furnished  by  the  railroad  com- 
pany for  the  transportation  of  property  under  its  obligation  as  a  common 
carrier.    Id.     (128). 

Upon  investigation,  present  rules  of  telegraph  companies  limiting  their 
liability  for  negligence  in  the  transmission  or  delivery,  or  for  nondelivery, 
of  unrepeated  and  repeated  messages,  constituting  integral  parts  of  the 
respective  rates,  found  unreasonable.  Reasonable  maximum  limitations 
of  liability  prescribed.  Limitations  of  Liability  in  Transmitting  Tele- 
grams, 541. 

A  telegraph  company,  as  a  common  carrier,  may  lawfully  undertake  by 
contract,  rule,  regulation,  or  in  any  manner  to  exempt  itself  from  full 
liability  for  errors  or  delays  in  transmission  of  messages.  Primrose 
Case,  154  U.  S.,  1,  and  Postal  Telegraph  Calle  Co,  Case,  251  U.  S.,  27. 
Id.     (545). 

Policy  of  the  Western  Union  Telegraph  Co.,  when  a  default  occurs  in  con- 
nection with  a  message  fbr  which  it  charged  the  unrepeated  rate,  to 
assume  liability  in  excess  of  its  legal  liability,  on  the  grounds  of  business 
policy,  equity,  and  fair  dealing,  found  to  be  a  plain  departure  from  its 
published  rules  and  stands  on  the  same  footing  as  an  unlawful  rebate. 
Id.     (546). 

All  other  common  carriers  subject  to  the  act  have  been  made  fully  liable 
for  their  errors  or  negligence,  notwithstanding  attempted  limitations  by 
contracts,  rules,  or  otherwise,  and  there  is  no  sound  reason  why  tele- 
graph companies  should  longer  be  permitted  to  avoid  liability  for  their 
errors  or  negligence  or  to  limit  it  to  the  nominal  amounts  now  provided 
for  in  their  rules.    Id.     (549). 

Provision  should  be  made  in  rules  of  telegraph  companies  for  the  trans- 
mission of  valued  messages  under  a  liability  limited  to  the  value  stated 
in  writing  by  the  sender  at  the  time  they  are  offered  for  tranAmission 
upon  payment  of  the  repeated  rate  plus  one-tenth  of  1  per  cent  of  the 
stated  value  in  excess  of  $5,000.  Id.  (550). 
LINE  HAUL. 

Where  shipper's  direction  in  bills  of  lading  specifies  routing  of  shipments 
via  a  particular  line,  such  instructions  authorize  movement  over  a  route 
which  would  afford  that  road  a  line  haul.    United  Paperboard  Co.  (Inc.) 
V.  M.  &  B.  R.  R.  Co.,  488  (484). 
LINE-HAUL  RATES. 

Legally  applicable  line-haul  rate  charged  on  iron  ore,  moving  during  fed- 
eral control  from  Pohatcong  R.  R.  Interchange  tracks  near  Oxford  Fur- 
nace, N.  J.,  to  Oxford  Furnace,  found  unreasonable  to  extent  it  ex- 
ceeded switching  charge  subsequently  established.  Pequest  Oo.  v.  Di- 
rector General,  as  Agent,  16. 
LOADING. 

Where  impossible  to  load  the  minimum  in  a  few  of  the  cars  used,  it  does 
not  necessarily  follow  that  the  minimum  was  unreasonable.    Briggs  ft 
Turivas  V.  Director  General,  as  Agent,  868  (804). 
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LOADINO— Ckmtlnaed. 

Minimum  applicable  on  steel  turnings  moving  In  open-top  cars  at  a  time 
when  such  equipment  was  being  utilized  to  fullest  extent  for  trans- 
portation of  coal  to  fill  a  national  emergency  found  not  unreasonable. 
Complainant  refused  to  accept  box  cars  and  did  not  In  all  Instances  load 
to  level  full,  while  other  shippers  exceeded  the  minimum  by  boildtng 
up  the  sides  of  such  open  cars.  Id.  (364). 
'  Average  loading  capacity  of  bunkers  of  Fruit  Growers  Express  cars  as  a 
whole  found  not  in  excess  of  9,200  pounds  per  car,  and  under  methods 
of  loading  prevailing  in  southern  territory  average  amount  of  loe  used 
in  full-tank  loading  of  empty  bunkers  found  to  be  substantially  less  and 
does  not  exceed  8,500  pounds.  Railroad  Commissioners  of  Florida  9. 
Director  General,  438  (451). 
LOADING  AND  UNLOADING. 

Shippers  are  entitled  to  a  reasonable  free  time  for  loading  or  unloading 
cars,  and  the  principle  has  long  been  recognized  that  demurrage  should 
not  be  imposed  for  delays  occasioned  by  weather  interference.    Virginia 
Iron,  Coal  &  Coke  Co.  v.  Director  General,  as  Agent,  200  (201). 
Based  upon  the  costs  accruing  from  the  time  the  engine  and  crew  are 
placed  at  the  dl^>osal  of  the  shipper,  charges  for  special  locomotive  and 
train  service  required  in  loading  logs  along  carrier's  right  of  way  not 
found  unreasonable.    National  Box  Co.  v,  M.  P.  R.  R.  Co.,  211. 
Based  upon  cost  of  performing  the  service,  proposed  increased  charges  for 
loading  and  unloading  ordinary  live  stock  at  public  sto<^ards  at  Chicago, 
ni.,  and  other  western  points,  and  absorptions  of  such  charges  by 
carriers  engaged   in  the  transportation,  found  justified.     Live  SUhA 
Loading  and  Unloading  Charges,  223. 
LOCAL  RATES.    See  Combination  Rates. 
LOCATION. 

The  Commission  may  not  require  carriers  to  equalize  natural  advantages, 
such  as  location  and  cost  of  production.     United  Iron  Works  Co.  v. 
Director  General,  as  Agent,  33  (35). 
Where  producers  must  bring  their  products  to  railroads  by  dray  or  boats 
involving  extra  costs,  such  expenses  are  a  part  of  the  costs  of  production 
and  the  Commission  may  not  properly  make  them  a  basis  for  readjusting 
rates.    Salt  from  Utah  to  San  Francisco,  58  (50). 
LONG  AND  SHORT  HAUL.    See  aUo  Sbction  4. 
In  General : 

Carriers  having  indirect  routes  authorized  to  maintain  higher  rates  at 
intermediate  points,  provided  they  do  not  exceed  rates  for  equal 
distances  to  or  from  competitive  points  via  direct  lines.  South 
Bend  Chamb^  of  Commerce  v.  Director  General,  67  (72). 
Under  the  amended  fourth  section  the  Commission  has  no  authority 
to  authorize  a  lower  charge  from  farther  distant  competitive  points 
than  from  intermediate  p<^nts  where  the  haul  from  the  intermediate 
points  is  not  longer  than  that  of  the  direct  line  or  route  from  the 
ftirther  distant  competitive  points.  Buckeye  Veneer  Co.  v.  Director 
General,  as  Agent,  673  (675). 
When  a  fourth  section  departure  Is  protected  by  an  ai^ropriate 
application,  no  damage  can  be  awarded  up  to  the  time  when  tbe 
Commission  passes  upon  the  fourth  section  ai^cation  unless  a  case 
of  undue  prejudice  is  made  out  which  might  carry  with  it  an  award 
of  damages  or  unless  the  rate  charged  from  the  intermediate  point 
is  found  unreasonable^   Id.  (676). 
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LONG  AND  SHORT  HAUL— Continued. 
In  General — Continued. 

It  is  the  Commission's  practice  in  according  fourth  section  relief  to 
circuitous  lines  to  confine  it  to  those  the  length  of  which  exceeds 
that  of  the  direct  line  by  15  per  cent  or  more.    Procter  &  Gamble 
Dlstributtog  Co.  v,  A.  C.  Ry..  700  (706). 
Cushing  and  Okmulgee,  Okla.:  Authprlty  to  charge  on  wroughMron  pipe 
from  Kansas  City,  Mo.,  and  other  points  in  Kansas  City  territory  to 
Graford,  Tex.,  rates  which  are  lower  than  on  like  traffic  from  Cushing 
and  other  intermediate  points;  also  to  continue  to  charge  rates  on  iron 
pipe  fittings  from  Kansas  City  and  St  Louis,  Mo.,  Peoria  and  Chicago, 
111.,  to  Houston,  Galveston,  and  other  Texas  points,  which  are  lower  than 
on  like  traffic  from  and  to  Okmulgee  and  other  intermediate  points, 
denied.    United  Iron  Works  v.  Director  General,  as  Agent,  38  (34,  38,  41). 
Huntlngburg,  Ind. :  Authority  to  charge  rates  on  lumber  from  Belleville, 
Centralla,  Fairfield,  and  Mount  Carmel,  lU.,  to  Dayton,  Ohio,  which  are 
lower  than  from  Huntlngburg  and  other  Intermediate  points,  denied. 
Buckeye  Veneer  CJo.  v.  Director  General,  as  Agent,  673  (676). 
Knoxville,  Tenn. :  Authority  to  charge  rates  on  Epsom  salts  from  Atlanta, 
Ga.,  to  Cincinnati,  Ohio,  which  are  lower  than  on  like  traffic  to  Knoxville 
and  other  intermediate  points,  denied.    Davis  Mfg.  Qo.  v.  Director  Gen- 
eral, as  Agent,  607  (609). 
Louisville,  Ky. :  Application  for  authority  to  charge  rates  on  cotton  llnters 
from  St.  Louis,  Mo.,  to  Atlanta,  Ga.,  lower  than  from  Louisville  and 
other  Intermediate  points,  denied.    Spelr  &  McKay  v.  Director  General, 
as  Agent,  736  (737). 
Petrolla,  Pa. :  Application  for  authority  to  charge  rates  on  petrolatum  from 
Oil  City,  Pa.,  to  Memphis,  Tenn.,  lower  than  from  Petrolla  and  other 
Intermediate  points,  denied.    Daugherty  &  Son  Refining  Co.  v.  Director 
General,  as  Agent,  197  (199). 
LOSS  AND  DAMAGE. 

The  Ck>mmission  Is  without  Jurisdiction  to  prescribe  uniform  liability 
clauses  to  be  contained  In  leases  or  contracts  for  the  construction,  main- 
tenance, and  use  of  Industrial  or  private  side  tracks,  limiting  liability 
for  loss  and  damage  caused  by  fire  from  locomotives  operating  over 
such  tracks.  National  Industrial  Trafilc  League  v.  A.  &  R.  R.  R.  Co., 
120. 
Claims  against  common  carriers  for  loss,  damage,  or  delay  to  property  are 
governed  by  general  legal  principles  and  are  determinable  by  the  courts. 
Id.  (125). 
McKEESPOBT  CONNECTING  RAILROAD. 

History  and  description  of.    National  Tube  Co.  v.  P.,  CX,  C.  &  St  L.  R.  R.  Co., 

590  (593). 
Found  to  l)e  a  common  carrier  subject  to  the  act.    Id.     (599)* 
MARKET  COMPETITION.    See  CoMPErrnoN. 
MARKETS.    See  Intermediate  Markets. 
MEASURE  OF  RATE. 

While  divisions  may  be  considered  as  evidence,  they  are  not  conclusive  and 
ordinarily  do  not  afford  a  sound  basis  upon  which  to  judge  the  reasonable- 
ness of  rates.  American  Creosotlng  Co.  i;.  Director  General,  145  (161). 
Prosperity  of  a  carrier  does  not  indicate  that  rates  on  a  particular  com- 
modity are  unreasonable  or  contribute  to  undue  profits.  Brldgeman- 
Russell  0>.  V.  G.  L.  T.  Corp.,  260  (267). 
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MEASURE  OF  RATE— Continued. 

The  reasonableness  of  increases  actually  applied  by  the  railroads  to  combi- 
nation rates  can  not  be  determined  entirely  by  a  construction  of  general 
order  No.  28,  but  "  the  controlling  question  is  whether  the  resulting  rates 
were  unreasonable  or  otherwise  unlawful."  Abbott  v.  Director  General, 
as  Agent,  296  (290). 
When  cost  figures  are  used  in  determining  the  reasonableness  of  rates  and 
are  the  result  of  painstaking  efforts  to  arrive  at  just  and  reasonable  re- 
sults, such  figures  are  not  to  be  disregarded  because  they  may  not  be 
correct  in  every  detail  and  are  based  in  part  on  estimates.  Switching  and 
Absorption  at  Minneapolis,  646  (652). 
MERCER  VALLEY  RAILROAD. 

History  and  description  of.    National  Tube  Co.  v.  P.,  C,  C.  &  St.  L.  R.  R.  Co., 

590  (595-596). 
Found  not  to  be  a  common  carrier  subject  to  the  act  and  its  demurrage  tar- 
iffs filed  with  the  Commission  are  without  force  and  effect    Id.     (598). 
MESSAGES.    See  Tbansmission  of  Intelugence. 
MILEAGE  RATES.    See  Distance  Rates. 
MINIMUM  CHARGE. 

Where  complainant  performed  practically  all  terminal  service  in  connection 
With,  and  furnished  all  cars  for,  the  transportation  of  intrastate  ship- 
ments of  wet  marl,  minimum  charge  of  $15  per  car  assessed  after  June 
25,  1918,  under  general  order  No.  28,  found  unreasonable  to  extent  it 
exceeded  $7.50  per  car.    Reparation  awarded.    Peerless  Portland  Cement 
Co.  V,  Director  General,  as  Agent,  169. 
Minimum  charge  of  $15  per  car  established  by  the  Director  General  on  June 
25, 1918,  and  assessed  on  wet  phosphate  rock,  moving  during  federal  con- 
trol, from  Alafla,  Fla.,  to  Agricola,  Fla.,  found  unreasonable  to  extent  it 
exceeded  20  cents  per  long  ton,  minimum  marked  capacity  of  car,  subse- 
quently established.    Reparation  awarded.    Swift  &  Co.  v.  Director  Gen- 
eral, as  Agent,  751. 
MINIMUM  WEIGHT.    See  aUo  Weight. 
In  General : 

Where  impossible  to  load  the  minimum  in  a  few  of  the  cars  used.  It  does 
not  necessarily  ft>llow  that  the  minimum  was  unreasonable.    Briggs 
&  Turivas  t?.  Director  General,  as  Agent,  363  (364). 
Fact  that  one  point  has  a  higher  minimum  than  another  does  not  of 
itself  constitute  undue  preference  within  the  meaning  of  the  act. 
Id.     (365). 
Steel  turnings:  Minimum  applicable  on,  not  found  unreasonable  as  com- 
pared with  minimum  on  scrap  iron  and  steel.     Briggs  &  Turivas  v. 
Director  General,  as  Agent,  363. 
MISQUOTATION  OF  RATE. 

Misquotation  of  a  rate  by  a  carrier  does  not  of  itself  afford  a  basis  for  an 
award  of  reparation.    Taylor  v.  Director  General,  as  Agent,  109  (110). 
MISROUTING. 

Rate  and  route  inserted  by  shipper  in  bill  of  lading  did  not  coincide.  Initial 
carrier's  agent  failed  to  ascertain  from  shipper  before  forwarding 
whether  instructions  as  to  rate  or  route  should  govern.  Reld:  Follow- 
ing Canf.  Ruling  474  (o),  shipments  misrouted.  Reparation  awarded. 
Mulkey  Salt  Co.  v.  Director  Gieneral,  as  Agent,  669. 
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MISSISSIPPI  niVER  CROSSINGS.    See  also  Rnia  Cbobsinob. 

Rates  between  St  Louis,  Mo.,  and  points  in  Illinois  and  Indiana  properly 
may  be  lilgher  than  ttiose  between  East  St  Louis,  111.,  and  tbe  same 
points  because  of  the  additional  service  required  in  crossing  the  Mis- 
sissippi River.  Grain  from  St  Louis  to  Cincinnati  and  LouisviUe,  256 
(258). 

MIXED  CARLOADS. 

Proposed  cancellation  of  commodity  rates  on  lithopone  and  zinc  oxide  from 
Mineral  Point,  Wis.,  to  St.  Paul  and  Minneapolis,  Minn.,  and  Kansas 
City,  Mo.,  leaving  in  effect  higher  fifth-class  rates,  found  not  justified,  as 
no  reason  appears  why  the  mixed  carload  commodity  rate  should  be  con- 
tinued to  St.  Louis,  Mo.,  and  not  to  Kansas  City.  Lithopone  and  Zinc 
Oxide  between  Western  Points,  208. 
Proposed  cancellation  of  commodity  rates  on  lithopone  and  certain  other 
commodities  between  St  Louis,  Mo.,  Peoria  and  Chicago,  HI.,  and  Mis- 
sissii^i  River  crossings,  on  the  one  hand,  and  Kansas  City,  Mo.,  Omaha, 
Kebr.,  Sioux  City,  Iowa,  and  Sioux  Falls,  S.  Dak.,  on  the  other,  leaving  in 
effect  fifth-class  rates,  found  justified,  as  the  proposed  cancellation  will 
not  increase  the  rates  or  minimum  weights  on  such  mixed  c.  L  ship- 
ments. Id.  (210). 
Rates  legally  applicable  on  mixed  carload  of  freight  and  passenger  auto- 
mc^ile  chassis  parts  found  not  unreasonable  but  unjustly  discriminatory 
and  unduly  prejudicial  to  extent  they  exceed  the  rate  on  freight  auto- 
mobile chassis  parts.  Anthony  v.  Director  General,  as  Agent,  S66. 
Commodity  rates  on  fresh  fruits  and  vegetables  from  Los  Angeles  and  San 
Francisco,  Calif.,  to  Bisbee  and  Douglas,  Ariz.,  found  unreasonable  to 
extent  they  exceeded  class  C  rates  contemporaneously  in  effect  Reason- 
able maximum  rates  prescribed  and  reparation  awarded.  Buxton-Smith 
Co.  i;.  Director  General,  as  Agent,  023. 

NONCOMPENSATORY  RATES. 

Respondent  sought  to  justify  increased  rail-and-water  class  and  conunodity 

.  rates  upon  claim  that  it  is  operating  at  a  loss  under  present  rates  and 

that  if  proposed  increases  are  not  permitted  to  become  effective  it  will 

be  compelled  to  discontinue  operation.    Rates  between  Ohio  River  and 

Cumberland  River  Points,  10. 

NOTICE. 

Consignee  failed  to  unload  ore  frozen  in  transit  within  prescribed  free  time. 
Tariff  provided  that  written  statement  be  served  upon  carrier's  agent 
within  free  time  that  lading  was  frozen  upon  arrival.  Verbal  notice  given 
carrier's  employee  within  48  hours  after  placement,  and  since  defendant 
actually  knew  that  frozen  condition  of  ore  precluded  unloading,  demur- 
rage charges  assessed  found  unreasonable.  Reparation  awarded.  Vir- 
ginia Iron,  Coal  &  Coke  Co.  t?.  Director  General,  as  Agent,  200. 
When  a  shipment  is  tendered  for  delivery  in  a  frozen  condition,  and  for 
that  reason  can  not  be  unloaded  within  the  prescribed  free  time,  it  is  not 
unreasonable  to  require  that  due  notice  to  that  effect  be  given  in  order 
that  the  carrier  may  have  the  necessary  information  upon  which  to  base 
demurrage  charges  and  be  afforded  oi^Mirtunity  to  take  proper  steps  to 
expedite  unloading.  Id.  (201). 
A  notice  in  writing  is  highly  desirable  at  evidence  of  the  fact  that  notice 
was  given,  and  tends  to  promote  the  orderly  conduct  of  business  and 
prevent  unlawful  concessions  and  discriminations  that  would  result  from 
a  lax  enforcement  of  the  "  weather  "  rule.    Id.  (201). 
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NOTICE  OF  ARRIVAL. 

Tariff  provided  that  "  Notice  shall  be  sent  or  given  consignee  in  writing, 
or  as  otherwise  agreed  to,"  but  made  no  provision  for  notice  to  consignor 
when  shipment  refused  at  destination.  Order-notify  consignee  notified  by 
telephone  and  in  person  and  when  it  became  ai^arent  that  he  was  not 
going  to  accept  shipment  consignor  was  notified  by  letter  and  disposition 
orders  were  given.  DemCirrage  accruing  found  lawfully  assessed.  Hewitt- 
Lea-Funck  Co.  t?.  Director  General,  as  Agent,  49. 

OPPOSITE  DIRECTION.    See  Both  Dibections. 

OPTION.    See  Alternative. 

ORDER  NOTIFY. 

Tariff  provided  that  **  Notice  shall  be  sent  or  given  consignee  in  writing,  or 
as  otherwise  agreed  to,"  but  made  no  provision  for  notice  to  consignor 
when  shipment  refused  at  destination.  Order-notify  consignee  notified  by 
telephone  and  in  person  and  when  it  became  apparent  that  he  was  not 
going  to  accept  shipment  consignor  was  notified  by  letter  and  disposition 
orders  were  given.  Demurrage  accruing  found  lawfully  assessed.  Hewitt- 
Lea-Funck  Co.  v.  Director  General^  as  Agent,  49. 
So  long  as  the  handling  of  order-notify  shipments  held  for  surrender  of  the 
bill  of  lading  or  of  shipments  placed  for  inspection  is,  to  all  practical 
intents  and  purposes,  identical  with  that  of  other  shipments  h^d  and 
reconsigned  within  switching  limits  before  placem^t,  dissimilarity  of 
service  can  not  be  invoked  to  justify  the  application  of  different  rules 
and  charges.  Diversion  and  Reconsignment  Rules,  385  (390). 
Tariff  rule  under  which  order-notify  shipments  placed  for  inspection  upon 
request  of  consignees  or  in  conformity  with  billing  instructions,  and 
which  require  a  subsequent  movement,  are  subject  to  the  same  rule  and 
charges  as  *'strai^t"  consignments  placed  for  inq;>ection,  found  jus- 
tified. Id.  (389). 
The  holding  of  order-notify  shipments  at  destination  for  surrender  of  the 
bill  of  lading  before  idacement  properly  is,  always  has  been,  and  neces- 
sarily will  continue  to  be  inseparable  from  the  transportation  of  every 
shipment  consigned  to  the  shipper's  order.  Id.  (890-391). 
To  accord  to  order-notify  shippers  a  free  transportation  service  that  is 
not  required  by  most  others  and  that  is  so  nearly  akin  to  reconsignment, 
for  which  latter  service  a  charge  is  made,  would  be  an  undue  preference 
to  that  particular  class  of  shippers  and  traffic.    Id.  (391). 

OUT-OF-LINE  HAUL. 

Proposed  tariff  rule  governing  reconsignment  or  diversion  b^ore  and  after 
placement,  where  back-haul  or  out-of-llne  movements  involved,  found  not 
justified  in  so  far  as  it  fails  to  provide  for  the  exception  covering  ship- 
ments i^aced  on  public  delivery  tracks.  Diversion  and  Reconsignment 
Rules,  385  (388-389). 

OVERCHARGES.    8^  also  Legal  Rates. 

Refund  of  overcharges  found  in  original  report,  58  I.  O.  C,  748,  ordered 
imid  to  vendor,  who  intervened  at  further  hearing,  where  it  was  shown 
that  he  reimbursed  complainant  for  freight  charges  paid.  Ayres,  Bridges 
&  Ck>.  V,  Director  (^^eral,  as  Agent,  389. 

PACKING. 

'  Rates  on  solidified  soya-bean  and  peanut  oil,  in  bags,  found  unreasonable 
to  extent  they  exceeded  lower  rates  on  the  same  commodity  wh&x  in 
ban^ls.  Reparation  awarded.  Swift  &  Co.  v.  Director  (General,  as 
Agent,  457. 
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PAPER  RATES. 

Respondents  sought  to  Justify  the  cancellation  of  rates  on  certain  cont- 
modities  on  ground  that  upon  investigation  of  their  records  for  about  one 
year  it  developed  that  there  were  no  c.  1.  movements.  Held:  Proposed 
cancellation  not  justified.  Rates  Between  Ohio  River  and  Cumberland 
River  Points,  10  (15). 

PARITY  OF  RATES. 

Proposed  increase  of  0.5  cent  per  100  pounds  in  commodity  rates  on  fresh 
meats  and  dressed  poultry  from  Oalro,  IlL,  and  Ohio  River  crossings  to 
destinations  in  the  southeast  for  purpose  of  placing  rates  through  those 
points  on  a  parity  with  the  rates  through  Memphis,  Tenn.,  which  rela- 
tionship had  existed  tot  many  years,  found  not  Justified.  Fresti  Meats 
and  Dressed  Poultry  ftom  Ohio  River,  610. 

PARLOR  CARS.    See  PtnXMAN  Ssxvics. 

PARTIES.    See  aUo  Intsbvahobs. 

The  matter  of  according  transit  at  a  certain  point  should  not  be  regarded 
from  the  standpoint  alone  of  one  carrier  in  the  through  route,  but  from 
the  standpoint  of  all  the  carriers  comprising  the  through  route.  Southern 
Hardwood  Traffic  Assa  i?.  Director  General,  132  (142). 
Where  Director  General  not  made  a  party  defendant  shipments  made 
during  period  of  federal  control  will  not  be  considered.  Berry  Bros. 
(Inc.)  t?.  a  &  N.  W.  Ry.  Co.,  405. 

PASSENGER  FARES.    See  alio  Comicutation  Fabbs  axvd  Tickets. 

Upon  further  hearing  original  report  60  L  C.  C,  61,  intrastate  passenger 
fares  and  excess  baggage  charges  in  the  State  of  Montana,  of  the  Butte, 
Anaconda  &  Pacific  Ry.  Ca,  an  electric  line,  lower  than  the  corz^espond- 
ing  interstate  fares  and  charges  asthoriaced  in  Inereased  Ratea,  1920, 
58  I.  C.  C,  220,  found  unduly  prejudicial  to  interstate  passengers,  unduly 
preferential  of  intrastate  passengers,  and  unjustly  discriminatory  agaiaot 
interstate  commerce*  Montana  Rat^  and  Fares,  500. 
Intrastate  passenger  fares  required  by  state  authority  to  be  maintained 
within  the  state,  lower  than  the  corresponding  interstate  fares  and 
charges  authorised  in  Jnoreaaea  Rate$,  1920,  58  I.  0.  C,  220,  ^und 
unduly  preijudicial  to  interstate  passengers,  unduly  preferential  of  intra- 
state passengers,  and  unjustly  discriminatory  against  interstate  com- 
merce. North  Dakota  Bates,  Fares,  and  Charges,  504 ;  Arisona.  Rates, 
Fares,  and  Charges,  572. 

PENALTY. 

The  primary  purpose  of  imposing  demurrage  is  to  promote  the  prompt 
movement  of  cars  in  the  public  interest  Failure  to  release  cars  within  a 
reasonable  time  is  a  wrong  against  other  shippers  desiring  to  use  theiy 
and  against  the  general  public,  which  can  to  a  large  extent  be  avoided 
by  the  enforcement  of  appropriate  demurrage  rules  and  penalties.  Vir- 
ginia Iron,  Coal  &  Coke  Ck>.  v.  Director  General,  as  Agent,  200  (201). 

PENDING  COMPLAINTS. 

Jurisdiction  may  be  taken  away  by  repeal  of  the  statutes  conferring  it 
by  necessary  implication  as  well  as  by  express  words;  but  if  a  statute 
giving  a  special  remedy  is  repealed  without  a  saving  clause  in  favor  of 
pending  suits  all  suits  must  stop  where  the  repeal  finds  them.  If  final 
r^ef  has  not  been  granted  before  the  repeal  went  into  effect,  it  can  not 
be  after,  and  if  a  law  conferring  Jurisdiction  is  repealed  without  any 
reservation  as  to  pending  cases  all  such  eases  fall  with  the  law.  P.  ^ 
W.  V.  Ry.  Co.  1?.  P.  &  L.  E.  R.  R.  CJo.,  272  (276). 
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PER  GAR  CHARGES.    See  Minihttm  Ghabge. 

PER  DIEM  REGLAIM.    See  Reclaim. 

PERCENTAGE  RATES. 

It  can  not  be  said  that  a  commodity  rate  must  bear  a  fixed  relatlcm  to  the 
corresponding  class  rate*  even  as  between  competing  points.  Quinton 
Spelter  Co.  v.  Ft.  S.  &  W.  R.  R.  Co.,  43  (44). 
In  original  report,  57  I.  G.  G.,  215,  tbe  Commission  prescribed  reasonabte 
basis  for  the  removal  of  relativ^y  unreasonable  and  unduly  prejudicial 
class  and  commodity  rates  between  South  Bend,  Mishawaka,  Elkhart, 
Goshen,  Nappanee,  and  Michigan  City,  Ind.,  and  points  in  eastern  trunk 
line  and  New  Inland  territories.  Upon  further  hearing  original  report 
mo<^fied  by  eliminating  Holland,  Mich.,  from,  and  including  Watervliet, 
Mich.,  in,  the  94  per  cent  group.  Findings  In  all  other  respects  affirmed. 
South  Bend  Chamber  of  Commerce  v.  Director  General,  67. 
FollowUig  Union  Sulphur  Co,,  39  I.  G.  C.,  349,  and  Du  Pont  de  Nemourt 
d  Co.,  60  I.  .C.  C.,  221,  rate  on  crude  sulphur  (brimstone)  from  Canton 
docks,  Baltimore,  Md.,  to  Gibbstown  and  (Uameys  Point,  N.  J.,  found 
unreasonable  to  extent  it  exceeded  80  per  cent  of  the  sixth-class  rate  in 
effect  from  and  to  the  same  points.  R^aration  awarded  and  measure 
of  reasonable  maximum  rate  prescribed.  Du  Pont  de  Nemours  &  Co.  v. 
Director  Creneral,  as  Agent,  605. 
Sixth-class  rates  on  roofing  and  paving  tars  and  pitches  and  fuel  pitch 
in  official  classification  territory  found  unreasonable  to  extent  they 
exceed  80  per  cent  of  sixth  class,  except  between  New  England  and 
trunk  line  territories,  where  the  greater  part  of  the  hauls  is  within  New 
England,  and  locally  in  New  England  territory,  for  which  sixth  class 
found  reasonable.  Reparaticm  denied.  Watson  Go.  v.  Director  General, 
as  Agent,  719. 

PERISHABLE  FREIGHT. 

Proposed  rules  and  charges  governing  diversion  and  reconslgnment  of 
fruits  and  vegetables  found  inadvisable  for  application  under  pres^it 
conditions.  Diversion  and  Reconslgnment  Rules,  385  (387). 
Charges  on  citrus  fruits  and  vegetables  from  Florida  found  not  unreason- 
able in  the  aggregate,  but  refrigeration  diarges  in  so  far  as  they  are 
based  on  an  excessive  quantity  of  ice.  and  line-haul  charges  on  vegetables, 
except  celery,  under  refrigeration,  in  that  they  do  not  provide,  in  those 
instances  where  a  lower  minimum  and  higher  rate  apply  when  under 
ventilation,  for  the  alternative  application  of  the  same  rate  and  minimum 
as  under  ventilation,  found  unreasonable.  Railroad  Gommissioners  of 
Florida  v.  Director  General,  438. 

PERMIT. 

Demurrage  charges  accruing  while  shipper  was  endeavoring  to  obtain 
necessary  permit  to  have  shipments  reconsigned  to  embargoed  points 
fbund  not  unreasonable  or  unlawful  as  tariff^  of  carriers  spedflcally 
prohibited  reconslgnment  to  embargoed  points.  Maguire  &  Co.  v.  Di- 
rector General,  as  Agent,  658. 

PITTSBURGH  BASE  PRICE. 

Iron  pipe  is  bought  and  sold  on  the  Pittsburgh  basis,  1.  e.,  the  price  at 
Pittsburgh  plus  freight  from  Pittsburgh  to  point  of  delivery,  regardless 
of  the  point  from  which  shipped.  Iron  Poles,  Pipes,  and  Connections, 
530  (533). 

PLACEMENT.    See  Gonstbuctive  Placement;  Deliveet;  SPotrmo  Caes. 
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PLANT  FACILITY. 

Cancellation  by  trunk  line,  following  Industrial  Railwapa  Case,  29  I.  C.  C, 
212,  of  allowance  formerly  paid  complainant  or  its  plant  facility,  the 
Culver  &  Port  Clinton  R.  B.,  for  switching  cars  from  its  plant  at  Culver, 
Ohio,  while  performing  a  similar  service  for  competitors  without  charge, 
found  not  unreasonable  or  unduly  prejudicial,  as  it  has  not  been  possible 
for  trunk  line  to  perform  the  service  and  circumstances  and  condit;ions 
at  complainant's  plant  are  different  from  those  obtaining  at  plants  of 
competitors.  United  States  Gypsum  Co.  v.  C.  &  P.  C.  R.  R.  Co.,  117. 
PLEADING  AND  PRACTICE. 

Where  Director  General  not  made  a  party  defendant,  shipments  made 
during  period  of  federal  control  wiU  not  be  considered.    Berry  Bro& 
(Inc.)  V.  C.  &  N.  W.  Ry.  Co.,  405. 
Where  matters  apparently  outside  of  issues  are  presented  at  the  hearing, 
and  the  complaint  is  broad  enough  to  include  them,  and  evidence  thereon 
introduced  without  objection  on  part  of  defendants,  the  Commission 
thinks  it  is  proper  to  dispose  of  the  questions  thus  raised.    Railroad 
Commissioners  of  Florida  v.  Director  General,  438  (451). 
It  is  the  Commission's  practice  in  according  fourth  section  relief  to  cir- 
cuitous lines  to  confine  it  to  those  the  length  of  which  exceeds  that  of 
the  direct  line  by  15  per  cent  or  more.    Procter  &  Gamble  Distributing 
Co.  V.  A.  C.  Ry.,  700  (706). 
POOLING. 

Demurrage  charges  constitute  a  portion  of  the  earnings  of  carriers,,  and  it 
may  well  be  that  a  contract  or  agreement  under  which  credits  earned 
at  a  particular  point  or  industry  on  the  traffic  of  one  carrier  might  be 
used  to  ofbet  debits  incurred  in  connection  with  traffic  of  another  is 
within  the  spirit  of  the  inhibition  of  the  antlpooling  provlson  of  sec- 
tion 5  of  the  act    Penick  &  Ford  (Ltd.)  v.  Director  General,  178  (176). 
POSTING.    See  Fujno  and  Posting. 
POWER  OF  COMMISSION.    See  JuBiSDicmoN. 
PRACTICE.    See  Pleading  and  Pbactice. 

PREFERENCES  AND  PREJUDICES.    See  also  Discrimination. 
In  General: 

Undue  prejudice  predicated  on  a  disparity  of  rates  to  a  common  desti- 
nation from  two  competing  originating  points  served  by  different 
railroads,  found  not  sustained,  as  it  is  a  well-established  principle 
that  undue  prejudice  or  preference  may  not  be  said  to  exist  as 
between  shippers  or  communities  unless  the  same  carrier  serves  them 
or  participates  in  their  traffic  and  the  tranq>ortation  conditions  are 
■hown  to  be  substantially  similar.  Stone  Products  Co.  v.  Director 
General,  aa  Agent,  51. 
Whether  undue  or  unreasonable  preference  or  advantage  exists  in  a 
particular  case  is  a  question  of  fact,  and  it  does  not  follow  as  a 
matter  of  law  that  practices  are  unduly  prejudicial  because  they  are 
not  uniformly  the  same  in  all  parts  of  the  country  and  as  to  all 
shippers.  National  Industrial  Traffic  League  v,  A.  &  R.  R.  R.  Co., 
120  (128). 
Contention  of  undue  prejudice  not  sustained  where  there  is  no  com- 
petitive relationship  between  the  respective  commodities.  Southern 
Hardwood  Traffic  Asso.  v.  Director  (^neral,  1S2  (142)  ;  American 
Creofloting  Co.  v.  Director  General,  145  (151). 
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In  General — Continued. 

Whetber  rates  from  points  located  on  short  lines  are  unduly  preju- 
dicial is  not  controlled  by  whether  or  not  a  mill  is  located  at  tbe 
junction  point.  The  Inhibition  of  section  3  of  the  act  against  undue 
prejudice  applies  to  localities  as  well  as  to  shippers  at  those  localities. 
Three  I^kes  Lumber  Co.  v.  W.  W.  Ry.  Co.,  108  (414). 
Articles : 

Automobile   parts:  Rates   legally    applicable   on   mixed   carloads   of 
freight  and  passenger  automobile  chassis  parts  fbund  not  unreason- 
able but  unjustly  discriminatory  and  tinduly  prejudicial  to  extent 
they  exceed  the  rate  on  freight  automobile  chassis  parts.    Anthony  v. 
Director  General,  as  Agent,  366. 
Oil.  coconut:  Upon  further  hearing,  original  report  56  I.  C.  C,  26S, 
rate  on,  in  tank-car  loads,  found  unduly  prejudicial  to  extent  it 
exceeded  the  rate  on  cottonseed  oil,  in  tank-car  loads.    Southern 
Cotton  Oil  Co.  V,  Director  General,  454. 
Press  cloth,  hair  and  wool:  First-class  any-quantlty  rates  on,  from 
certain  north  Atlantic  ports,  and  related  points  to  points  in  Texas 
and  the  southeast;  from  Houston,  Tex.,  to  points  in  the  southeast; 
and  between  points  in  the  southeast,  not  found  unreasonable  or  un- 
duly prejudicial  when  applied  to  L  c.  1.  shipments,  or  as  compared 
with  lower  rating  on  cotton  press  cloth,  but  found  unreasonable 
when  applied  to  c.  1.  shipments.    Reasonable  maximum  c.  L  rates 
prescribed.     Interstate   Cotton    Seed   Crushers'   Asso.   v.   Director 
General,  1. 
Car  Distribution:  Practice  of  defendant  in  the  distribution  of  cars  for 
grain   loading,   by   according  complainant's  competitors   at  Roosevelt, 
Mountain  Park,  and  Snyder,  Okla.,  a  larger  proportion  of  cars  than  was 
furnished  complainant  at  Cold  Springs,  Okla.,  found  to  have  resulted 
in  undue  prejudice.    Record  held  open  on  question  of  damages.    Hobart 
Mill  &  Elevator  Co.  v.  Director  General,  102. 
Localities : 

Autauga ville,  Ala.:  Upon  further  hearing,  former  report  53  I.  C.  C, 
278,  rates  on  pine  lumber  from  Autaugavllle  to  interstate  destina- 
tions found  not  unreasonable,  but  maintenance  of  higher  rates  from 
Autaugavllle  than  the  group  rate  from  Booth,  Ala.,  the  junction 
between  the  Alabama  Central  and  the  Mobile  &  Ohio  railways,  found 
unduly  prejudicial.  Reparation  doiied.  Whitewater  Lumber  Co.  v. 
A.  C.  Ry.,  563. 
Florida  points:  Rates  on  rosin  and  turpentine  from  Perry,  Athena^ 
Carbur,  and  Salem,  Fla.,  to  Chicago,  St  Paul,  Minneapolis,  and  other 
points  in  Illinois,  Wisconsin,  Minnesota,  Iowa,  and  states  west 
thereof,  found  nnduly  prejudicial  to  extent  tiiey  exceed  rates  from 
Jacksonville,  Fla.,  by  more  than  8  cents  on  rosin  and  6  cents  on  tur- 
pentine. Reparation  denied.  Barber  Co.  v.  Director  General^  as 
Agent,  23. 
Great  Falls,  Mont:  Rates  on  brick  (except  bath  or  enamel),  hollow 
building  tile,  and  fire  clay,  te  straight  or  mixed  carloads;  from,  to 
certain  points  in  Wyoming,  found  unreasonable  and  miduly  preju- 
dicial te  extent  they  exceed  certain  differentials  under  the  rates 
from  Denver,  Colo.  Reasonable  and  nonprejildlclal  relationship  pre- 
scribed.   Great  Falls  Bride  &  Tile  Co.  v.  Director  General,  Ita 

61LC.a 


IKDBX  DIGEST.  879 
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Localities — Continued. 

Intermountain  territory:  Rates  from  points  east  of  the  Rocky  Moun- 
tains to,  found  not  unreasonable,  unduly  prejudicial,  or  otherwise 
unlawful  as  compared  with  rates  to  the  Pacific  coast.  Plans  sub- 
mitted by  parties  proposing  a  system  of  graded  rates  to  such  terri- 
tory not  adopted  in  view  of  changing  economic  and  transportation 
conditions  and  diverse  opinions.  Intermediate  Rate  Asso.  v.  Director 
Qeneral,  226. 
Knoxo,  Miss.:  Rates  on  yellow-pine  lumber,  timber,  and  lumber 
products  from  Knoxo,  a  local  point  on  the  Femwood,  Columbia  & 
Gulf  R.  R.,  found  not  unreasonable,  but  unduly  prejudicial  to 
extent  they  exceeded  and  exceed  the  blanket  basis  of  rates  applicable 
from  the  same  Junction  of  that  carrier  with  the  Illinois  Central 
Reparation  denied.  Swift  Lumber  Co.  v,  F.  &  G.  R.  R.  Co.,  485. 
Enoxville,  Tenn. : 

Rate  on  sulphur  from  Sulphur  Mines,  La.,  to,  via  Memphis,  Tenn., 
found  not  unduly  prejudicial  as  compared  with  rates  to  Nash- 
ville and  Chattanooga,  Tenn.,  via  the  same  route,  but  via  New 
Orleans,  La.,  found  unduly  prejudicial  to  Knoxville.    Davis  Mfg. 
Co.  V.  Director  General,  as  Agent,  345. 
Rate  on  epsom  salts,  in  barrels,  from  Atlanta,  Ga.,  to,  found  un- 
reasonable and  unduly  prejudicial  as  compared  with  rates  to 
Memphis  and  Nashville,  Tenn.,  LouisvlHe  and  Lexington,  Ky., 
and  Cincinnati,  Ohio,  farther  distant  competitive  points.    Rea- 
sonable  maximum    rate   prescribed    and    reparation   awarded. 
Davis  Mfg.  Co.  V,  Director  General,  as  Agent,  607. 
La  Crosse,  Wis. :  To  effectuate  the  relative  adjustment  of  class  rates 
prescribed  in  WUoonHn  Rate  Cases,  44  I.  C.  C,  602,  from  eastern 
points  to  La  Crosse,  on  the  one  hand,  and  Dubuque,  Iowa,  St.  Paul, 
Minn.,  and  Chicago,  111.,  on  the  other,  disrupted  by  various  increases 
permitted  since  that  decision,  present  class  rates  to  La  Crosse  found 
unreasonable  and  unduly  prejudicial  and  reasonable  and  nonprej- 
udicial rates  prescribed.    La  Crosse  Chamber  of  Commerce  i;.  A.  A. 
R.  R.  Co.,  289. 
Mason  Oity,  Iowa :  Rates  on  cement  from,  to  points  in  North  Dakota 
and  northern  Minnesota  found  unreasonable  and  unduly  prejudicial 
to  Mason  City  as  compared  with  rates  from  Duluth  (Steelton),  Minn., 
to  the  same  points.    Reasonable  and  ncmprejudidal  rates  prescribed. 
Lehigh  Portland  Cement  Co.  v,  DlrectcMr  G^ieral,  613. 
Memphis,  Tenn.,  and  Louisvllte,  Ky,:  Defendants*   participation  in 
tarifPis  carrying  Joint  rates  on  lumber  and  forest  products  and  per- 
mitting under  such  rates  transit  at  various  points,  while  denying 
similar  transit  upon  the  same  through  routes  at  Memphis  and  Louis- 
ville, found  to  result  in  undue  prejudice  and  disadvantage.    South- 
em  Hardwood  Traffic  Asso.  v.  Director  General,  182. 
Minnesota  and  Wisconsin  points:  R^ationship  of  rates  on  potatoes 
from  points  In  Minnesota  and  Wisconsin,  within  the  Princeton  group, 
to  destinations  in  trunk  line  territory,  found  unduly  prejudicial  to 
^il^rs  at  those  points  and  unduly  preferential  of  shippers  located 
at  other  Wisconsin  points  to  extent  that  the  rates  from  the  Prince- 
ton group  points  exceed  those  from  the  other  Wisconsin  points  by 
more  than  3  cents  per  100  pounds.    Northern  Potato  Traffic  Asso.  v. 
B.  &  O.  R.  R.  Co.,  680  (683). 
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Newark,  N.  J. :  Following  Southern  Hardwood  Trafflc  Asbo,,  61  I.  C.  O^ 
132,  defendants'  participation  In  tariflfe  carrying*  joint  rates  on  lum- 
ber and  permitting  under  sucli  rates  creosoting  in  transit  at  various 
points,  wliile  denying  similar  transit  upon  the  same  through  rout<*s 
at  Newark,  N.  J.,  found  to  result  in  undue  prejudice  and  disad- 
vantage.   American  Creosoting  Co,  t?.  Director  General,  145. 

Norfolk,  Va. :  Rates  on  final  or  blackstrap  molasses,  in  tank-car  loads, 
from  New  York,  N.  Y.,  and  Philadelphia,  Pa.,  to,  found  not  unreason- 
able or  unduly  prejudicial  as  compared  with  lower  rates,  distance 
considered,  from  south  Atlantic  and  Gulf  ports  to  various  points  or 
with  rates  from  New  York  and  Philadelphia  to  Buffalo,  N.  T.,  and 
Erie,  Pa.    Norfolk  Feed  Milling  Co.  v.  P.  R.  B.  Ca,  738. 

Oklahoma  points:  Class  rates  on  iron  pipe  and  pipe  fittings  from,  to 
points  in  Missouri,  Illinois.  Kansas,  and  Texas,  found  unreasonable 
and  unduly  prejudicial  as  compared  with  lower  commodity  rates  in 
the  reverse  directions  for  comparable  distances.  Reasonable  rates 
prescribed  and  reparation  awarded.  United  Iron  Works  Co.  v.  Di- 
rector General,  as  Agent,  33   (41-42). 

Okmulgee,  Okla. :  Rates  on  iron  pipe  fittings  from,  to  points  in  the 
Dallas-Fort  Worth  Group,  to  Texas  common  points,  and  to  Houston 
and  Galveston,  Tex.,  found  unduly  prejudicial  to  extent  they  exceed 
rates  not  less  than  9  cents  lower  than  from  St  Louis,  Mo.,  to  same 
destinations.  Reasonable  rates  prescribed  and  reparation  awarded. 
United  Iron  Works  Co.  v.  Director  General,  as  Agent,  33  (42). 

Petrol  la,  Pa. :  Rate  on  petroleum,  in  barrels,  from,  to  Memphis,  Tenn., 
when  moving  via  Ohio  River  crossings,  found  unreasonable  and  un- 
duly prejudicial  to  extent  it  exceeded  rate  from  points  in  the  general 
vicinity  or  beyond  Petrol  la,  but  on  such  shipments  as  moved  via 
Potomac  Yard,  Va.,  found  not  unreasonable  or  unduly  prejudiciaL 
Reparation  awarded.  Daugherty  &  Son  Refining  Ca  v.  Director 
Creneral,  as  Agent,  107. 

Rockford,  Mich. :  Bates  on  green  salted  hides  from  Chicago,  111.,  Racine 
and  Milwaukee,  Wis.,  to,  found  unreasonable  and  unduly  prejudicial 
to  extent  they  exceeded  rates  to  Grand  Rapids,  Mich.  Measure  of 
reasonable  maximum  rates  prescribed  and  reparation  awarded. 
Hirth-Krause  Ck>.  t.  Director  General,  as  Agent,  350. 

Sault  Ste.  Marie  and  Fort  Frances,  Ontario:  Relationship  of  rates  on 
newsprint  paper  from,  to  destinations  In  the  west  and  southwest 
found  unduly  prejudicial  to  those  points  and  unduly  preferential  of 
competing  manufacturing  points  in  Minnesota  and  Wisconsin  to  ex- 
tent the  rates  from  points  found  prejudiced  exceed  the  rates  from  the 
preferred  points  by  more  than  the  differentials  herein  prescribed. 
I^ake  Superior  Paper  Co.  (Ltd.)  v.  Director  Gtoeral,  709. 
Washington  Western  Ry.  points :  Upon  further  bearing*  previous  report 
52  I.  C.  C,  42,  defendants*  refusal  to  maintain  joint  rates  on  lumber 
and  forest  products  on  the  coaat-group  basis  from  points  on  the 
Washington  Western,  while  maintaining  rates  on  such  basis  from 
points  in  Washington  and  Oregon  on  their  own  branch  lines,  pro- 
prietary lines,  or  independent  connections,  found  to  result  in  undue 
prejudice.  Reparation  denied*  Three  Lakes  Lumber  dx.  v,  W.  W. 
Ry.  Co.,  408. 
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Minimum  Weight :  Fact  that  one  point  has  a  higher  minimum  than  another 
does  not  of  itself  constitute  undue  preference  within  the  meaning  of  the 
act.  Briggs  &  Turivas  v.  Director  General  as  Agent,  863  (365). 
Persons :  To  accord  to  order — ^notify  shippers  a  free  transportation  service 
that  is  not  required  by  most  others  and  that  is  so  nearly  akin  to  re- 
consignment,  for  which  latter  service  a  charge  is  made,  would  be  an 
undue  preference  to  that  particular  class  of  shippers  and  traffic.  Di- 
version and  Reconsignment  Rules,  385  (391). 
Spotting  Cars : 

Cancellation  by  trunk  lines  following  Industrial  RaAltcaya  Ca^e,  29 
I.  C.  C,  212,  of  allowance  formerly  paid  complainant  or  its  plant 
facility,  the  (!Julver  &  Port  (Clinton  R.  R.,  for  switching  cars  from  its 
plant  at  Culver,  Ohio,  while  performing  a  similar  service  fbr  com- 
petitors without  charge,  found  not  unreasonable  or  unduly  pre- 
judicial, as  it  has  not  been  possible  for  trunk  line  to  perform  the 
service  and  circumstances  and  conditions  at  complainant's  plant 
are  different  from  those  obtaining  at  plants  of  competitors.  United 
States  Gypsum  Ck).  v,  C.  &  P.  C.  R.  R.  C5o.,  117. 
Defendant's  refusal  to  make  allowance  to  complainant  for  spotting 
cars  at  Harriman  shipyard,  near  Bristol,  Pa.,  while  making  allow- 
ances to  other  Industries  in  the  same  rate  district  found  not  un- 
reasonable, discriminatory,  or  unduly  prejudicial,  as  such  industries 
are  not  In  competition  with  complainant  and  circumstances  and 
conditions  at  the  respective  plants  are  dissimilar.  Merchant  Ship- 
building Corp.  V.  P.  R.  R.  Co.,  214. 
Failure  of  defendant  to  perform  spotting  service  at  complainant's 
plant  at  Edge  Moor,  Del.,  or  to  make  an  allowance  to  complainant 
for  performing  such  service  with  its  own  power  while  making  allow- 
ance for  similar  service  at  a  plant  adjacent  to  that  of  complainant 
with  whom  no  competition  exists  not  found  to  result  In  unreasonable, 
discriminatory,  or  unduly  prejudicial  rates.  Complainant  never  re- 
quested defendant  to  perfqrm  the  service  and  merely  sought  an 
allowance  rather  than  have  defendant  perform  it.  Edge  Moor  Iron 
Co.  V,  Director  General  as  Agent,  537. 
State  and  Interstate : 

Rate  on  ground  limestone  from  Bedford,  Ind.,  to  Streator,  in.,  found 
not  unreasonable  or  unduly  prejudicial  in  comparison  with  rate 
from  Alton,  III.,  to  Same  destination,  as  different  carriers  partici- 
pate in  the  traffic  and  the  transimrtation  conditions  are  not  shown  to 
be  substantially  similar.  Stone  Products  Co.  v.  Director  General  as 
Agent,  51. 
Upon  further  hearing,  original  report  60  I.  C.  C,  61,  intrastate  passen- 
ger fares  and  excess  baggage  charges  In  the  state  of  Montana,  of  the 
Butte,  Anaconda  &  Pacific  Ry.  CJo.,  an  electric  line,  lower  than  the 
corresponding  interstate  fftres  and  charges  authorized  in  Increased 
Rates,  19t0,  58  I.  C.  C,  220,  found  unduly  prejudicial  to  Interstate 
passengers,  unduly  preferential  of  intrastate  passengers,  and  un- 
justly discriminatory  against  interstate  commerce,  Montana  Rates 
and  Fares,  500. 
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Certain  Intrastate  rates,  fares,  and  charges,  required  by  state  authority 
to  be  maintained  within  the  state,  lower  than  the  corresponding  in- 
terstate rates,  fares,  and  charges  authorized  in  Increcued  Rates,  1920, 
58  I.  C.  C,  220,  found  unduly  prejudicial  to  Interstate  passaigers  and 
shippers,  unduly  preferential  of  intrastate  passengers  and  shippers, 
and  unjustly  discriminatory  against  interstate  commerce.  North 
Dakota  Rates,  Fares,  and  Charges,  504;  Arizona  Rates,  Fares,  and 
Charges,  572. 
PRICE. 

Iron  pipe  is  bought  and  sold  on  the  Pittsburgh  basis,  1.  e.,  the  price  at 
Pittsburgh  plus  freight  from  Pittsburgh  to  point  of  delivery,  regardless  of 
the  point  from  which  shipped.    Iron  Poles,  Pipes,  and  Connections,  530 
(533). 
PRIVATE  CARS. 

Tanlc  cars  not  belonging  to  carrier  were  switched  at  Pittsburgh,  Pa.,  during 
federal  control,  by  Individual  power,  the  carrier  merely  providing  the 
use  of  its  traclss.  Charges  assessed  on  basis  of  those  intended  to  cover 
idle  entire  cost  of  transportation  found  unreasonable  to  extent  they  ex- 
ceeded those  subsequently  established  for  the  service  in  question.  Repara- 
tion awarded.  Crucible  Steel  Co.  of  America  v.  Director  G^ieral,  as 
Agent,  655. 
PRIVATE  TRACKS.    See  also  Sidbtracks. 

Receipt  or  delivery  of  a  L  freight  on  private  or  industrial  tracks  is  merely 
the  equivalent  of  a  similar  service  on  team  tracks.    Diversion  and  Recon- 
signment  Rules,  385  (391). 
PROFIT. 

In  original  reports,  42  I.  C.  C,  275,  and  55  I.  C.  C,  357,  rates  on  lumber 
from  Portland,  Oreg.,  found  unduly  prejudicial  in  favor  of  other  Oregon 
points  in  the  Willamette  Valley,  but  reparation  denied.    Upon  further 
hearing  reparation  awarded  on  shipments  on  which  complainant  was  com- 
pelled to  absorb  the  difference  in  freight  rates  out  of  profits.    Inman- 
Poulsen  Lumber  Co.  v.  S.  P.  Co.,  185. 
Contention  that,  since  price  of  coal  was  fixed  by  the  Fuel  Administration, 
complainants  would  not  have  received  any  more  profit  had  lower  rates 
been  in  effect,  and  award  of  reparation  would  permit  profits  in  excess 
of  those  allowed  by  the  Gk)vemment,  Held:  Complainants  paid  and  bore 
unreasonable  rates  and  are  entitled  to  reparation.    They  have  paid  cash 
out  of  pocket  that  should  not  have  been  required  of  them.    Abbott  v. 
Director  General,  as  Agent,  296  (300). 
PROOF.    Bee  Bubden  of  Proof. 
PROPERTY. 

Property  referred  to  in  paragrai^  (11)  of  section  20  of  the  act,  refers  to 
property  offered  for  transportation  and  does  not  relate  to  buildings  or 
other  property.    National  Industrial  Traffic  League  v.  A.  &  R.  R  R.  Co., 
120  (124). 
PROPORTIONAL  RATES. 

Proposed  cancellation  of  proportional  commodity  rate  on  fresh  meats  from 
Jacksonville  and  Florida  Transfer,  Fla.,  to  Tampa  and  other  points  in 
Florida,  applicable  on  shipments  originating  in  western  territory,  and 
application  of  higher  proportional  class  rates,  found  not  Justified,  but 
Increase  in  such  proportional  commodity  rate  and  proposed  increased 
rates  on  salted  meats,  found  Justified.  Fresh  and  Salted  Meats  between 
Points  in  Florida,  461. 
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PROPORTIONAL  RATES— CJontlnued. 

Pr(q;K)eed  increased  proportional  rates  on  iron  or  steel  pipe,  on  iron  or 
steel  telegraph,  telephone,  and  electric-railway  poles,  and  on  pipe  con- 
nections, couplings,  and  fittings,  east-bank  nvper  Mississippi  River  cross- 
ings to  interior  Iowa  points,  found  not  justified.  Iron  Poles,  Pipes,  and 
C<mnectionB,  630. 
PROSPERITY. 

Prosperity  of  a  carrier  does  not  indicate  that  rates  on  a  particular  com- 
modity are  unreasonable  or  contribute  to  undue  profits.     Bridgeman- 
Ruasell  Co.  v.  G.  L.  T.  Corp.,  260  (207). 
PROTECTIVE  SERVICE.    £fee  ofoo  Fbebzino;  Refbigebation. 

Assessment  of  rental  charge  of  $6  per  car  during  the  winter  months,  in 
addition  to  the  freight  rate  on  potatoes  moving  in  refrigerator  or  insu- 
lated cars,  found  not  unreasonable.     Northern  Potato  Traffic  Asso.  v, 
B.  &  O.  R.  R.  Co.,  680  (688). 
PUBLIC  INTEREST. 

Paragraph  (6)  of  section  15  recognizes  clearly  that  divisions  are  affected 
with  a  public  interest  and  are  not  a  mere  matter  of  bargain  and  trade 
between  carrlera    P.  &  W.  V.  Ry.  Co.  v.  P.  &  L.  B.  R.  R.  Co.,  272  (282). 
PUBLIC  SERVICE  CORPORATION. 

May  not  rely  upon  its  financial  condition  as  a  Justification  for  refusal  to 
establish  reasonable  rules  and  regulations.    Limitations  of  Liability  in 
Transmitting  Telegrams,  541  (550). 
PUBLICATION  OF  TARIFFS. 

Under  the  Ck>mmission's  tariff  regulations  Joint  rates  on  interstate 
traffic  might  be  published  as  single  amounts  or  by  addition  of  arbi- 
trarles.  Latter  form  of  publication  does  not  render  rates  any  the  less 
joint  rates,  and  mere  fact  that  arbitrary  might  have  been  increased 
under  general  order  No.  28  at  time  of  its  promulgation  does  not  neces- 
sarily now  Justify  increases  proposed  by  carriers,  upon  whom  the  burden 
of  proof  still  lies.  Switching  Charges  to  and  from  South  Tacoma,  128 
(129). 

Exigencies  of  tariff  publication  are  not  sufficient  Justification  for  increased 
rates.    Substitution  for  Increases  in  Rates,  518  (520). 

Accidents  of  tariff  publication  alone  should  not  operate  to  continue  rates 
upon  a  basis  different  from  that  upon  which  they  were  established  and 
intended  to  be  maintained.    Id.  (522), 
PULLAIAN  RAILROAD  COMPANY. 

History  and  description  of.    Pullman  R.  R.  C5o.,  637  (638). 

Found  to  be  a  common  carrier  subject  to  the  act    Id.  (642). 
PULLMAN  SERVICE, 

Intrastate  charges  for  occupancy  of  space  by  passengers  in  sleeping  and 
parlor  cars,  required  by  state  authority  to  be  maintained  within  the  state, 
lower  than  the  corresponding  interstate  charges  authorized  in  Increased 
Rates,  1920,  58  I.  C.  C,  220,  found  unduly  prejudicial  to  interstate  pas- 
sengers, unduly  preferential  of  intrastate  passengers,  and  unjustly  dis- 
criminatory against  interstate  commerce.  North  Dakota  Rates,  Fares, 
and  Charges,  504 ;  Arizona  Rates,  Fares,  and  Charges,  572. 
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RAIL-AND-WATER. 

Proposed  increased  Interstate  joint  and  proportional  rall-and-water  clan 
and  commodity  rates  between  Ohio  River  crossings  and  related  points 
and  landings  on  the  Cumberland  River,  via  Bnmslde,  Ky.,  found  not  jvuh 
tifled.    Respondent  sought  to  justify  increases  upon  claim  that  it  is  op- 
erating at  a  loss  under  present  rates  and  that  if  proposed  increases  are 
not  permitted  it  will  be  compelled  to  discontinue  operation.    Rates  Be- 
tween Ohio  River  and  Cumberland  River  Points,  10. 
Proposed  reduced  rates  on  unrefined  copper  from  Oarfleld  Smelter  and  In- 
.  ternational,  Utah,  and   McGill,  Nev.,  to  San  Francisco  and  Oakland, 
Calif.,  for  purpose  of  establishing  an  available  route  In  connection  with 
water  carriers  operating  via  the  Panama  Canal,  found  Justified.    Smelter 
Products  from  Nevada  and  Utah,  874. 
RAIL-WATBR-AND-RAIL. 

Proposed  reductions  in  class  and  commodity  rates  applicable  via  water- 
and-rail  and  rail,  water,  and  rail  from  Atlantic  seaboard  territory  to 
Texas  points,  found  not  justified.    Rail-and-Water  Rates  from  Atlantic 
Seaboard,  740. 
RAILROAD  FUEL.    See  Fuel. 
RATE-BREAKING  POINTS. 

Where  practicable,  establishment  of  in-and-out  rates  is  desirable  in  lieu  of 
transit  arrangements,  but  every  point  can  not  be  made  a  rate-breaking 
point.    Cairo  Board  of  Trade  v.  A.,  T.  &  S.  F.  Ry.  Co.,  219  (222). 
RATE  MAKING. 

Cost  of  service  is  but  one  of  the  factors  taken  into  consideration  in  the 
making  of  freight  rates,  and  the  wide  variations  in  rates  make  it  prob- 
able that  many  of  them  fail  to  cover  all  the  factors  of  operatiiig  expense 
that  a  careful  cost  study  might  allocate  against  the  service.    P.  &  W.  V. 
Ry.  Co.  V.  P.  &  L.  B.  R.  R.  Co.,  272  (270). 
Cost,  value  of  service,  and  risk  assumed  are  imporant  considerations  in 
rate  making.    Climax  Molybdenum  Ck>.  v.  Director  (j^eral,  as  Agent,  369 
(373). 
In  arriving  at  distances  rail  routes  can  not  be  disregarded  and  cross- 
country mileages  used  as  rail  rates  are  not  so  constructed.    Soda  Prod- 
ucts from  Saltville,  Va.,  559  (562). 
RATE  WAR. 

Proposed  reductions  in  rates  objected  to  on  ground  that  further  reductions 
will  be  brought  about  resulting  in  a  rate  war  between  steamship  lines. 
Rail-and-Water  Rates  from  Atlantic  Seaboard,  740  (750). 
REARGUMENT.     See  also  Furtheb  Heabino;  Reheabiito. 

Upon  reargument,  former  report  57  I.  C.  C,  201,  change  directed  in  (dassifl* 
cation  rule  providing  basis  of  charges  for  the  transportation  of  sul- 
phuric acid  and  chloride  of  zinc  remaining  in  tank  cars  returned  to 
original  loading  points.    New  Jersey  Zinc  Co.  v.  Director  Gteneral,  432. 
REASONABLENESS  OF  RATE.    See  Measure  of  Rate. 
REBATES. 

Policy  of  the  Western  Union  Telegraph  Co.,  when  a  default  occurs  in 
connection  with  a  message  fbr  which  it  charged  the  unrepeated  rate, 
to  assume  liability  in  excess  of  its  legal  liability,  on  the  grounds  of 
business  policy,  equity,  and  fair  dealing,  found  to  be  a  plain  departure 
from  its  published  rules  and  stands  on  the  same  footing  as  an  unlawful 
rebate.    Limitations  of  Liability  in  Transmitting  Telegrams,  541  (546). 
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RECLAIM. 

Denial  of  Bwltch\ng  reclaims  to  Birmingbam  SetitlMni  R.  R.,  on  foreign 
cars  handled  under  dlrision  of  Joint  rate,  hrfd  not  to  be  unreasonable 
or  nndoly  prejudicial,  but  the  assessment  of  demurrage  against  that 
road  under  uniform  demurrage  code,  without  allowance  of  additional 
free  time  to  cover  the  period  actually  required  t6r  swftcbing  service 
performed,  disapproved  and  substitute  prescribed.  Birmingham  South- 
em  R.  R.  Co.  V,  Director  General,  as  Agent,  551. 

Following  IndustrUtl  Railways  Cu9e,  29  I.  O.  C,  212,  281,  and  other 
cited  cases,  allowance  of  switching  reclaims  to  Industrial  comoMn  car- 
riers, condemned.    Id.     (555). 

Carriers  must  observe  reasonable  rules  and  practices  with  respect  to  car 
service  as  defined  in  the  act;  however,  car  interchange  is  primarily  a 
matter  of  agreement.  The  conmnon  carrier  status  of  a  road  gives  no 
inherent  right  to  per  diem  or  reclaim.    Id.     (556). 

Payment  of  per  diem  reclaims  to  industrial  railroads  may  result  in 
preferences  and  advantages  to  the  proprietary  industries,  and  is  not  a 
proper  basis  for  settlement  by  an  industrial  railway  for  the  use  or 
detention  upon  its  line  of  ficnreign  cars.  Illinois  Northern  Ry.,  629  (634) ; 
Pullman  R.  R.  Co.,  6S7  (644). 
RECONSIGNMBNT. 

Where  shipper  made  request  for  application  af  lower  rate  to  an  interme- 
diate point  under  Rule  77  of  Tariff  Circular  l^A,  as  provided  in  tariflf, 
failure  of  carrier  to  comply  fbund  in  vi<rtation  of  tariif  provision,  but, 
since  shipment  was  billed  and  moved  to  the  farther  distant  point  and 
then  reconsigned  to  the  intermediate  point,  combination  rate  legally 
applicable  found  not  unreasonable  or  unlawful.  Red  Star  Teast  ft 
Products  CJo.  V,  Director  General,  as  Agent,  107. 

Proposed  rules  and  charges  governing  div««ion  and  mooaiignment  of 
fruits  and  vegetables  found  inadvisable  for  appltcatton  under  pres^it 
conditions.     Diversion  and  ReconSignment  Rules,  8S5  (887). 

Tariff  rule  providing  that  orders  for  diversion  or  reconsignment  of  com- 
modities other  than  perishable  freight,  coal,  coke,  or  fuel  oil  will  not 
be  accepted  to  a  station  or  point  of  delivery  against  wMch  an  embargo 
was  in  force  when  the  shipment  left  point  of  origin,  disapproved.  Id. 
(388). 

Proposed  tariff  rule  governing  reconslgnment  or  diversion  before  and 
after  placement,  where  back-haul  or  out-of41iie  movements  involved, 
found  not  Justified  in  so  fbr  as  it  falls  to  provide  f6r  tbe  exertion 
covering  shipments  placed  on  public  delivery  tracks.    Id.  (888-389). 

Tariff  rule  under  which  order-notify  shipments  placed  fbr  inspection  upon 
request  of  consignees  or  in  conformity  with  billing  instructions,  and 
which  require  subsequent  movements,  are  subject  to  the  sane  rule  and 
charges  as  **  straight "  consignments  placed  ficnr  inspection,  fKmnd  Justi- 
fied.   Id.  (889). 

So  long  as  the  handling  of  order-notify  shipments  htfd  toft  surrender 
of  the  biU  of  Iadin{*,  or  of  shipments  placed  for  inspection,  is,  to  all 
practical  intents  and  purposes,  Identical  witti  tiiat  of  ottier  shipments 
h^d  and  reconsigned  wtthtn  switddng  llmitB  before  placement,  dissimi- 
larity of  service  can  not  be  invoked  to  Justify  the  application  of  differ- 
ent rules  and  charges.    Id.  (890). 
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RBCONSIGNMENT-<k)ntinued. 

An  ordinary  recobslgnment  within  or  beyond  switching  limits  is  not  a 
necessary  incident  of  transportation  and  cmly  occurs  on  a  minority  of 
shipmenta    Id.  (890). 
To  accord  to  order-notil^  shippers  a  free  transportation  service  that  is 
not  required  by  most  others  and  that  is  so  nearly  akin  to  reconslgnment, 
for  wtdch  latter  service  a  charge  is  made,  would  be  an  undue  prefer- 
ence to  that  particular  class  of  Clippers  and  traffic.    Id.  (391). 
Demurrage  diarges  accruing  while  shipper  was  endeavoring  to  obtain 
necessary  permit  to  have  shipments  reconslgned  to  embargoed  points 
found  not  unreasonable  or  unlawful  as  tariffs  of  carriers  specifically 
prohibited  reconsignment  to  embargoed  pointa     Maguire  &  Ck>.  v.  Di- 
rector General,  as  Agent,  658. 
REDUCrriON  IN  RATES. 
By  Carriers: 

Legally  applicable  line-haul  rate  charged  on  iron  ore,  moving  during 
federal  control,  from  Pohatcong  R.  R.  interchange  tracks  near 
Oxford  Furnace,  N.  J.,  to  Oxford  Furnace,  found  unreasonable  to 
extent  it  exceeded  switching  charge  subsequently  established.  Pe- 
quest  Ck).  v.  Director  Creneral,  as  Agent,  16. 
Class  rates  on  spent  sulphuric  or  sludge  acid,  in  tank-car  loads,  mov- 
ing during  federal  control,  from  Arloinsas  City,  Eldorado,  Aucosta, 
and  Wichita,  Kans.,  to  Ck>ffeyville,  Kans.,  exceeded  lower  com- 
modity rates  subsequently  established.  Reparation  awarded.  Sin- 
clair Refining  Ck>.  v.  Director  Creneral,  as  Agent,  18. 
Following  Birdaboro  Case,  49  I.  C.  C,  681,  distance  scale  of  rates  was 
prescribed  from  Birdsboro,  Pa.,  on  crushed  rock,  but  shipments  du 
not  originate  at  that  point  Commission's  order  omitted  Monocacy» 
Pa.,  at  which  points  shipments  do  originate,  and  carriers  after  con- 
siderable delay  established  from  Monocacy  the  distance  scale  pre- 
scribed from  Birdsboro.  Held:  Rates  charged  on  shipm^its  moving 
during  interim  found  unreasonable  and  reparation  awarded.  Birds- 
boro Stone  Co.  v.  P.  R.  R.  Co.,  46. 
Class  rate  legally  applicable  on  asphaltum,  moving  during  federal  con- 
trol from  Bayonne,  CJonstable  Hoolc,  and  Warners,  N.  J.,  to  Jersey 
Avenue  Station,  Jersey  City,  N.  J.,  found  unreasonable  as  com- 
pared with  lower  commodity  rates  to  other  New  Jersey  points  for 
similar  distances.  Reparation  awarded  on  basis  of  commodity  rate 
subsequently  established.  National  Asbestos  Mfg.  (Do.  v.  Director 
General,  as  Agent,  54. 
Voluntary  reduction  of  a  rate  by  carriers  found  not  sufficient  ground 
upon  which  to  base  a  finding  that  the  former  rate  was  unreasonable 
Pittsburgh  Crucible  Steel  CJo.  v.  Director  General,  as  Agent,  56. 
Proposed  reduced  rates  on  salt  from  Burmester  and  Salduro,  Utah, 
and  Reno,  Nov.,  to  San  Francisco,  CJalif.,  and  cancellation  of  certain 
rates  to  intermediate  points  carrying  minimum  weights  lower  than 
proposed  reduced  rates,  ftound  Justified,  as  the  proposed  changes  will 
restore  tlie  basis  prevailing  prior  to  Increased  Rates,  1920,  58  L  C.  O., 
220,  and  will  bring  them  down  to  a  level  where  the  traffic  will  again 
move  in  competition  with  San  Francisco  bay  points.  Salt  from 
Utah  to  San  Francisco,  58. 
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REDUCTION  IN  RATES— Continued. 
By  Carriers — Continued. 

Due  to  negligence  or  d^ays  attending  commercial  transactions,  terms 
of  export  tariff  not  complied  with,  but  since  shipments  did  not  con- 
tribute to  congestion  any  more  than  they  would  have  done  it  han- 
dled in  conformity  with  the  rules.  Held:  Domestic  charges  assessed 
found  unreasonable  as  compared  with  charges  on  similar  export 
shipments  liandled  in  compliance  with  the  rules,  and  to  extent  they 
exceeded  charges  under  tariff  provisions  subsequently  established. 
Reparation  awarded.    Anderson  ft  Co.  v.  Director  General,  as  Agent, 

Defendant's  agent  erroneously  quoted  rate  in  effect  via  other  routes 
as  applying  via  route  of  movement,  but  tariff  did  not,  at  time  ship- 
ment moved,  permit  gracing  in  transit  at  point  here  involved.  Sub- 
sequently such  lower  rate  established  via  route  of  movement.  Held: 
Misquotation  of  a  rate  by  a  carrier  does  not  of  itself  afford  a  basis 
for  an  award  of  reparation,  and  the  Commission  refuses  to  give 
retroactive  effect  to  a  transit  arrangement,  except  to  remove  un- 
lawful discrimination.    Taylor  v.  Director  General,  as  Agent,  109. 

Rate  on  cotton,  delivered  uncompressed  to  carrier  at  Jackson,  Tenn., 
compressed  at  its  expense,  and  forwarded  to  Cordova,  Ala.,  found 
unreasonable  to  extent  it  exceeded  lower  rate  in  effect  via  other 
routes  on  compressed  cotton,  and  on  uncompressed  cotton  to  be 
transported  to  destination  uncompressed,  which  lower  rate  was  sub- 
sequently established  via  route  of  movement  and  which  is  the  usual 
basis  in  this  territory  on  uncompressed  cotton,  with  carrier's  privi- 
lege of  compression.  Reparation  awarded.  Memphis  Freight  Bureau 
c.  Director  General,  as  Agent,  12tk 

Rate  on  petrolatum,  in  barrels,  from  Petrolia,  Pa.,  to  Memphis,  Tenn., 
when  moving  via  Ohio  River  crossings,  found  unreasonable  and  un- 
duly prejudicial  to  extent  it  exceeded  rate  from  points  in  the  gen- 
eral vicinity  or  beyond,  which  lower  rate  was  subsequently  estab- 
lished from  Pistrolia.  Reparation  awarded.  Daugherty  &  Son  Re- 
fining Co.  V*  Director  Cteneral,  as  Agent,  197. 

Tariff  restricted  application  of  import  rate  to  traffic  stored  in  posses- 
sion of  inland  carriers  or  appraisers*  stores,  but  subsequently  was 
made  applicable  to  shipments  stored  in  privately  owned  warehouses. 
Domestic  rates  charged  on  shipments  stored  in  piivate  warehouses 
because  railroad  warehouses  unavailable  and  storage  in  appraisei*s* 
stores  not  permissible,  found  unreasonabla  Reparation  awarded. 
American  Mfg.  Co.  v,  M.  P.  R  R.  Ca,  341. 
'  Thlrd-class  rate  on  boot  rudders  from  Wheeling,  W.  Va.,  to  Wilming- 
ton, N.  C,  found  unreasonable  as  compared  with  rates  between  other 
points  for  similar  distances.  Reparation  awarded  on  basis  of  fifth- 
class  rate  subsequently  established.  Fuller  Co.  i;.  A.  C.  L.  R  R.  Co., 
848. 
Express  rate  and  icing  charge  oo  cantaloupes  from  Horatio,  Ark,  to  New 
Orleans,  La.,  found  unreasonable  as  compared  with  lower  rates  and 
charges  maintained  to  more  distant  points.  Reparation  awarded  on 
basis  of  lower  rate  and  icing  charge  subsequently  established.  Gate- 
way Produce  Co.  v.  American  By.  Exp.  Oa,  847. 
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REDUC5TI0N  IN  RATES-^Jontlnued. 
By  Carriers — Continued. 

Proposed  reduced  rates  on  unrefined  copper  from  Garfield  Smelter  and 
International,  Utab,  and  McGill,  Nev.,  to  San  Francisco  and  Oakland, 
Calif.,  for  purpose  of  establishing  an  ayallable  route  in  connection 
with  water  carriers  operating  via  the  Panama  Canal,  found  Justified. 

•     Smelter  Products  from  Nevada  and  Utah,  374. 

Domestic  rates  on  imported  nitrate  of  soda  from  New  York,  N.  Y.,  and 
Baltimore,  Md.,  to  East  St  Louis,  III.,  established  pursuant  to  the 
cancellation  of  all  import  rates  by  the  Director  Creneral  under  gen- 
eral order  No.  28,  found  unreasonable  to  extent  they  exceeded  lower 
domestic  rate  subsequently  established.  Reparation  awarded.  Mon- 
santo Chemical  Works  v.  P.  R.  R.  Co.,  399. 

Domestic  rate  on  liquid  asphalt,  in  tank  cars,  from  Mereaux,  La.,  to 
Milwaukee,  Wis.,  established  by  the  Director  General  on  June  25, 
1018,  on  which  date  all  import  rates  were  canceled,  found  unreason- 
able to  extent  it  exceeded  lower  domestic  rate  subsequently  estab- 
lished when  Mereaux  was  placed  on  the  New  Orleans  rate  basis. 
Reparation  awarded.  Johns-Manville  Co.  t.  Director  General,  as 
Agent,  420. 

Rates  on  solidified  soya-bean  and  peanut  oil,  In  bags,  from  Atlanta, 
Ga.,  to  various  destinations,  found  unreasonable  to  extent  they  ex- 
ceeded lower  rates  on  the  same  commodities  wh&a.  in  barrels,  wliich 
lower  rates  were  established  after  shipments  had  moved.  Repara- 
tion awarded;    Swift  &  Co.  v.  Director  General,  as  Agent,  457. 

,Class  rates  on  sulphuric  acid,  In  tank-car  loads,  from  Charlotte,  N.  C, 
to  Greenville,  S.  C,  and  Selma,  N.  C,  moving  during  federal  con- 
trol, exceeded  lower  commodity  rates  subsequently  established. 
Reparation  awarded.  Virginia-Carolina  Chemical  Co.  r.  Director 
General,  as  Agent,  473. 

Rate  applicable  on  chipboard  from  Whippany,  N.  J.,  to  Jersey  City, 
N.  J.,  moving  during  federal  control,  found  unreasonable  to  extent 
it  exceeded  lower  rate  subsequently  established.  Collection  of  under- 
charges waived.  United  Paperboard  Co.  (Inc.)  «.  M.  &  E.  R.  R. 
Co.,  483. 

Rate  on  steel  car-plates,  moving  during  federal  control,  from  Indiana 
Harbor,  Ind.,  to  Michigan  City,  Ind.,  found  unreasonable  as  com- 
pared with  lower  rate  between  other  points  in  the  same  general  ter- 
ritory for  similar  -distances,  and  to  extent  it  exceeded  lower  rate 
subsequently  established.  Reparation  awarded.  Sted  ft  Tube  Co.  v. 
Director  General,  as  Agent,  526. 

Following  Stoift  d  Co,,  55  I.  C.  C,  324^  rate  on  stable  mannfe  from 
Camp  Sherman,  Ohio,  to  Parma,  Ohio,  via  an  Interstate  route,  found 
unreasonable  to  extent  it  exceeded  lower  rate  subsequently  estab- 
lished. Reparation  awarded.  Swift  &  Co.  v.  Director  General,  as 
Agent,  567. 

Third-class  any-quantity  rate  on  copra,  from  RoUlog  Fork,  Miss.,  to 
New  Orleans,  La.,  found  not  unduly  prejudicial  but  unreasonable  to 
extent  it  exceeded  class  D  rating  on  cottonseed,  which  lower  rate 
was  subsequently  made  applicable  to  copra.  Reparation  awarded. 
BolUng  Fork  Oil  Co.  v.  Director  General,  as  Agent,  627. 
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KBDUCTION  IN  RATES—Contlnued. 
By  Carriers — Continued. 

Tank  cars  not  belonging  to  the  carrier  were  switched  at  Pittsburgh, 
Pa.,  during  federal  control  by  individual  power,  the  carrier  merely 
providing  the  use  of  its  tracks.  Charges  assessed  on  basis  of  those 
intended  to  cover  the  entire  cost  of  transportation  found  unreason- 
able to  extent  they  exceeded  those  subsequently  established  for  the 
service  in  question.  Reparation  awarded.  Crucible  Steel  Co.  of 
America  v.  Director  General,  as  Agent,  655. 

Following  Birdshoro  Stone  Co,,  61  I.  C.  C,  46,  rates  on  crushed  stone 
from  Monocacy,  Pa.,  to  destinations  in  Pennsylvania,  moving  during 
federal  control,  found  unreasonable  to  extent  they  exceeded  distance 
rates  subsequently  established.  Reparation  awarded.  Birdsboro 
Stone  Co.  v,  P.  R.  R.  Co.,  657. 

Intrastate  shipment  moved  as  routed  during  federal  control.  Lower 
rate  in  effect  via  another  route  was  subsequently  established  via 
route  of  movement  Held:  Mere  existence  of  a  lower  rate  between 
the  same  points  over  another  route  and  the  subsequent  reduction  of 
the  rate  over  route  of  movement  does  not  establish  the  unreasonable- 
ness of  the  preexisting  rate.  Little  Cahaba  Coal  Co.  v.  Director 
General,  as  Agent  663. 

Domestic  rates  on  imported  nitrate  of  soda  from  New  York,  N.  Y., 
and  points  taking  same  rates,  and  Baltimore,  Md.,  to  Sandusky, 
Ohio,  and  from  Baltimore,  Md.,  to  Ivory  dale,  Obio,  assessed  as  a 
result  of  cancellation  by  the  Director  General  of  all  import  rates 
under  general  order  No.  28,  found  unreasonable  to  extent  they 
exceeded  lower  rates  established  subsequent  to  General  Chemical 
Co.,  57  I.  C.  C,  222.  Reparation  awarded.  Jareckl  Chemical  Co.  v. 
Director  General,  as  Agent,  692. 

Domestic  rates  legally  applicable  on  evaporated  milk  from  points  in 
Wisconsin  and  Indiana  to  New  Orleans,  La.,  and  Mobile,  Ala.,  for 
export,  found  not  unreasonable  as  compared  with  lower  export  rates 
maintained  to  Atlantic  ports,  which  lower  rates  were  subsequently 
established  to  New  Orleans  and  Mobile.  Nestle's  Food  Co.  (Inc.)  v. 
M.  &  O.  R.  R.  Co.,  695. 

Sixth-class  rate  on  coal-tar  oil,  in  tank-car  loads,  from  Chattanooga, 
Tenn.,  to  Solvay,  N.  Y.,  found  unreasonable  as  compared  with  lower 
commodity  rate  from  Birmingham,  Ala.,  a  farther  distant  point. 
Reparation  awarded  on  basis  of  commodity  rate  subsequently  estab- 
lished. Chattanooga  Coke  &  Gas  Co.  r.  Director  General,  as  Agent, 
729. 

Proposed  Increased  and  reduced  rates  on  glass  fruit  Jars,  fruit-Jar  tops. 
Jelly  glasses,  and  tumblers,  In  straight  or  mixed  carloads,  from  cer- 
tain points  in  Oklahonm  and  Texas  to  points  In  Arkansas  and  south- 
eastern states,  found  not  Justified,  as  they  contain  many  Inconsist- 
encies and  would  result  in  violations  of  sections  3  and  4  of  the  act 
Glass  and  Glassware  from  Oklahoma  and  Texas,  733. 

Proposed  reductions  In  class  and  commodity  rates  applicable  via  water- 
and-rall  and  rail,  water,  and  rail  from  Atlantic  seaboard  territory  to 
Texas  points  found  not  Justified.    Rall-and- Water  Rates  from  Atlan- 
tic Seaboard,  740. 
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REDUCTION  IN  RATES— <>ntlnued. 
By  Carriers — Continued. 

Minimum  charge  of  $15  per  car  established  by  the  Director  General  on 
June  25,  1918,  and  assessed  on  wet  phosphate  rock  moTing  during 
federal  control  from  Alafia,  Fla.,  to  Agricola,  Fla.,  found  unreason- 
able to  extent  it  exceeded  20  cents  per  long  ton,  minimum  marked 
capacity  of  car,  subsequently  established.  Reparation  awarded. 
Swift  &  Co.  V.  Director  General,  as  Agent,  751. 

Increased  charges  instituted  by  the  Director  General  on  June  25,  1918, 
and  assessed  on  shipments  of  coal  moving  during  federal  control 
by  complainant*s  own  power,  between  Its  plants  at  Pittsburgh,  Pa., 
in  cars  furnished  by  the  Director  General  and  over  tracks  of  de- 
fendant carrier,  found  unreasonable  to  extent  they  exceeded  lower 
charges  subsequently  established  for  the  service  in  question.  Repara- 
tion awarded.  Crucible  Steel  Co.  of  America  v.  Director  Gaieral, 
as  Agent,  753. 
By  Commission : 

First-class  any-quantity  rates  on  hair  and  wool  press  cloth  from  cer- 
tain north  Atlantic  ports  and  related  points  to  points  in  Texas  and 
the  southeast;  from  Houston,  Tex.,  to  points  in  the  southeast;  and 
between  points  in  the  southeast,  not  found  unreasonable  or  unduly 
'prejudicial  when  applied  to  1.  c.  1.  shipments,  or  as  compared  with 
lower  rating  on  cotton  press  cloth,  but  found  unreasonable  when 
applied  to  c.  1.  shipments.  Reasonable  maximum  c.  1.  rates  pre- 
scribed. Interstate  Cotton  Seed  Crushers*  Asso.  v.  Director  G«i- 
eral,  1. 

Rate  on  returned  empty  beer-substitute  carriers  from  Tulsa,  Okla., 
to  Denver,  Colo.,  found  unreasonable  to  extent  it  exceeded  rate 
from  Coffeyville,  Kans.,  and  Kansas  City,  Mo.,  which  lower  rate 
also  applied  from  all  points  taking  Missouri  River  rates.  Reason- 
able rate  prescribed  and  reparation  awarded.  Marshall-Young  Co.  v. 
Director  General,  as  Agent,  61. 

Rates  on  zinc  ore  from  the  Platteville,  Wis.,  district  to  Peru  and  La 
Salle,  111.,  not  found  unreasonable  or  unduly  prejudicial  with  rela- 
tion to  rates  accorded  competitors  from  Mineral  Point,  Wis.,  to 
Depue,  HI.,  but  found  unreasonable  to  extent  they  exceeded  rate  on 
ore  treated  at  Galena,  111.,  and  reshipped  to  La  Salle.  Reasonable 
rate  prescribed  and  reparation  awarded.  Illinois  Zinc  Co.  u.  Direc- 
tor General,  as  Agent,  92  (102). 

Class  rates  on  oil-well  outfits  and  supplies  from  Burkbumett,  Tex., 
to  Mansfield  and  Gahagan,  La.,  and  on  wrought-iron  pipe  from 
Wichita  Falls,  Tex.,  to  Gahagan,  found  unreasonable  to  extent  they 
exceeded  commodity  rates  from  New  Orleans,  La.,  and  points  in  New 
Orleans  territory,  including  Mansfield  and  Gahagan,  to  Burkbumett 
and  Wichita  Falls.  Reasonable  rates  prescribed  and  reparation 
awarded.    Goodman  Drilling  Co.  v.  Director  General,  as  agent,  164. 

Rates  on  hardwood  logs  from  stations  on  the  Y.  &  M.  V.  R.  R..  In 
Mississippi,  to  Dyersburg  and  Trimble,  Tenn.,  on  the  Illinois  Central, 
the  application  of  which  is  conditioned  upon  the  manufactured  prod- 
uct being  shipped  out  over  tbe  latter  line,  found  unreasonable  to 
extent  they  exceed  defendants*  individual  distance  scales  of  net 
rates  similarly  conditioned  applicable  between  points  on  their 
respective  lines  to  be  applied  as  a  Joint  continuous  distance  scale. 
Reasonable  maximum  scale  prescribed.  North  Vernon  Lumber  Co. 
V,  I.  C.  R.  R.  Co.,  355. 
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*lt:t>UC*iON  t*f  RATES— Ck)ntlniied. 
By  Commission — Continued. 

Domestic  rate  on  imported  nitrate  of  soda  from  Norfolk,  Va.,  and  Bal- 
timore, Md.,  to  points  in  c.  f.  a.  territory,  established  by  the  Director 
General  on  June  25,  1018,  on  which  date  all  Import  rates  were  can- 
celed, found  unreasonable  to  extent  it  exceeded  lower  domestic  rate 
established  in  compliance  with  findings  in  General  Chemical  Co,^ 
57  I.  C.  C,  222,  which  lower  rate  is  prescribed  for  the  future.  King 
Powder  Co.  v.  Director  General,  as  Agent,  459. 
Rate  on  Epsom  salts,  In  barrels,  from  Atlanta,  Ga.,  to  KnoxviUe,  Tenn., 
found  unreasonable  and  unduly  prejudicial  as  compared  with  rates 
to  Memphis  and  Nashville,  Tenn.,  Louisville  and  Lexington,  Ky., 
and  Cincinnati,  Ohio,  farther  distant  competitive  points.  Reft.<u)nable 
maximum  rate  prescribed  and  reparation  awarded.  Davis  Mfg.  Co. 
v.  Director  General,  as  Agent,  607. 
Commodity  rates  on  fresh  fruits  and  vegetables,  in  mixed  carloads, 
from  Los  Angeles  and  San  Francisco,  Calif.,  to  Bisbce  and  Douglas^ 
Ariz.,  found  unreasonable  to  extent  they  exceeded  class-C  rates  con- 
temporaneously in  effect.  Reasonable  maximum  rates  prescribed 
and  reparation  awarded.  Buxton-Smith  Co.  v.  Director  General,  as 
Agent,  623. 
Rates  on  potatoes  from  points  \ji  Minnesota  and  Wisconsin  within  the 
Princeton  group  to  destinations  in  northeast  Texas  found  unreason- 
able and  reasonable  maximum  rates  prescribed,  but  rates  to  Texas 
common  points  not  included  in  northeast  Texas  found  not  unreason- 
able except  to  extent  that  rates  from  points  In  Wisconsin  north  of 
Fox  River  territory  exceeded  or  exceed  the  rate  herein  prescribed. 
Northern  Potato  Traffic  Asso.  v.  B.  &  O.  R.  R.  Co.,  680  (686-687). 
Sixth-class  rates  on  roofing  and  paving  tars  and  pitches  and  fuel  pitch 
In  official  classification  territory  found  unreasonable  to  extent  they 
exceed  80  per  cent  of  sixth  class,  except  between  New  England  and 
trunk  line  territories,  where  the  greater  part  of  tho  hauls  Is  within 
New  England,  and  locally  in  New  England  territory,  for  which  sixth- 
class  found  reasonable.  Reparation  denied.  Watson  Co.  v.  Director 
General,  as  Agent,  719. 
REFRIGERATION. 

Contention  that  unreasonable  charges  resulted  because  allowance  made 
complainant  for  furnishing  Ice  and  salt  on  1.  c.  L  shipments  of  dressed 
poultry,  butter,  eggs,  and  cheese  was  less  than  defendant's  charge  for 
furnishing  the  same,  Held:  Not  sustained,  as  no  evidence  of  record 
that  through  charges,  less  allowance  for  Ice  and  salt  furnished,  were 
unjust  or  unreasonable  for  service  performed.  Swift  &  Co.  v.  Director 
General,  as  Agent,  1?3. 
Aggregate  charges  on  butter,  other  dairy  products,  dressed  poultry,  and 
eggs,  moving  lake  and  rail  from  Duluth,  Minn.,  to  eastern  destinations, 
comprising  the  joint  third-class  rates  and  separately  established  refrig- 
eration charge  during  the  lake  movement,  Duluth  to  Buffalo,  N.  Y., 
found  not  unreasonable,  as  the  service  Is  superior  and  the  total  charges 
substantially  less  than  via  all  rail.  Brldgeman-Russell  Co.  v.  G.  L.  T. 
Corp.,  260. 
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BEFRIGERATION— Continued. 

Charges  on  citrus  fruits  nnd  vegetables  from  Florida  found  not  unreason- 
able in  the  aggregate,  but  refrigeration  charges  in  so  far  as  they  are 
based  on  an  excessive  quantity  of  ice,  and  line-haul  charges  on  vege- 
tables, except  celery,  under  refrigeration,  in  that  they  do  not  provide, 
in  those  instances  where  a  lower  minimum  and  higher  rate  apply  than 
under  ventilation,  for  the  alternative  application  of  the  same  rate  and 
minimum  as  under  ventilation,  found  unreasonable.  Railroad  Commis- 
sioners of  Florida  v.  Director  General,  438. 
REFRIGERATOR  CARS. 

Average  loading  capacity  of  bunkers  of  Fruit  Growers  Express  cars  as 
a  whole  found  not  in  excess  of  9,200  pounds  per  car,  and  under  methods 
of  loading  prevailing  in  southern  territory  average  amount  of  ice  used 
in  full-tank  loading  of  empty  bunkers  found  to  be  substantially  less  and 
does  not  ei^ceed  8,500  pounds.  Railroad  Commissioners  of  Florida  i;. 
Director  (General,  438  (451). 
REFUSED  SHIPMENT. 

Tariff  provided  that  "  Notice  shall  be  sent  or  given  consignee  in  writing, 
or  as  otherwise  agreed  to,"  but  made  no  provision  for  notice  to  con- 
signor when  shipment  refused  at  destination.  Order-notify  consignee 
notified  by  telephone  and  in  person,  and  when  it  became  apparent  that  he 
was  not  going  to  accept  shipment  consignor  was  notified  by  letter  and 
disposition  orders  were  given.  Demurrage  accruing  found  lawfully  as- 
sessed. Hewitt-Lea-Funck  Co.  v.  Director  General,  as  Agent,  49. 
REHEARING.    See  also  Fubtheb  Hearing  ;  REABOUMftNT. 

Upon  further  hearing,  original  report,  53  I.  C.  C,  529,  rates  on  fire  brick, 
fire  clay,  and  dobies,  from  St.  Louis  and  Mexico,  Mo.,  to  Qulnton,  Okla., 
found  unreasonable  to  extent  they  exceeded  the  aggregate  of  Interme- 
diate rates,  and  reparation  awarded,  but  prior  finding  that  evidence  of 
damage  was  not  sufficient  to  support  an  award  of  reparation  under 
finding  of  undue  prejudice,  aflflrmed.  Quinton  Spelter  Co.  v.  Ft  S.  & 
W.  R.  R.  Co.,  43. 

Upon  further  hearing,  former  report  53  I.  C.  C,  278,  rates  on  pine  lumber 
from  Autaugaville,  Ala.,  to  Interstate  destinations  found  not  unreason- 
able, but  the  maintenance  of  higher  rates  from  Autaugaville  than  the 
group  rate  from  Booth,  Ala.,  the  junction  between  the  Alabama  Central 
and  the  Mobile  &  Ohio  railways,  found  unduly  prejudicial.  Reparation 
denied.  Whitewater  Lumber  Co.  v.  A.  C.  Ry.,  563. 
RELATIONSHIP  OF  RATES.  See  also  Adjustment  of  Rates;  PAarrr  or 
Rates  ;  Relative  Adjustment. 

It  can  not  be  said  that  a  commodity  rate  must  bear  a  fixed  relation  to  the 
corresponding  class  rate,  even  as  between  competing  points.  Quinton 
Spelter  Co.  v.  Ft.  S.  &  W.  R.  R.  Co.,  43  (44). 

Adjustment  of  rates  on  zinc  ore  from  the  Joplln,  Mo.,  and  Miami,  Okla., 
districts  to  Peru  and  La  Salle,  HI.,  found  not  unreasonable  or  unduly 
prejudicial  with  relation  to  ore  rates  from  competing  Colorado  points. 
Illinois  Zinc  Co.  v.  Director  General,  as  Agent,  92  (99, 100). 

Rates  on  zinc  ore  from  the  PlattevlUe,  Wis.,  district  to  Peru  and  La  Salle. 
111.,  not  found  unreasonable  or  unduly  prejudicial  with  relation  to  rates 
accorded  competitors  from  Mineral  Point,  Wis.,  to  Depue,  111.,  but  found 
unreasonable  to  extent  they  exceeded  rate  on  ore  treated  at  Galena,  HI., 
and  reshipped  to  La  Salle.  Reasonable  rate  prescribed  and  reparation 
awarded.    Id.     (102). 
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RELATIONSHIP  OF  RATES— Continued. 

Rates  on  spelter  from  Peru  and  La  Salle,  111.,  to  eastern  trunk  line  and 
New  England  territories,  increased  on  June  25,  1918,  under  generad 
order  No.  28,  resulting  in  increases  in  excess  of  25  per  cent,  the  maximum 
authorized  under  that  order,  found  not  unreasonable  or  unduly  prejudi- 
cial with  relation  to  the  corresponding  rates  from  competing  western 
points.    Id.    (105). 

Rates  on  sheet  or  rolled  zinc  from  Peru  and  La  Salle,  111.,  to  eastern  trunk 
line  and  New  England  territories  found  not  unreasonable  or  unduly 
prejudicial  with  relation  to  rates  on  spelter  from  competing  producing 
points  to  competing  eastern  rolling  mills.    Id.    (106). 

Rates  on  brick  (except  bath  or  enamel),  hollow  building  tile,  and  lire 
clay,  in  straight  or  mixed  carloads,  from  Great  Falls,  Mont,  to  certain 
points  In  Wyoming,  found  unreasonable  and  unduly  prejudicial  to  extent 
they  exceed  certain  difiterentials  under  the  rates  from  Denver,  Colo. 
Reasonable  and  nonprejudicial  relationship  prescribed.  Great  Falls 
Brick  &  Tile  Ck).  v.  Director  General,  17a 

Proposed  increased  rates  on  soda  products  from  SaltviUe,  Va.,  to  points 
in  c.  f.  a.  territory,  which  will  place  them  on  a  level,  distance  consid- 
ered, with  the  rates  from  Alkali,  Ohio,  a  competing  point,  found  Justified. 
Soda  Products  from  SaltvUle,  Va.,  559. 

A  rate  increase  uniform  in  amount  necessarily  tends  to  preserve  rather 
than  disrupt  preexisting  relationships.  This  is  not  true  of  a  percentage 
Increase.  Barnett  Oil  &  Gas*  Co.  v.  Director  General,  as  Agent,  568 
(570). 

Rates  on  cement  from  Mason  City,  Iowa,  to  points  in  North  Dakota  and 
northern  Minnesota  found  unreasonable  and  unduly  prejudicial  to  Mason 
City  as  compared  with  rates  from  Duluth  (Steel ton),  Minn.,  to  the  same 
points.  Reasonable  and  nonprejudicial  rates  prescribed.  Lehigh  Port- 
land Cement  Co.  v.  Director  General,  613. 

On  potatoes  from  points  in  Minnesota  and  Wisconsin,  within  the  Prince- 
ton group,  to  destinations  in  trunk  line  territory  found  unduly  prejudi- 
cial to  shippers  at  those  points  and  unduly  preferential  of  shippers 
located  at  other  Wisconsin  points  to  extent  that  the  rates  from  the 
Princeton  group  i)oints  exceed  those  from  the  other  Wisconsin  points 
by  more  than  3  cents  per  1(X)  pounda  Northern  Potato  Traffic  Asso.  T. 
B.  &  O.  R.  R.  C^o.,  680  (683). 

On  newsprint  paper  from  Sault  Ste.  Marie  and  Fort  Frances,  Ontario,  to 
destinations  in  the  west  and  southwest  found  unduly  prejudicial  to  those 
points  and  unduly  preferential  of  competing  manufacturing  points  in 
Minnesota  and  Wisconsin  to  extent  the  rates  from  points  found  preju- 
diced exceed  the  rates  from  the  preferred  points  by  more  than  the  dif- 
ferentials herein  prescribed.  Lake  Superior  Paper  Co.  (Ltd.)  v.  Director 
General,  709. 
RELATIVE  ADJUSTMENT.  See  also  Adjustment  of  Rates;  Relationship 
OF  Rates. 

To  eifectuate  the  relative  adjustment  of  class  rates  prescribed  in  Wisconsin 
Rate  Cases,  44  L  C.  C  602,  from  eastern  points  to  La  Crosse,  Wis.,  on 
the  one  hand,  and  Dubuque,  Iowa,  St.  Paul,  Minn.,  and  Chicago,  IlL,  on 
the  other,  disrupted  by  yarlous  increases  permitted  since  that  decision, 
present  class  rates  to  La  Crosse  found  unreasonable  and  unduly  prejudi- 
cial and  reasonable  and  nonprejudicial  rates  prescribed.  La  Crosse  Cham- 
ber of  Commerce  i?.  A.  A.  R  R.  Co.,  289. 
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RELATIVE  RATES. 

In  General:  Citation  of  lower  rates  at  other  points  is  not  condtisiTe  of 
the  unreasonablen^s  of  rates  charged.  Schram  Glass  Mfg.  Co.  t?.  Director 
General,  as  Agent,  433  (437). 

Chattanooga,  Tenn. :  Sixth-class  rate  on  coal-tar  oil,  in  tank-car  loads, 
from,  to  Solvay,  N.  Y.,  found  unreasonable  as  compared  with  lower  com- 
modity rate  from  Birmingham,  Ala.,  a  farther  distant  point  Reparation 
awarded  on  basis  of  commodity  rate  subsequently  established.  Chatta- 
nooga Coke  &  Gas  Co.  v.  Director  General,  as  Agent,  729. 

Climax,  Colo. :  Rates  applicable  on  molybdenum  from,  to  destinations  on 
and  east  of  the  Missouri  River  via  Denver,  Colo.,  found  not  unreasonable 
or  unduly  prejudicial  as  compared  with  other  rates  on  ores  and  concen- 
trates in  the  same  general  territory,  as  no  appreciable  movements  there- 
under or  similarity  of  transportation  conditions  shown  to  exist  CUmax 
Molybdenum  Co.  v.  Director  General,  as  Agent,  869. 

Florida  points :  Rates  on  soaps,  washing,  cleansing,  and  soap  powders,  and 
scouring  compounds,  of  declared  or  agreed  value  not  In  excess  of  20  cents 
per  pound  from  Louisville,  Ky.,  Cincinnati,  Ohio,  Port  Ivory,  N.  Y.,  and 
Weehawken  and  Jersey  City,  N.  J.,  to  Junction  points  in  northern  Florida 
found  unreasonable  to  extent  they  exceed,  distance  considered,  the  rates 
to  points  in  southern  Georgia.  Measure  of  reasonable  maximum  rates 
prescribed.  Procter  &  Gamble  Distributing  Co.  v.  A.  O.  Ry.,  700  (707- 
708). 

Huntlngburg,  Ind:  Rate  on  oak  lumber  from,  to  Dayton,  Ohio,  found  not 
unreasonable  as  compared  with  lower  rates  from  St.  Louis,  Mo.,  and 
other  farther  distant  competitive  points  to  same  destination*  Buckeye 
Veneer  Co.  v.  Director  General,  as  Agent,  673. 

Jersey  Avenue  Station,  Jersey  City,  N.  J. :  Class  rate  legally  applicable  on 
asphaltum,  moving  during  federal  control,  from  Bayonne,  0>nBtable 
Hook,  and  Warners,  N.  J.,  to,  found  unreasonable  as  compared  with  lower 
commodity  rates  to  other  New  Jersey  points  for  similar  distances.  Repa- 
ration awarded  on  basis  of  commodity  rate  subsequently  established. 
National  Asbestos  Mfg.  Ck).  v.  Director  General,  as  Agent,  64. 

Southeastern  points:  Fifth -class  rate  on  wooden  truck  barrels  from  Nor- 
folk, Va.,  to  Charleston,  S.  C,  established  In  connection  with  the  general 
readjustment  following  Fourth  Section  Violations  in  the  Southeast,  30 
I.  C.  C,  153,  not  found  unreasonable  as  compared  with  commodity  rates 
from  and  to  various  southern  points  for  similar  distances  not  similarly 
revised.    Ansaldo  &  Nlcholes  t?.  Director  General,  as  Agent,  664. 

Tulsa,  Okla. :  Rate  on  returned  empty  beer-substitute  carriers  from,  to 
Denver,  Colo.,  found  unreasonable  to  extent  It  exceeded  rate  from 
C3offeyvllle,  Kans.,  and  Kansas  City,  Mo.,  which  lower  rate  also  applied 
from  all  points  taking  Missouri  River  rates.  Reasonable  rate  prescribed* 
and  reparation  awarded.  Marshall-Young  Co.  v.  Director  Ctoieral,  as 
Agent  61. 
RELEASED  RATES.    See  also  Cummins  Amendment. 

Prayer  for  establishment  of  rates  on  molybdenum  dependent  upon  declared 
or  released  values,  based  on  fact  that  service  required  In  the  transporta- 
tion of  ores  of  higher  values  Is  no  greater  than  on  ores  of  lower  values. 
Held:  Facts  that  shipments  move  over  a  narrow-gauge  line  on  which 
grades  are  heavy  and  value  of  molybdenum  is  extraordinarily  high, 
found  not  to  Justify  establishment  of  such  rates.  Climax  Molybdenom 
Co.  17.  Director  General,  as  Ag^t,  869. 
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Carrier's  agent  had  sufficient  knowledge  as  to  true  value  of  shipper's 
product  to  require  notation  "  Value  over  $100  per  net  ton  "  to  be  placed 
on  bills  of  lading  to  prevent  misdescription.  This  was  in  no  sense  "  the 
value  declared  or  agreed  upon  in  writing  as  the  released  value  of  the 
property**  within  the  puryiew  of  the  second  Cummins  amendment 
Billing  so  indorsed  does  not  limit  recovery  of  the  full  actual  value, 
whatever  it  might  be.  Id.  (371). 
If  carriers  desire  to  carry  rates  based  upon  declared  or  released  values, 
they  should  seek  approval  of  rules  that  will  clearly  effect  the  purpose 
and  be  free  from  question  as  to  conformity  with  the  Cummins  amendment. 
Id.  (371). 
Provision  should  be  made  in  rules  of  telegraph  companies  for  the  trans- 
mission of  valued  messages  under  a  liability  limited  to  the  value  stated 
in  writing  by  the  sender  at  the  time  they  are  offered  for  transmission 
upon  payment  of  the  repeated  rate  plus  one-tenth  of  1  per  cent  of  the 
stated  value  in  excess  of  $5,000.  Limitation  of  Liability  in  Transmitting 
Telegrams,  541  (550). 

RENTAL. 

Assessment  of  rental  charge  of  $5  per  car  during  the  winter  months,  In 
addition  to  the  freight  rate  on  potatoes  moving  In  refrigerator  or  in- 
sulated cars,  found  not  unreasonable.  Northern  Potato  Traffic  Asso.  v, 
B.  &  O.  R.  R.  CJo.,  680  (688). 

REPARATION.    See  Dahaoes. 

REPEAL. 

Jurisdiction  may  be  taken  away  by  repeal  of  the  statutes  conferring  it  by 
necessary  implication  as  well  as  by  express  words,  but  if  a  statute  giving 
a  special  remedy  is  repealed  without  a  saving  clause  in  favor  of  pending 
suits,  all  suits  must  stop  where  the  repeal  finds  them.  If  final  relief  has 
not  been  granted  before  the  repeal  went  into  effect  it  can  not  be  after, 
and  if  a  law  conferring  Jurisdiction  is  repealed  without  any  reservation 
as  to  pending  cases  all  such  cases  fan  with  the  law.  P.  &  W.  V.  Ry.  Co. 
V,  P.  &  L.  B.  R.  R.  Ck).,  272  (276). 

REPEATED  MESSAGES.    See  TRANsmssiON  or  tntixligcnce. 

RESHIPPINQ  RATES. 

On  grain  from  St  Louis,  Mo.,  to  points  in  Indiana  and  Kentucky,  estab- 
lished following  cancellation  of  reshipping  rates  on  grain  originating  in 
Illinois  or  beyond  the  so-called  lOO^mlle  sone  west  of  the  Mississippi 
River,  from  St.  Louis  to  Louisville,  Ky.,  Cincinnati,  Ohio,  and  points 
taking  same  rates,  approved  in  60  I.  C.  C,  485,  found  not  unreasonable 
and  former  finding  affirmed.  Grain  from  St.  Louis  to  Cincinnati  and 
Louisville,  256. 

RESOLUTION. 

Report  of  tiie  Commission  in  response  to  Senate  Resolution  relating  to  the 
increased  cost  of  fuel  to  steam  railroads  of  the  United  States  for  the 
year  1020  as  compared  with  the  cost  for  the  year  1919.  Increased  Cost 
of  Railroad  Fuel,  1920,  761. 

RESTORED  RATES. 

Proposed  reduced  rates  on  salt  from  Burmester  and  Salduro,  Utah,  and 
Reno,  Nev.,  to  San  Francisco,  Calif.,  and  cancellation  of  certain  rates  to 
intermediate  points  carrying  minimum  weights  lower  than  proposed 
reduced  rates  found  justified,  as  the  proposed  changes  will  restore  the 
basis  prevailing  prior  to  Increased  Rates,  1920,  58  I.  C.  C,  220,  and  will 
bring  them  down  to  a  level  where  the  traffic  will  again  move  in  com- 
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petition  with  San  Francisco  bay  points.    Sait  from  Utah  to  San  Fran- 
cisco, 58. 

Rates  on  bituminous  coal  from  tlie  '*  inner  crescent  **  group  of  mines  on  the 
L.  &  N.  R.  R.  in  Kentucky,  to  Toledo,  Ohio,  for  transshipment  by  lake, 
increased  after  termination  of  federal  control  and  subsequently  restored 
to  their  former  level,  found  not  unreasonable.  Harlan  County  Coal 
Asso.  V.  L.  &  N.  R.  R.  Co.,  394. 
RESTRICTED  RATES. 

A  carrier  is  entitled  to  reasonable  compensation  for  switching  or  other 
services,  but  is  not  Justified  in  attempting  to  restrict  traffic  to  its  own 
line  by  making  an  excessive  charge  for  switching  to  or  from  its  connec- 
tions. The  propriety  of  switching  charges  absorbed  by  carriers  must  be 
considered  as  though  they  were  to  be  charged  for  by  the  railroad  render- 
ing the  service  and  paid  for  by  shippers.  Interchange  Switching  at 
Wichita,  205  (206). 

Carriers  moving  grain  into  Cairo,  111.,  fbr  transit  not  Justified  in  restricting 
outbound  movement  to  their  own  rails,  as  that  point  is  entitled  to  the 
same  advantages  as  St.  Louis,  Mo.,  and  Memphis,  Tenn.,  from  which 
points  grain  is  free  to  move  outbound  to  any  destination  via  any  carrier. 
Cairo  Board  of  Trade  v.  A.,  T.  &  S.  F.  Ry.  Co.,  219  (222). 

Tariff  restricted  application  of  import  rate  to  traffic  stored  in  possession 
of  inland  carriers  or  appraisers*  stores,  but  subsequ^itl*'  was  made 
applicable  to  shipments  stored  in  privately  owned  warehouses.  Domestic 
rates  charged  on  shipments  stored  in  private  war^ouses  because  rail- 
road warehouses  unavailable  and  storage  in  appraisers*  stores  not  per- 
missible found  unreasonable.  Reparation  awarded.  American  Mfg.  Co. 
V.  M.  P.  R.  R.  Co.,  841. 

Rates  on  hardwood  logs  from  stations  on  the  Y.  &  M.  V.  R.  R.  in  Missis- 
sippi to  Dyersburg  and  Trimble,  Teun.,  on  the  Illinois  Ontral,  the  appli- 
cation of  which  is  conditioned  upon  the  manufactured  product  being 
shipped  out  over  the  latter  line,  found  unreasonable  to  ext^it  they  ex- 
ceed defendants*  individual  distance  scales  of  net  rates  similarly  con- 
ditioned applicable  between  points  on  their  respective  lines  to  be  applied 
as  a  Joint  continuous  distance  scale.  Reasonable  maximum  scale  pre- 
scribed. North  Vernon  Lumber  CJo.  v.  I.  C,  R.  R.  Co.,  355. 
RETROACTIVE. 

The  (Commission  has  repeatedly  refused  to  give  retroactive  effect  to  transit 
arrangements  except  to  remove  unlawful  discriminations.  Taylor  v. 
Director  Greneral,  as  Agent,  1(19  (110). 

Under  the  interstate  commerce  act  prior  to  its  amendment  by  the  trans- 
portation act  1920,  the  Commission  could  require  the  adjustment  of 
divisions  prior  to  filing  of  complaint,  but  under  paragraph  (6),  whldi 
was  added  to  section  15  by  the  transportation  act,  it  can  require  adjust- 
ment of  divisions  only  from  the  time  the  complaint  was  filed.  P.  &  W.  V. 
Ry.  C3o.  r.  P.  &  L.  E.  R.  R.  CJo.,  272  (275-276). 
RETURN  ON  INVESTMENT. 

The  law  neither  provides  nor  contemplates  that  short  lines  shall  receive 
compensation  out  of  line-haul  rates  that  will  yield  a  return  upon  the  value 
of  the  carrier  property.  They  are  certainly  not  entitled  to  such  return 
from  that  source  upon  the  value  of  facilities  which  are  not  used  by  or 
open  to  the  public  generally.    Wyandotte  Southern  Ry.  Co.,  756  (760). 
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RETURNED  EMPTIES. 

Rates  on  returned  empty  beer-srabstitute  carriers  from  Talsa,  Okla.,  to 
Denver,  Colo.,  found  unreasonable  to  extent  it  exceeded  rate  from 
Ooffeyville,  Kans.,  and  Kansas  City,  Mo.,  which  lower  rate  also  applied 
from  all  points  taking  Missouri  River  rates.  Reasonable  rate  prescribed 
and  reparation  awarded.  Marshall- Young  Co.  v.  Director  General,  as 
Agent,  61. 

Contention  that  a  return  shipment  constitutes  a  part  of  the  whole  move- 
ment, as  a  carload  of  empty  beer  carriers  is  generally  ready  to  be  sent 
back  when  a  car  of  filled  carriers  is  delivered :  Held,  The  **  returned  " 
element  should  be  disregarded.    Id.     (62). 

Upon  reargument,  former  report  57  I.  0.  C,  201,  diange  directed  in  classifi- 
cation rule  providing  basis  of  charges  for  the  transportation  of  sulphuric 
acid  and  chloride  of  zinc  remaining  in  tank  cars  returned  to  original 
loading  points.    New  Jersey  Zinc  Co.  i;.  Director  Ctoneral,  432. 
REVENUE.    See  Eabninos;  Ton-Mile  Revknus. 
RISK. 

Cost,  value  of  service,  and  risk  assumed  are  important  considerations  in 
rate  making.    Climax  Molybdenum  Co.  i;.  Director  General,  as  Agent, 
369  (373). 
RIVER  CROSSINGS.    See  aUo  Mississippi  Riveb  Cbossings. 

Proposed  increase  of  0.5  cent  per  100  pounds  in  commodity  rates  on  fresh 
meats  and  dressed  poultry  from  Cairo,  111.,  and  Ohio  River  crossings 
to  destinations  in  the  southeast  for  purpose  of  placing  rates  through 
those  points  on  a  parity  with  the  rates  through  Memphis,  Tenn.,  which 
relationship  had  existed  for  many  years,  found  not  justified.  Fresh  Meats 
and  Dressed  Poultry  from  Ohio  River,  610. 
RIVER  TRACKS.  See  Incune  Tbacks. 
ROUTES. 

Defendant's  agent  erroneously  quoted  rate  in  effect  via  other  routes  as 
applying  via  route  of  movement,  but  tariff  did  not  at  time  shipment 
moved  permit  grazing  in  transit  at  point  here  involved.  Subsequently 
such  lower  rate  established  via  route  of  movement.  Held:  Misquotation 
of  a  rate  by  a  carrier  does  not  of  itself  afford  a  basis  for  an  award  of 
reparation,  and  the  Commission  refuses  to  give  retroactive  effect  to  a 
transit  arrangement  except  to  remove  unlawful  discrimination.  Taylor 
V.  Director  General,  as  Agent,  109. 

Rate  on  cotton,  delivered  uncompressed  to  carrier  at  Jackson,  Tenn.,  com- 
pressed at  its  expense,  and  forwarded  to  Cordova,  Ala.,  found  unreason- 
able to  extent  it  exceeded  lower  rate  in  effect  via  other  routes  on  com- 
pressed cotton,  and  on  uncompressed  cotton  to  be  transported  to  des- 
tination uncompressed,  which  lower  rate  was  subsequently  established 
via  route  of  movement  and  which  is  the  usual  basis  in  this  territory  on 
uncompressed  cotton,  with  carrier's  privilege  of  compression.  Reparation 
awarded.    Memphis  Freight  Bureau  v.  Director  General,  as  Agent,  125. 

Proposed  cancellation  of  tariff  provision  applicable  in  connection  with 
distance  rates  prescribed  In  Oalveston  Commercial  Abbo.,  57  I.  C.  C,  890, 
providing  that  lowest  rate  applicable  via  any  routes  shall  be  applied  via 
other  routes  accepting  the  freight  for  transportation,  found  not  justified. 
Iron  and  Steel  Articles  from  Galveston  and  Houston  to  Louisiana,  270. 

Rate  on  sulphur  from  Sulphur  Mines,  La.,  to  Knoxville,  Tenn.,  via  Mem- 
phis, Tenn.,  found  not  unduly  prejudicial  as  compared  with  rates  to 
Nashville  and  Chattanooga,  Tenn.,  via  the  same  route,  but  via  New 
Orleans,  La.,  found  unduly  prejudicial  to  Knoxville.  Davis  Mfg.  Co.  v. 
Director  General,  as  Agent,  345. 
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Proposed  reduced  rates  on  unrefined  copper  from  Garfield  Smelter  and 
International,  Utah,  and  McGill,  Nev.,  to  San  Francisco  and  Oakland, 
Gaiif.,  for  purpose  of  establishing  an  available  route  in  connection  with 
water  carriers  operating  via  the  Panama  Canal,  found  Justified.  Smelter 
Products  from  Nevada  and  Utah,  374. 
Due  to  an  embargo  via  the  normal  route,  shipper  was  obliged  to  route  intra- 
state shipments  for  delivery  via  route  over  which  higher  rate  applied. 
Held:  As  distances  over  both  routes  practically  the  same  and  shipments 
moved  during  federal  control  when  the  carriers  were  being  operated  as 
part  of  a  national  system,  and  were,  for  then-present  purposes,  a  single 
line,  higher  rate  charged  found  unreasonable.  Reparation  awarded.  Bar- 
rett Co.  V.  Director  General,  as  Agent,  401. 
Where  shipments  specifically  routed  via  higher  rated  route,  carriers  can  not 
be  held  responsible,  as  damage  could  have  been  avoided  by  designating 
route  over  which  lower  rate  applied.  Furthermore,  the  existence  of  a 
lower  rate  over  other  routes  does  not  of  itself  warrant  a  condemnation  of 
the  rate  charged.  Berry  Bros.  (Inc.)  v.  C.  &  N.  W.  Ry.  Co..  405. 
Intrastate  shipment  moved  as  routed  during  federal  controL  Lower  rate  in 
effect  via  another  route  was  subsequently  established  via  route  of  move- 
ment. Held:  Mere  existence  of  a  lower  rate  between  the  same  points  over 
another  route  and  the  subsequent  reduction  of  the  rate  over  route  of 
movement  does  not  establish  the  unreasonableness  of  the  preexisting 
rate.    Little  Cahaba  Coal  Co.  v.  Director  General,  as  Agent,  663. 

ROUTING  INSTRUCTIONS. 

Where  shipper's  directions  in  bill  of  lading  specifies  routing  of  shipments 
via  a  particular  line,  sucli  instructions  authorize  movement  over  a  route 
which  would  afford  that  road  a  line  hauL  United  Paperboard  Co.  (Inc.) 
V,  M.  &  E.  R.  R.  Co.,  483  (484). 
Rate  and  route  inserted  by  shipper  in  bill  of  lading  did  not  coincide.  Initial 
carrier's  agent  failed  to  ascertain  from  sMpper  before  forwarding  whether 
instructions  as  to  rate  or  route  should  govern.  Held:  Following  Conf, 
RuUng  474  (c),  shipments  misrouted.  Reparation  awarded.  Mulkey  Salt 
Co.  V.  Director  General,  as  Agent,  669. 

RULES  OF  PRACTICE. 

Complainant,  in  complying  with  Rule  V  of  the  Conunission's  Rules  of 
Practice,  authorized  to  submit  an  afildavit  to  effect  that  it  paid  and  bore 
the  freight  charges,  with  understanding  that  if  defendants  object  further 
hearing  may  be  requested  regarding  subject  of  reparation.  Illinois  Zinc 
Co.  V.  Director  General,  as  Agent,  92  (102). . 

BULBS,  REGULATIONS,  AND  PRAC5TICES. 

Differences  in  conditions  may  Justify  variations  in  rules  and  practices. 
Uniformity  is  highly  desirable  with  respect  to  many  practices  of  common 
carriers,  but  where  uniformity  injuriously  affects  practices  that  are 
essentially  local,  it  Is  not  desirable.  National  Industrial  Traffic  League  v. 
A.  &  R.  R.  R,  Co.,  120  (123). 

SCALE  WEIGHT.    See  Weight. 

SCRAP  IRON.    See  Junk. 

SECTION  1. 

Section  1  of  the  act  clearly  refers  to  the  construction,  maintenance,  and 
operation  of  switch  connections,  and  under  Its  provisions  the  Ck)nmiiS8ion 
has  no  authority  to  require  a  railroad  to  construct  a  private  sidetrack, 
authority  being  limited  to  requiring  a  carrier  to  make  a  switch  connec- 
tion with  a  private  sidetrack.  National  Industrial  Traffic  League  v.  A,  & 
R.  R.  R.  Co.,  120   (121-122). 
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Paragrai^  (4)  of  section  1  and  paragraph  (6)  of  section  X5»  taken  to- 
gether, were  Intended  by  the  Congress  to  supersede  former  provisions  of 
the  statute  and  constructions  placed  thereon  with  respect  to  divisions  of 
Joint  rates,  whetlier  established  voluntarily  or  pursuant  to  the  Com- 
mission's finding  or  order.  P.  &  W.  V.  By.  Co.  v.  P.  &  L.  E.  R.  R.  Co., 
272  (276). 
Under  section  1  of  the  act  the  Commission's  jurisdiction  over  rates  from 
an  adjacent  foreign  country  to  points  within  the. United  States  Is  lim- 
ited to  that  portion  of  the  haul  which  takes  place  within  the  United 
States.    Lake  Superior  Paper  Co.  (Ltd.)  v.  Director  General,  709  (718). 

SECTTION  2.    See  also  Discbiminahon. 

Chassis  parts  of  passenger  and  freight  automobiles  are  a  like  kind  of 
traffic  within  the  meaning  of  section  2  of  the  act.  Anthony  v.  Director 
General,  as  Agent,  366  (367-368). 

SECJTION  8.    See  also  Pbeferences  and  Pbejudices. 

Whether  rates  from  points  located  on  short  lines  are  imduly  prejudical  is 
not  controlled  by  whether  or  not  a  mill  is  located  at  the  junction  point. 
The  inhibition  of  section  8  of  the  act  against  undue  prejudice  applies 
to  localities  as  well  as  to  shippers  at  those  localities.  Three  Lakes 
Lumber  Co.  v.  W.  W.  Ry.  Ck).,  408  (414). 

SEX3TION  4.    See  also  Long  and  Shobt  Haxtl  ;  Thbough  and  Local. 

There  are  many  subnormal  rates  in  the  country  as  to  which  the  Conunlssion 
has  never  been  petitioned  for  fourth  section  relief,  so  that  the  mere  fact 
that  no  such  relief  has  been  granted  as  to  a  particular  rate  does  not 
prove  that  that  rate  is  normal.  Procter  &  Gamble  Distributing  Co.  i;. 
A.  C.  Ry.  700  (706). 

SEC3TION  5. 

Demurrage  charges  constitute  a  portion  of  the  earnings  of  carriers,  and  It 
may  well  be  that  a  contract  or  agreement  under  which  credits  earned  at 
a  particular  point  or  industry  on  the  traffic  of  one  carrier  might  be  used 
to  offset  debits  Incurred  in  connection  with  traffic  of  another,  Is  within 
the  spirit  of  the  inhibition  of  the  antipooling  provision  of  section  5  of 
the  act.    Penick  &  Ford  (Ltd.)  v.  Director  GJeneral,  173  (176). 

SECrriON  13. 

As  authorized  by  section  13,  paragraph  (3),  of  the  act,  joint  hearing  and 
conference  had  with  certain  state  commissions  and  agreement  reached 
as  to  basis  of  rates  to  be  prescribed.  Wood  Rates  between  North  Pacific 
Coast  Points,  159  (163). 

S£C!TION  15.    See  also  Allowances;  Application. 

Paragraph   (4)   of  secton  1  and  paragraph   (6)   of  section  15,  taken  to- 
gether, were  Intended  by  the  (Congress  to  supersede  former  provisions 
of  the  statute  and  constructions  placed  thereon  with  rsspect  to  divisions 
of  joint  rates,  whether  established  voluntarily  or  pursuant  to  the  Com- 
mission's finding  or  order.    P.  &  W.  Y.  Ry.  Co.  i;.  P.  &  L.  E.  R.  R.  Co., 
272  (276). 
Under  the  Interstate  commerce  act  prior  to  Its  amendment  by  the  trans- 
portation act,  1820,  the  O>mmlsslon  could  require  the  adjustment  of 
divisions  prior  to  filing  of  complaint,  but  under  paragraph  (6)  which  was 
added  to  section  15  by  the  transportation  act.  It  can  require  adjustment 
of  divisions  only  from  the  time  the  complaint  was  filed    Id.     (275-276). 
Paragraph  (6)  of  section  15  recognizes  clearly  that  divisions  are  affected 
with  a  public  interest  and  are  not  a  mere  matter  of  bargain  and  trade 
between  carriers.    Id.     (282). 
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SEC5TI0N  15— Continued. 

It  was  to  avoid  the  unduly  prejudicial  effect  of  strategic  advantages  upon 
the  weaker  carriers  and  the  resulting  impairment  of  transportation  facili- 
ties that  the  Commission's  powers  over  dvisions  were  clarifled  and 
strengthened,  and  it  is  not  prevented  by  paragraph  <6)  of  section  15 
of  the  act  from  taking  into  consideration  any  circumstances  and  condi- 
tions which  have  weight  in  measuring  the  justice  and  reasonableness  of 
divisions.    Id.     (288). 

The  Commission's  power  under  section  15  of  the  act  is  to  fix  the  maximum 
to  be  paid  as  an  allowance,  and  in  the  exercise  of  this  power  it  may  not 
require  a  carrier  to  make  an  allowance  or  fix  the  precise  amount;  and 
it  is  doubtful  whetlier  damages  can  be  awarded  for  fftilure  to  pay  except 
in  cases  where  the  allowance  is  published  in  the  carrier's  tarifCs  and  is 
not  more  than  reasonable  for  the  servic^e.  Rutherford-Brede  Co.  i;.  Di- 
rector  Qeneral,  as  Agent,  515  (517). 
SEC5TI0N  20.    See  also  Cummins  Amendment. 

Property  referred  to  in  paragraph  (11)  of  section  20  of  the  act,  refers  to 
property  offered  for  transportation  and  does  not  relate  to  buildings  or 
other  property.    National  Industrial  Trafllc  League  17.  A.  ft  R.  R.  R.  Co., 
120   (124). 
SEPARATION  OF  EXPENSES.    See  Allocation  of  Costs. 
SHORT  HAUL. 

Cancellation  of  Joint  rates  in  effect  via  a  route  which  short-hauled  tlie 
originating  carrier,  leaving  in  effect  higher  combinations  via  that  route, 
without  a  corresponding  change  via  routes  over  which  the  originating 
carrier  would  receive  the  long  haul,  found  justified.  Northern  Potato 
Traffic  Asso.  v.  B.  &  O.  R.  R.  CJo.,  680  (686). 
SHORT-HAUL  TRAFFIC. 

Legally  applicable  line-haul  rate  charged  on  iron  ore,  moving  during  fed- 
eral control  from  Pohatcong  R.  R.  interchange  tracks  near  Oxford  Fur- 
nace, N.  J.,  to  Oxford  Furnace,  found  unreasonable  to  extent  it  exceeded 
switching  charge  subsequently  established.  Pequest  Co.  u.  Director  (Gen- 
eral, as  Agent,  16. 

Rates  on  coal  from  mines  at  Hillshoro,  IIL,  to  complainant's  plant  located 
at  that  point  increased  by  Director  General  under  general  order  No.  28, 
subsequently  reduced,  and  later  increased  to  basis  originally  established 
under  that  order  found  not  unreasonable  when  consideration  given  to 
increased  operating  and  other  costs.  Schram  Glass  Mfg.  Co.  v.  Director 
(General  as  Agent,  435. 

Substitution  by  the  Director  General  of  a  fiat  increase  of  4.5  cents  on 
petroleum  and  products  in  lieu  of  25  i)er  cent  increase  as  authorized 
under  general  order  No.  28  from  Blue  Island,  within  the  switdiing  limits 
of  Chicago,  III.,  to  near-by  destinations  not  found  unreasonable  or  unduly 
prejudicial,  as  such  readjustment  was  made  in  an  effort  to  minimize 
serious  disturbances  of  rate  relationships  and  met  with  the  approval  of 
producers,  refiners,  and  jobbers  generally.  Bamett  Oil  ft  Gas  Co.  i;. 
Director  General  as  Agent,  568. 

Comparisons  of  percentages  which  a  uniform  specific  increase  bears  to 
preexisting  rates  are  without  great  weight,  since  any  increase  must 
result  in  higher  percentage  increases  on  short-haul  than  on  long-haul 
traffic,  and  when  reasonable  for  an  av«*age  haul  will  yield  more  revenue 
for  a  short  haul  and  less  for  a  long  haul.  If  that  fkct  alone  win  suffice 
to  condemn  it,  no  uniform  specific  increase  can  ever  be  justified.  Id. 
(670). 
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SHORT-HAUL  TRAFFJO-<>>ntinued. 

Increased  ebarges  institiited  by  the  Director  General  on  June  25,  1918, 
«nd  assessed  on  shipments  of  coal  moving  during  federal  control  by  com- 
plainant's own  power  between  its  plants  at  Pittsbargb,  Pa.,  in  cars 
famlsbed  by  the  Director  General  and  over  tracks  of  defendant  carrier 
found  unreasonable  to  extent  they  exceeded  lower  charges  subsequently 
established  for  the  service  in  question.  Reparation  awarded.  Crucible 
Steel  Co.  of  America  v.  Director  General  as  Agent,  753. 
SHORT  LINES.    £l€e  aUo  Industbial  Lines. 

Whether  rates  from  points  located  on  short  lines  are  unduly  prejudicial 
is  not  controlled  by  whether  or  not  a  mill  is  located  at  the  Junction 
point  The  inhibition  of  section  8  of  the  act  against  undue  prejudice 
applies  to  localities  as  well  as  to  shippers  at  those  localities.  Three 
Lakes  Lumber  Co.  v.  W.  W.  Ry.  Co.,  408  (414). 

The  general,  although  not  universal,  practice  throufi^out  the  southeast 
appears  to  be  to  make  rates  from  local  points  on  independent  short 
lines  by  adding  an  arbitrary  to  the  rate  from  the  Junction  point  Swift 
Lumber  Ca  17.  F.  &  G.  R.  R.  Co.,  485  (487). 

The  following  short  lines  found  to  be  common  carriers  subject  to  the  act 
and  following  Birmingham  Southern  R.  R.  Co.,  61  L  C.  C,  551,  arrange- 
ments between  them  and  their  trunk  line  connections,  with  reelect  to 
use  and  detention  of  foreign  cars  and  basis  for  settlement  of  accrued 
charges,  prescribed : 

Benwood  &  Wheeling  Connecting  Ry.    National  Tube  Co.  t;.  P.,  C,  d 

A  St  L.  R.  R.  Co.,  590  (500-600). 
lUinois  Northern  Ry.,  620  (634-636). 
McKeesport  Connecting  R.  R.    National  Tube  Co.  v.  P.,  C,  C.  &  St 

L.  R.  R.  Co.,  500  (509-600). 
Pullman  R.  R.  Co.,  687  (644-646). 

Mercer  Valley  R.  R.  found  not  to  be  a  common  carrier  subject  to  the  act 
National  Tube  Co.  v.  P.,  C,  C.  &  St  L.  R.  R.  Co.,  590  (598). 

Where  short  line  found  not  to  be  a  common  carrier  subject  to  the  act,  its 
demurrage  tariffs  on  file  with  (he  O>mmission  are  of  no  force  and  effect 
and  demurrage  tarifllEi  of  trunk  lines  are  applicable.    Id.  (598). 

Practice  of  trunk  lines  in  absorbing  a  portion  of  the  charges  of  a  short 
line,  found  not  to  be  a  common  carrier  subject  to  the  act,  should  be  dis- 
continued, but  it  is  not  unlawful  to  make  a  reasonable  allowance  to  such 
short  line  for  performing  a  portion  of  the  service  included  in  line-haul 
rates  whidi  trunk  lines  do  not  tiect  to  do  for  themselves.    Id.  (599). 

Wyandotte  Southern  Ry.  Co.  found  to  l)e  a  common  carrier  subject  to  the 
'act  which  may  lawfully  participate  in  Joint  rates  or  have  its  charges 
on  interstate  shipments  absorbed  under  proper  tariff  provision  by  roads 
having  the  line  haul.    Wyandotte  Southern  Ry.  Co.,  756. 

The  law  neither  provides  nor  contemplates  that  short  lines  shall  receive 
compensation  out  of  Hne-banl  rates  that  will  yi^d  a  return  upon  the 
value  of  the  carrier  property.  They  are  certainly  not  entitled  to  such 
return  from  that  source  upon  the  value  of  facilities  whi<^  are  not  used 
by  or  open  to  the  public  generally.  Id.  (760). 
SHORTAQB  OF  CARS.  See  Cab  SHOBiAeB. 
SIDETRACKS. 

Commission  without  Jurisdiction  to  prescribe  uniform  liability  clauses  to 
be  contained  in  leases  or  contracts  for  the  construction,  maintenance, 
and  use  of  industrial  or  private  sidetracks,  limiting  liability  for  loss  and 
damage  caused  by  fire  from  locomotives  operating  over  such  tracks. 
National  Industrial  Traffic  League  i7.  A.  &  R.  R.  R.  Co.,  120. 
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SIDETRACKS— Continued. 

Section  1  of  the  act  clearly  refers  to  the  constmction,  maintenance,  and 
operation  of  switch  connections,  and  under  its  provisions  the  Commission 
has  no  authority  to  require  a  railroad  to  c<Hi8truct  a  private  sidetrack, 
authority  being  limited  to  requiring  a  carrier  to  make  a  switch  connec- 
tion with  a  private  sidetrack.  Id.  (121-122). 
Liability  clauses  contained  in  contracts  or  agreements  for  maintenance, 
use,  and  operation  of  industrial  sidetracks  do  not  involve  the  question  of 
rates,  nor  the  matter  of  facilities  to  be  furnished  by  the  railroad  company 
for  the  transportation  of  property  under  its  obligation  as  a  oommon 
carrier.  Id.  (123). 
The  demands  upon  a  carrier  which  lawfully  may  be  made  are  limited  by 
its  duty,  but  it  is  not  its  duty  as  a  common  carrier  to  enter  into  a  con- 
tract to  lease  a  railroad  siding  to  a  shipper  or  to  enter  into  an  agree^ 
ment  to  operate  privately  owned  sidetracks.    Id.    (123). 

SLEEPING  CARS.    See  Pullman  Service. 

SPECIAL  SERVICE. 

Services  of  a  special  character  are  not  subject  to  the  increases  authorized 
under  Increased  Rates,  1920,  ^  I.  C.  C,  220.  National  Box  Oo.  «. 
M.  P.  R.  R.  Co.,  211  (213). 

SPECIAL  TRAIN. 

Based  upon  the  costs  accruing  from  the  time  the  engine  and  crew  are 
placed  at  the  disposal  of  shipper,  charges  for  special  locomotive  and 
train  service  required  in  loading  logs  along  carrier's  right  of  way  not 
found  unreasonable.    National  Box  Co.  v,  M.  P.  R.  R.  Ck>.,  211. 

SPORADIC  MOVEMENT. 

Respondents  sought  to  justify  cancellation  of  rates  on  certain  commodities 
on  ground  that  upon  investigation  of  their  records  for  about  one  year  it 
developed  that  there  were  no  c.  1.  movements.  Held:  Proposed  cance- 
lation not  justified.  Rates  between  Ohio  River  and  Cumberiand  River 
Points,  10  (15). 
On  an  emergency  shipment  of  limestone,  moving  during  federal  control 
from  Williamson,  Pa.,  to  Midland,  Pa.,  rate  charged  found  not  unreason- 
able as  compared  with  lower  rate  subsequently  established  after  request 
therefor  made.  Pittsburgh  Crucible  Steel  Co.  v.  Director  G^eneral.  as 
Agent,  56. 
Rate  legally  applicable  on  ice  from  Jacksonville,  Fla.,  to  Atlanta,  Ga.,  found 
not  unreasonable  as  compared  with  lower  rate  in  the  opposite  direction 
or  as  compared  with  lower  rate  temporarily  established  after  shipments 
moved  to  meet  an  ice  shortage  at  Atlanta.  Atlantic  Ice  &  Coal  Corp.  v. 
S.  Ry.  Co.,  111. 

SPOTTING  CARS. 

Cancellation  by  trunk  line,  following  Industrial  RaUways  Case,  29  L  C  C 
212,  of  allowance  formerly  paid  complainant  or  its  plant  facility,  the  Chil* 
ver  &  Port  Clinton  R.  R.,  for  switching  cars  from  its  plant  at  Culver,  Ohio, 
while  performing  a  similar  service  for  competit<M*s  without  charge,  foand 
not  unreasonable  or  unduly  prejDdidal,  as  it  has  not  been  possible  for 
trunk  line  to  perform  the  service  and  circumstances  and  conditions  at 
complainant's  plant  are  different  from  those  obtaining  at  plants  of  com- 
petitors.   United  States  Gypsum  Co.  i;.  C.  &  P.  C.  R.  R.  Co.,  117. 
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SPOTTING  OARS— Ck>ntinued. 

Defendant's  refusal  to  make  allowance  to  complainant  for  spotting  cars 
at  Harriman  shipyard,  near  Bristol,  Pa.,  while  making  allowances  to 
other  industries  In  the  same  rate  district,  found  not  unreasonable,  dis- 
criminatory, or  unduly  prejudicial,  as  such  industries  are  not  in  com- 
petition ^Ith  complainant  and  circumstances  and  conditions  at  the 
respective  plants  are  dissimilar.  Merchant  Shipbuilding  Ck>rp.  v,  P.  R.  R 
Co.,  214. 

No  legal  obligation  rests  upon  carriers  to  perform  switching  and  spotting 
serrlce  solely  at  a  shipper's  conTenlmce  and  a  shipper  Is  not  entitled 
to  an  allowance  fOr  a  service  which  the  carrier  is  ready  and  willing 
to  perform  and  which  the  shipper  performs  because  it  is  not  convenient 
for  it  to  permit  the  carrier  to  do  so.    Id.  (217). 

Though  there  may  be  no  affirmative  obligation  upon  carriers  to  perform 
spotting  services  under  line-haul  rates,  they  may  not  practice  unjust  dis- 
crimination or  undue  prejudice  by  making  allowances  to  competitive  ship- 
pers, at  whose  plants  substantially  similar  circumstances  and  conditions 
are  shown  to  exist    Id.    (217-21S). 

Failure  of  defendant  to  perform  spotting  service  at  complainant's  plant  at 
Edge  Moor,  Del.,  or  to  make  an  allowance  to  complainant  for  performing 
such  service  with  its  own  power,  while  making  allowance  for  similar  serv- 
ice at  a  plant  adjacent  to  that  of  complainant  with  whom  no  competition 
exists,  not  found  to  result  in  unreasonable,  discriminatory,  or  unduly 
prejudicial  rates.  Complainant  never  requested  defendant  to  perform  the 
service  and  merely  sought  an  allowance  rather  than  have  defendant  per- 
form It.    IQdge  Moor  Iron  Co.  v»  Director  General,  as  Agent,  637. 

Carriers  are  required  to  deliver  or  receive  c.  1.  freight  at  the  usual  points  of 
loading  or  unloading  unless  such  points  are  so  located  that  the  request 
for  receipt  and  delivery  at  such  spots  could  not,  in  view  of  general  usage, 
be  regarded  as  reasonable.    Id.    (540). 
STATE  AND  INTERSTATE. 

Rate  on  ground  limestone  from  Bedford,  Ind.,  to  Streator,  111.,  found  not  un- 
reasonable or  unduly  prejudicial  in  comparison  with  rate  from  Alton,  111., 
to  same  destination,  as  different  carriers  participate  in  the  traffic  and  the 
transportation  conditions  are  not  shown  to  be  substantially  similar.  Stone 
Products  Ck>.  v.  Director  General  as  Agent,  51. 

Upon  further  hearing,  original  report  00  I.  C.  C,  61,  Intrastate  passenger 
fares  and  excess  baggage  charges,  in  the  state  of  Montana,  of  the  Butte, 
Anaconda  ft  Pacific  Ry.  Ck>.,  an  electric  line,  lower  than  the  corresponding 
interstate  fares  and  charges  authorised  In  Increased  Rates,  1920,  58 
I.  C.  C,  220,  found  unduly  prejudicial  to  Interstate  passengers,  unduly 
preferential  of  intrastate  passengers*  and  unjustly  discriminatory  against 
interstate  commerce.    Montana  Rates  and  Fares,  500. 

Certain  Intrastate  rates,  fares,  and  charges  required  by  state  authority  to  be 
maintained  within  the  state,  lower  than  the  corresponding  interstate  rates, 
fares,  and  charges  authorized  In  Increased  Rates,  1920,  found  unduly 
prejudicial  to  interstate  passengers  and  shippers,  unduly  preferential  of 
intrastate  passengers  and  shippers,  and  unjustly  discriminatory  against 
interstate  commerce.  North  Dakota  Rates,  Fares,  and  (lOiarges  504; 
Arizona  Rates,  Fares,  and  Charges,  572. 
STATE  COMMISSION. 

As  authorized  by  section  13,  paragraph  (S)^  of  the  Interstate  conmoerce  act, 
joint  hearing  and  conference  had  with  certain  state  commissions  and 
agreement  reached  as  to  basis  of  rates  to  be  prescribed.    Wood  Rates  be- 
tween North  Pacific  Coast  Points,  159  (163). 
61 1.  C.  C. 


904  IKDBX  D1GS8K. 

STATE  RATES.    See  aUo  State  and  Inteistatb. 

Class  rates  on  spent  solphnrie  or  slndge  add,  lo  tank-car  loads.  moTlng 
duriiig  foderal  control,  from  Aiicansas  Glty*  Eldorado.  Augusta,  and 
Wichita,  Kans.,  to  Goffeyyille.  Kans^  exceeded  lower  commodity  rates 
subsequently  established.  BQ;»aratloii  awarded.  Sinclair  i^^Awfii^  CjO.  v. 
Director  General,  as  Agent,  18. 

Intrastate  shipments  moring  prior  to  the  period  of  federal  control  are  not 
within  the  Jurisdiction  of  the  Commission.    Id.     (18). 

Class  rate  legally  andicaUe  on  asiihaltUBk,  moilBg  during  f^doral  control 
from  Bayonne,  Constable  Hook,  and  Warners.  N.  J.,  to  Jersey  Avenue  Sta- 
tion, Jersey  City.  N.  J.,  found  unreasonable  as  compared  with  lower  com- 
modity rates  to  other  New  Jersey  p^nts  for  similar  distances.  Repara- 
tion awarded  on  basis  of  commodity  rate  subsequently  established.  Na- 
tional Asbestos  Mfg.  Co.  v.  Director  General,  as  Agent,  M. 

On  an  emergency  shipment  of  limestone  moving  during  federal  oontrcH  from 
Williamson,  Pa.,  to  Midland,  Pa.,  rate  charged  found  not  unreasonable 
as  compared  with  lower  rate  subsequently  established  after  request  there- 
for made.  Pittsburgh  Crucible  Steel  Co.  v.  Director  General,  as  Agent, 
56. 

Where  complainant  performed  practically  all  terminal  service  in  connec- 
tion with,  and  furnished  all  cars  for,  the  transpmrtatioa  of  intrastate 
shipments  of  wet  marl,  minimum  charge  of  $15  per  car  assessed  after 
June  25,  1918,  under  general  order  No.  28,  found  unreasonable  to  extent 
it  exceeded  $7.50  per  car.  Reparation  awarded.  Peerless  Portland 
Cement  Co.  v.  Director  General,  as  Agent,  169. 

State  commission  after  termination  of  federal  control  found  certain  intra- 
state rates  to  be  unreasonable  and  filed  application  with  the  Commis- 
sion, under  section  208  of  the  transportation  act,  1920,  for  approval  of 
its  order  awarding  r^Miration  during  the  guaranty  period,  Mar^  1  to 
September  1,  1920.    Id.     (171). 

Where  issue  of  undue  or  unreasonable  advantage,  prefa%ace,  or  prejudice 
is  not  involved  in  the  proceeding,  the  ConmUssion's  jurisdiction  to  make 
a  finding  for  the  future  as  to  state  rates,  is  confined  to  the  period  of 
federal  control  which  terminated  March  1,  192a  Cairo  Board  of  Trade 
V.  A.,  T.  &  S.  F.  Ry.  Co.,  219  (222) ;  BarreU  Co.  «.  Director  General,  as 
Agent,  401  (402). 

Due  to  an  embargo  via  the  normal  route,  shipper  was  obliged  to  route  intra- 
state shipments  for  delivery  via  route  ever  which  higher  rate  applied. 
Held:  As  distance  over  both  routes  practically  the  same  and  shipments 
moved  during  federal  control,  when  the  carriers  were  being  operated  as 
part  of  a  national  system,  and  were,  for  then-present  purposes,  a  single 
line,  higher  rate  charged  found  unreasonable.  Reparation  awarded. 
Barrett  C3o.  v.  Director  General,  as  Agent,  401. 

Rates  on  coal  from  mines  at  Hillsboro,  111.,  to  complainant's  plant,  located 
at  that  point,  increased  by  Director  €^eneral  under  general  order  No.  28, 
subsequently  reduced,  and  later  increased  to  basis  originally  established 
under  that  order,  found  not  unreasonable  when  conMderatlon  given  to  in- 
creased operating  and  other  costs.  Schram  CUaas  Mfg.  Co.  v.  Director 
General,  as  Agent,  435. 

Class  rate  on  sulphuric  add.  In  tank*car  loads,  from  Charlotte,  N.  C,  to 
Selma,  N.  C,  moving  during  federal  control,  found  unreasonable  to 
extent  it  exceeded  lower  commodity  rate  subsequently  established. 
Reparation  awarded.  Virginia-Carolina  Chemical  Co.  f.  Direct(»r  Gen- 
eral, as  Agent,  478. 
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STATE  RATES— Continued. 

Rate  applicable  on  chipboard  from  Whippany,  N.  J.,  to  Jersey  City,  N.  J., 
moYing  during  federal  control,  found  unreasonable  to  extent  it  exceeded 
lower  rate  subsequently  estabUshed.  Collection  of  undercharges  waived. 
United  Paperboard  Co.  (Inc.)  v.  M.  &  B.  R.  R.  Co.,  488. 

Rate  on  steel  car-plates,  moving  during  federal  control,  from  Indiana  Har- 
bor, Ind.,  to  Michigan  City,  Ind.,  found  unreasonable  as  compared  with 
lower  rate  between  other  points  in  the  same  general  territory  for  similar 
distances,  and  to  extent  It  exceeded  lower  rate  subsequently  established. 
Reparation  awarded.  Steel  ft  Tube  Co.  r.  Director  General,  as  Agent, 
626. 

The  Commission's  jurisdiction  over  intrastate  rates  is  limited  to  cases  fall- 
ing within  the  provisions  of  section  206  (c)  of  the  transportation  act, 
1020.  Bamett  Oil  ft  Gas  Co.  i;.  Director  General,  as  Agent,  568  (569) ; 
Prince-Johnson  Limestone  O.  t*.  Director  General,  as  Agent,  602. 

Tank  cars  not  belonging  to  carrier  were  switched  between  complainant's 
plants  at  Pittsburgh,  Pa.,  during  federal  control,  by  Individual  power, 
the  carrier  merely  providing  the  use  of  its  tradca  Charges  assessed  on 
basis  of  those  intended  to  cover  the  ttitire  cost  of  transportation  found 
unreasonable  to  extent  they  exceeded  those  subsequently  established  for 
the  service  in  question.  Reparation  awarded.  Oudble  Steel  dk).  of 
America  r.  Director  General,  as  Agent,  655. 

Following  Birdahoro  Stone  Co,,  61  I.  C.  C,  46,  rates  on  crushed  stone  from 
Monocacy,  Pa.,  to  destinations  in  Pennsylvania,  moving  during  federal  con- 
trol, found  unreasonable  to  extent  they  exceeded  distance  rates  subse- 
quently  established.  Reparation  awarded.  Blrdsboro  Stone  Co.  i;. 
P.  R.  R.  Co.,  657. 

Intrastate  shipment  moved  as  routed  during  federal  controL  Lower  rate 
in  effect  via  another  route  was  subsequently  established  via  route  of 
movement  Held:  Mere  existence  of  a  low^  rate  between  the  same 
points  over  another  route  and  the  subsequent  reduction  of  the  rate  over 
the  route  of  movement  does  not  establish  the  unreasonableness  of  the  pre- 
existing rate    Little  Cahaba  Coal  <Ik>.  v.  Director  General,  as  Agent,  663. 

Bflnlmum  charge  of  $15  per  car  established  by  the  Director  C^eneral  on 
June  25,  1918,  and  assessed  on  wet  phosphate  rock  moving  during  fed- 
eral control  from  Alalia,  Fla.,  to  Agricola,  Fla.,  found  unreasonable  to 
extent  it  exceeded  20  cents  per  long  ton,  minimum  marked  capacity  of 
car,  subsequently  established.  Reparation  awarded.  Swift  ft  Co.  v. 
Director  General,  as  Agent,  751. 

Increased  charges  Instituted  by  the  Director  General  on  June  25,  1918, 
and  assessed  on  shipments  of  coal  moving  during  f^eral  control  by  com- 
plainant's own  power,  between  its  plants  at  Pittsburgh,  Pa.,  In  cars  fur- 
nished by  the  Director  General  and  over  tracks  of  defendant  carrier 
fdund  unreasonable  to  extent  they  exceeded  lower  charges  subsequently 

•  established  for  the  service  in  question.  Reparation  awarded.  Crucible 
Steel  Co.  of  America  v.  Director  General,  as  Agent,  758. 

Movements  between  complainant's  plants,  located  In  the  same  city,  found 
to  be  intrastate  and  subject  to  the  Commission's  jurisdiction  under  sec- 
tlon  206  (c)  of  the  transportation  act  1920,  because  Invoked  by  **  prayer 
for  reparation  account  of  damages  caused  by  collection  or  enforcement 
by  or  through  the  President  during  federal  control  of  charges  (Including 
those  applicable  to  Intrastate  traffic),  which  were  unjust  unreasMiable, 
♦  ♦  •.-  Id.  (764). 
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STATUTE  OF  LIMITATIONS.    See  Limitation  op  Action. 

STORAGE. 

Due  to  decree  prohibiting  entry  into  France  of  luxuries  shipment  was 
stored  and  subsequently  sold  for  domestic  consumption.  Ck>ntentlon  that 
under  the  circumstances  export  storage  charges  should  have  been  as> 
sessed,  found  not  sustained.  Domestic  storage  charges  found  legally 
applicable  and  not  unreasonable.  Manufacturers  Export  Clearing  House 
V.  Director  General,  as  Agent,  85. 
Tariff  restricted  application  of  import  rate  to  traffic  stored  in  possession 
of  inland  carriers  or  appraisers*  stores,  but  subsequently  was  made  appli- 
cable to  shipment  stored  in  privately  owned  warehouses.  Domestic  rates 
charged  on  shipments  stored  in  private  war^ouses  because  railroad 
warehouses  unavailable  and  storage  in  appraisers*  st<»'es  not  permissible, 
found  unreasonable.  Reparation  awarded.  American  Mfg.  Co.  v,  M.  P. 
R.  R.  Co.,  841. 

SUBNORMAL  RATES. 

There  are  many  subnormal  rates  in  the  country  as  to  which  the  Commission 
has  never  been  petitioned  for  fourth  section  r^ef,  so  that  the  mere  fact 
that  no  such  relief  has  been  granted  as  to  a  particular  rate  does  not 
prove  that  that  rate  is  normal.  Procter  &  Gkunble  Distributing  Co.  v. 
A.  C.  Ry.,  700  (706). 

SUBSEQUENTLY-ESTABLISHED   RATES.    See  Rkduction   in   Rates    (By 
Cabbiebs). 

SUBSTITUTION  OF  TONNAGE. 

The  substitution  at  the  transit  point  of  one  article  for  another,  when  not 
specifically  authorized  by  the  tariff.  Is  unlawful  and  will  subject  the 
parties  guilty  thereof  to  criminal  prosecution.  American  Creosoting  Co. 
V.  Director  General,  145  (149). 

SUITS.    See  Pending  Complaints. 

SURCHARGE.    See  Pullman  Service. 

SWITCH  CONNECTION. 

Section  1  of  the  act  clearly  refers  to  the  construction,  maintenance,  and 
operation  of  switch  connections,  and  under  its  provisions  the  Commission 
has  no  authority  to  require  a  railroad  to  construct  a  private  side  track, 
authority  being  limited  to  requiring  a  carrier  to  make  a  switch  connec- 
tion with  a  private  side  track.  National  Industrial  Traffic  League  v. 
A.  &  R.  R.  R.  Co..  120  (121-122). 

SWITCHING.    See  also  Interchanoe  Switching;  Spotting  Cabs. 

Legally  applicable  line-haul  rate  charged  on  iron  ore,  moving  during  federal 
control,  from  Pohatcong  R.  R.  interchange  tracks  near  Oxford  Furnace, 
N.  J.,  to  Oxford  Furnace,  found  unreasonable  to  extent  it  exceeded 
switching  charge  subsequently  established.  Pequest  Co.  v.  Director  Gen- 
eral, as  Agent,  16. 
Carriers  propose  to  restrict  absorptions  of  switching  charges  of  the  Fort 
Worth  Belt  Ry.  to  specific  amounts  which  are  less  than  the  present 
switching  charges  from  or  to  industries  and  public  stockyards  at  Fort 
Worth,  Tex.  Held:  Line-haul  carriers  absorb  full  amount  of  switching 
charges  to  and  from  competing  markets  wliich  are  on  a  rate  parity  with 
Fort  Worth,  and  as  that  relationship  would  be  disrupted,  proposed  in- 
creased charges  found  not  Justified.  Absorption  of  Switching  Charges 
at  Fort  Worth,  78. 
The  Fort  W^orth  Belt  Ry.  found  to  be  a  switching  agency  employed  by  the 
line-haul  carriers  in  completion  of  contracts  between  carriers  and  ship- 
pers, and  its  charges  should  be  a  part  of  the  freight  charge  made  to 
the  shipper,  and  not  in  addition  thereto.    Id.     (76). 
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SWITCHING— Continued. 

Following;  Ahtorption  of  StcUohinp  Charges  at  Port  Worth,  61  I.  C.  C,  73, 
increased  through  chargeg  on  interstate  shipments  to  and  from  industries 
on  the  Fort  Worth  Belt  Ry.,  at  Fort  Worth,  Tex.,  under  schedules  which 
limited  the  amount  of  switching  charges  absorbed  by  certain  carriers, 
found  not  justified,  and  during  such  periods  when  the  full  amounts  of 
the  switching  charges  were  not  absorbed,  found  unreasonable  to  extent 
they  exceeded  the  line-haul  rates  from  and  to. Fort  Worth.  Proceeding 
held  open  on  issue  of  reparation.  Swift  &  Co.  v.  Ft.  W.  &  D.  C.  Ry. 
Ca,  T7. 

Proposal  of  the  Minneapolis  ft  St  Louis  R.  R.  to  increase  its  charge  for 
switching  between  industries  on  its  line  at  Mason  City,  Iowa,  and  the 
interchange  trades  of  connecting  lines  found  not  justified.  Switching 
Charges  at  Mason  City,  Iowa,  479. 

Proposed  cancellation  by  the  C,  C,  C.  ft  St  L.  Ry.  Co.  of  its  switching 
charges  between  its  indine  or  river  track  and  connecting  lines'  tracks  at 
Cairo,  IlL,  and  from  its  track  barge  to  connecting  lines*  tracks  at  the 
same  place,  thereby  making  applicable  class  distance  rates  which  are 
higher,  found  not  justified.  Switching  between  Incline  Traclcs  and  Con- 
nections at  Cairo,  685. 

Denial  of  switching  reclaims  to  Birmingham  Southern  R.  R.,  on  foreign 
cars  handled  under  divisions  of  joint  rates,  held  not  to  be  unreasonable 
or  unduly  prejudicial,  but  the  assessment  of  demurrage  against  that 
road  under  uniform  demurrage  code,  without  allowance  of  additional 
free  time  to  cover  the  period  actually  required  for  switching  service 
performed,  disapproved  and  substitute  prescribed.  Birmingham  South- 
ern R  R.  Co.  r.  Director  General,  as  Agent,  551. 

Following  Industrial  Railicaya  Case,  29  I.  C.  C,  212,  231,  and  other 
cited  cases,  allowance  of  switching  reclaims  to  industrial  common  car- 
riers, condemned.    Id.     (555). 

In  making  a  general  separation  of  the  expenses  chargeable  to  interchange 
and  interior  plant  switdiiag  the  engine  hour  will  usually  be  found 
a  safer  guide  than  number  of  cars  handled.  Illinois  Northern  By.,  629 
(633-^34). 

Proposed  increased  charges  of  the  M.  ft  St  L.  R.  R.  and  Railway  Transfer 
Co.,  for  switching  interstate  shipments  at  Minneapolis,  St.  Louis  Park, 
and  Hopkins,  Minn.,  found  not  justified,  but  inadequacy  of  present 
revenues  clearly  demonstrated  by  cost  figures  submitted  and  reasonable 
and  just  charges  prescribed.    Switching  and  Absorption  at  Minneapolis, 

646. 
Proposed  limitation  on  the  amount  of  switching  charges  of  the  M.  ft  St  L. 
R.  R.  and  the  Railway  Transfer  Ca.  that  will  be  absorbed  1^  the 
C,  St  P.,  M.  ft  O.  and  M.,  St  P.  ft  S.  S.  M.  raUways,  and  whidi  wUl 
result  in  increases  in  the  charges  assessed  for  line-haul  movements 
against  certain  shippers  and  receivers  of  freii^t,  found  not  justified. 

Id.     (646). 
Cost  of  performhig  switching  tervlce  at  Minneapolis,  Minn.,  discussed. 

Id.  (649-651). 
Tank  cars  not  b^onging  to  the  carrier  wwre  switched  at  Pittsburgh,  Pa., 
during  federal  control  by  individual  power,  the  carrier  merely  providing 
the  use  of  its  tracks.  Charges  assessed  on  basis  of  those  Intended  to  cover 
the  entire  cost  of  transportation  found  unreasonable  to  extent  they  ex- 
ceeded those  subsequently  established  for  the  service  in  question*  Repara- 
tion awarded.  Crucible  Steel  Co.  of  America  v.  Director  (General,  as 
Agent,  655 
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SWITCHING— Continued. 

No  opinion  expressed  by  the  Commission  as  to  the  proi^riety  or  legality  of 
a  tariff  provision,  when  applied  to  interstate  shipments,  onder  which 
carriers  assess  charges  for,  and  permit  the  use  of,  its  rails  and  cars  by  an 
industry  with  its  own  power  in  the  movement  of  its  own  jtvoperty  be- 
tween its  plants  located  in  different  parts  of  the  same  locality.  Crucible 
Steel  Co.  of  America  i;.  Director  General*  as  Agent,  655 ;  Same  v.  Same, 
753. 

Proposal  of  the  B.  &  O.  R.  R.  to  establish  a  charge  of  35  c^its  per 
net  ton  in  lieu  of  its  present  charge  of  $3  per  car  for  switching  coal 
and  coke  from  Its  point  of  interchange  with  the  Chesapeake  Western 
at  Harrisonburg,  Va.,  to  industries  on  its  line  and  to  its  connection  with 
the  Southern  at  that  point,  found  not  justified.  Switching  Coal  and 
Coke  at  Harrisonburg,  667. 

Increased  charges  instituted  by  the  Director  General  on  June  25, 1918,  and 
assessed  on  shipments  of  coal  moving  during  federal  control  by  com- 
plainant's own  power,  between  its  plants  at  Pittsburgh,  Pa.,  in  cars 
furnished  by  the  Director  Greneral  and  over  tracks  of  defendant  carrier, 
found  unreasonable  to  extent  they  exceeded  lower  charges  subsequently 
established  for  the  service  in  question.  Reparation  awarded.  Crucible 
Steel  Oo.  of  America  i;.  Director  General,  as  Agent,  753. 
SYSTEM. 

By  forming  through  routes  and  publishing  through  rates  carriers  have 
merged  their  lines  into  one  so  far  as  particular  traffic  is  concerned,  and 
as  a  single  through  route  or  line,  they  can  not  withhold  from  some 
points  on  that  route  valuable  services  which  they  voluntarily  perform  at 
other  points  on  that  route.  Southern  Hardwood  Traffic  Asso.  v.  Director 
General,  132  (141). 

It  was  within  the  discretionary  power  of  the  Director  General  to  treat  the 
railroads  as  a  unit  or  as  separate  lines,  and  while  he  might  have  provided 
for  assessment  of  demurrage  under  a  sini^  average  agreement  at  com- 
plainant's plant,  on  traffic  handled  by  three  different  lines,  he  did  not  do 
so,  and  nothing  in  the  federal  control  act  required  that  he  should  so  do. 
Penick  &  Ford  (Ltd.)  v.  Director  General,  173  (177). 

The  railroads  should  be  regarded  more  and  more  as  one  national  system, 
and  the  time  may  not  be  far  distant  when  the  Commission  should  proceed 
to  the  establishment  of  joint  throu^  class  and  commodity  rates,  lower 
than  the  combinations  of  locals,  between  practically  all  points  in  the 
country.    Intermediate  Rate  Asso.  v.  Director  General,  226  (246). 

For  the  purpose  of  fixing  divisions  separate  corporate  organizations  of 
commonly  controlled  and  operated  carriers  should  be  disregarded,  and 
they  should  be  treated  as  one  system.  P.  &  W.  V.  Ry»  Co.  v.  P.  &  L.  R 
R.R.  Co..  272  (284). 

The  Illinois  CJentral  and  Yasoo  &  Mississippi  Valley  should  be  treated  as 
one  line  for  rate-making  purposes.  North  Vernon  Lumber  Co.  v.  I.  C. 
R.  R.  Co.,  355*  (361). 

Due  to  an  embargo  via  the  normal  route,  shipper  was  obliged  to  route 
intrastate  shipments  for  delivery  via  route  over  which  higher  rate  applied. 
Held:  As  distances  ower  both  routes  practically  the  same  and  shipments 
moved  during  federal  control,  \dien  the  carriers  were  being  operated  as 
part  of  a  national  system,  and  were,  for  then-present  purposes,  a  single 
line,  higher  rate  charged  found  unreasonable.  R^^Mration  awarded. 
Barrett  Ca  v.  Director  General,  as  Agent,  401. 
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TARIFF  CIRCULAR. 

Rule  5  (b)  of  Tariff  Circular  IS-A,  cItecL     Memi^iis  Freight  Bureau  v. 

Director  General,  as  Agent,  126  (126). 
Rule  9  (j)  of  Tariff  Circular  18-A,  cited.    P.  &  W.  V.  Ry.  Co.  v.  P.  &  L.  E. 

R.  R.  Co.,  272  (278). 
Rule  77  of  Tariff  Circular  18-A,  cited.    Red  Star  Yeast  &  Products  Co.  i;. 
Director  General,  as  Agent,  107;  9oda  Products  from  Saltvlllei  Va.,  658 
(682). 

TARIFF  INTERPRETATION. 

Shipments  originated  on  rails  of  carriers  imblishing  rates  higher  than  when 
originating  on  the  line  of  delivering  carrier  specified  In  bill  of  lading, 
whose  rails  also  reached  point  of  origin.  Complainant  asks  that  lower 
rates  named  in  tariff  of  terminal  carrier  be  applied  on  traffic  originating 
on  such  other  lines,  but  since  carriers  on  whose  lines  shipments  originated 
concurred  in  tariff  naming  lower  rates  on  traffic  to,  via,  but  not  from 
points  on  the  concurring  line,  rates  charged  found  legally  applicable. 
Lleberman  Iron  Co.  v.  Director  General,  21. 

TARIFF  PUBLICATION.    See  Publication  of  Taaiffs. 

TAXES.    fifceWARTAx. 

TELEGRAMS.    See  Transmission  off  Intsluqkngb. 

TELEGRAPH  (X>MPANIES. 

Requirement  of  adherence  to  established  rates  and  charges,  as  prorlded 
in  the  act,  applies  as  strictly  to  telegraph  companies  as  to  other  common 
carriers.    Limitations  of  Liability  in  Transmittiiig  Telegrams,  641  (646). 

TELEPHONIC  NOTICE.   See  Nonox  of  Arrival. 

TEMPORARY  RATES.    See  Emergency  Rates. 

"  TENDERED." 

The  word  "tend^ed,"  as  used  in  constructive  placement  provl8i(m  of 
demurrage  tariff  construed  to  require  that  shipments  be  tendered  for 
delivery  at  bill  desti^atloii,  or,  at  most,  at  a  point  reasonably  adjacent 
to  such  destination.  Union  Bag  &  Paper  Corp.  v.  Director  General,  as 
Agent  424  (427). 

TERMINAL  COMPANY. 

Asseasing  demurrage  under  three  separate  average  agreements  at  com- 
plainant's plant,  served  by  a  terminal  company  who  acts  as  agent  of  the 
trunk  lines,  found  not  unreasonable  or  unlawful,  as  the  situation  was 
the  same  as  if  the  rails  of  the  three  carriers  separately  readied  the 
plant,  and  each  was  within  its  rights  in  applying  its  s^arately  estab- 
lished demurrage  rules  in  connection  with  the  trafOc  which  it  handled. 
Penick  &  Ford  (Ltd.)  v.  Director  General,  178. 

THROUGH  AND  LOCAL. 

Upon  rehearing,  original  report  63  I.  C.  C,  629,  rates  on  fire  brick,  fire  clay, 
and  dobles  from  St  Lo^ils  and  Mexico,  Mo.,  to  Qointon,  Okla.,  found 
to  have  been  unreasonable  to  extent  they  exeeeded  the  aggregate  of 
intermediate  rates.  Reparation  awarded.  Quinton  Spelter  Co.  v.  Ft.  S. 
&  W.  R,  R.  Co.,  43. 
Rate  on  wall  board,  L  c  L,  from  Greenville,  Miss.,  to  Monroe,  La.,  found 
unreasonable  to  extent  it  exceeded  the  aggregate  of  intermediate  rates  to 
and  from  Yicksburg,  Miss.  Parlor  Oitgr  liumber  0<k  v.  Director  General* 
as  Agent  208. 
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THROUGH  AND  LOCALr— Continued. 

The  railroads  should  be  regarded  more  and  more  as  one  national  system, 
and  the  time  may  not  be  far  distant  when  the  Commission  should  pro- 
ceed to  the  establishment  of  joint  through  class  and  commodity  rates 
lower  than  the  combination  of  locals  between  practically  all  points  in  the 
country.    Intermediate  Rate  Asso.  v.  Director  General,  226  (246). 

The  Commission  has  generally  recognized  that  through  rates  should  be 
less  than  the  combinations,  but  prompted  chiefly  by  considerations  of 
paramount  public  interest,  growing  out  of  the  revenue  conditions  of  cer- 
tain carriers  it  has  refrained  from  and  even  declined  absolute  condemna- 
tion of  combinations.    Id.     (246). 

Rate  on  range  cattle  from  Rock  Springs,  Wyo.,  to  Storey,  Calif.,  exceeded 
the  aggregate  of  intermediate  rates  via  route  of  movement  to  and  beyond 
Ogden,  Utah.  Measure  of  reasonable  maximum  rate  prescribed.  Rus- 
sell Bros.  V.  Director  General,  as  Agent,  671. 

Rates  on  potatoes  from  points  In  Minnesota  and  Wisconsin  within  tlie 
Princeton  group  to  Texas  common  points  not  included  In  northeast 
Texas  found  unreasonable  to  extent  they  exceeded  and  exceed  the  agr* 
gregate  of  Intermediate  rates  from  and  to  the  same  points.  Measure  of 
reasonable  maximum  rates  prescribed.  Northern  Potato  TraflSc  Asso.  t\ 
B.  &  O.  R.  R.  Co..  680  (687). 

Rate  on  coal-tar  oil,  in  tank-car  loads,  from  Chattanooga,  Tenn.,  to  Solvay, 
N.  Y.,  found  unreasonable  and  unlawful  to  extent  It  exceeded  the  aggre- 
gate of  intermediate  rates  to  and  from  Cincinnati,  Ohio.  Reparation 
awarded.  Chattanooga  Coke  &  Gas  Co.  v.  Director  General,  as  Agent, 
729  (732). 
THROUGH  ROUTES  AND  JOINT  RATES. 

Where  no  question  of  extending  transit  into  a  new  territory  Is  Involved, 
so  long  as  lines  forming  through  routes  and  publishing  Joint  rates  ap- 
plicable thereto  allow  transit  on  basis  of  the  through  rates  at  some 
points,  they  may  be  required  to  accord  transit  on  the  same  basis  at  com- 
peting points  on  such  through  routes.  Southern  Hardwood  Traffic  Asso. 
V.  Director  General,  132  (141). 

By  forming  through  routes  and  publishing  through  rates  carriers  have 
merged  their  lines  into  one  so  far  as  particular  traffic  is  concerned,  an^ 
as  a  single  through  route  or  line  they  can  not  withhold  from  some  points 
on  that  route  valuable  services  which  they  voluntarily  perform  at  other 
points  on  that  route.    Id.     (141). 

The  matter  of  according  transit  at  a  certain  point  should  not  be  regarded  ^ 
from  the  standpoint  alone  of  one  carrier  in  the  through  route,  but  from 
the  standpoint  of  all  the  carriers  comprising  the  through  route.    Id. 
(142). 

Following  Southern  Hardwood  Traffic  Aaso,,  61  I.  C.  C,  132,  deftodants' 
participation  In  tariffs  carrying  joint  rates  on  lumber  and  permitting 
under  such  rates  creosotlng  in  transit  at  various  points,  while  denying 
similar  transit  upon  the  same  through  routes  at  Newark,  N.  J.,  found 
to  result  In  undue  prejudice  and  disadvantage.  American  Creosotlng 
Co.  V.  Director  General,  145. 
TICKEiTS.  See  Ck)M:irT7TATioif  Fabes  and  Tickets. 
TON-MILE  REVENUE. 

Where  no  allowaiice  Is  made  for  terminal  costs  and  the  hauls  vary  greatly 
in  length,  comparisons  of  ton-mile  earnings  are  apt  to  be  misleading. 
P.  &  W.  V.  Ry.  Co.  V.  P.  &  L.  E.  R.  R.  Co.,  272  (288). 
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TRANSCONTINENTAL  RATES. 

Rates  from  points  east  of  the  Rocky  Monntains  to  intermountain  territory 
found  not  unreasonable,  unduly  prejudicial,  or  otherwise  unlawful  as 
compared  with  rates  to  the  Pacific  Coast.  Plans  submitted  by  parties 
proposing  a  system  of  graded  rates  to  such  territory  not  adopted  in  view 
of  changing  economic  and  transportation  conditions  and  diverse  opinions. 
Intermediate  Rate  Asso.  v.  Director  General,  226. 
TRANSIT  ARRANGEMENTS. 
In  General: 

The  Commission  has  repeatedly  refused  to  give  retroactive  effect  to 
transit  arrangements  except   to   remove  unlawful   discrimination. 
Taylor  v.  Director  General,  as  Agent,  109  (110). 
Defendants'  participation  in  tariffs  carrying  joint  rates  on  lumber  and 
forest  products  and  permitting  under  such  rates  transit  at  various 
points,  while  denying  similar  transit  upon  the  same  through  routes 
at  Memphis,  Tenn.,  and  Louisville,  Ky.,  found  to  result  in  undue 
prejudice  and  disadvantage.    Southern  Hardwood  Traffic  Asso.  v.  Di- 
rector General,  132. 
Transit  is  not  part  of  the  transportation  service,  such  as  expedited 
movement  of  freight,  but  **  something  offered  to  the  shipper  in  addi- 
tion to  the  transportation  service."    Id.    (139). 
Where  no  question  of  extending  transit  into  a  new  territory  is  involved, 
so  long  as  lines  forming  through  routes  and  publishing  joint  rates 
applicable  thereto  allow  transit  on  basis  of  the  through  rates  at  some 
points,  they  may  be  required  to  accord  transit  on  the  same  basis  at 
competing  points  on  such  through  routes.    Id.    (141). 
By  forming  through  routes  and  publishing  through  rates  carriers  have 
merged  their  lines  into  one  so  far  as  particular  traffic  is  concerned, 
and  as  a  single  through  route  or  line  they  can  not  withhold  from 
some  points  on  that  route  valuable  services  which  they  voluntarily 
perform  at  other  points  on  that  route.    Id.    (141). 
The  matter  of  according  transit  at  a  certain  point  should  not  be  re- 
garded from  the  standpoint  alone  of  one  carrier  in  the  through  route, 
but  from  the  standpoint  of  all  the  carriers  comprising  the  through 
route.    Id.  (142). 
Where  practicable,  establishment  of  in-and-out  rates  is  desirable  in 
lieu  of  transit  arrangements,  but  every  point  can  not  be  made  a  rate- 
breaking  point    Cairo  Board  of  Trade  v.  A.,  T.  &  S.  F.  Ry.  Ck>., 
219  (222). 
Compression:  Rate  on  cotton,  delivered  uncompressed  to  carrier  at  Jack- 
son, Tenn.,  compresed  at  its  expense,  and  forwarded  to  Cordova,  Ala., 
found  unreasonable  to  extent  it  exceeded  lower  rate  in  effect  via  other 
routes  on  compresed  cotton,  and  on  uncompressed  cotton  to  be  trans- 
ported to  destination  uncompressed,  which  low^er  rate  was  subsequently 
established  via  route  of  movement  and  which  is  the  usual  basis  In  this 
territory  on  uncompressed  cotton,  with  carrier*s  privilege  of  compression. 
Reparation  awarded.    Memphis  Freight  Bureau  v.  Director  General,  as 
Agent,  136. 
Creosoting:  Following  Southern  Hardwood  Traffic  Asso,,  61  I.  C.  C,  132, 
defendants*  participation  in  tariffs  carrying  joint  rates  on  lumber  and 
permitting  under  such  rates  creosoting  in  transit  at  various  points,  while 
denying  similar  transit  upon  the  same  through  routes  at  Newark,  N.  J., 
found  to  result  in  undue  prejudice  and  disadvantage.    American  Creosot- 
ing Co.  r.  Director  General,  145. 
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TRANSIT  ARRANGEMENTS— 0)ntinued. 

Grazing:  Defendant's  agent  erroneously  quoted  rate  in  eflfect  via  other 
]:outes  as  applying  via  route  of  movement,  but  tariff  did  not,  at  time 
shipment  moved,  permit  grazing  in  transit  at  point  here  involved.  Sub- 
sequently such  lower  rate  established  via  route  of  movement  Held: 
Misquotation  of  a  rate  by  a  carrier  does  not  of  itself  afford  a  basis  for 
an  award  of  reparation,  and  the  Commission  refuses  to  give  retroactive 
effect  to  a  transit  arrangement  except  to  remove  unlawful  discrimina- 
tion. Taylor  r.  Director  General,  as  Agent,  109. 
TRANSMISSION  OF  INTELLIGENCE. 

Upon  investigation,  present  rules  of  telegraph  companies  limiting  their 
liability  for  negligence  in  the  transmission  or  delivery,  or  for  nondelivery* 
of  unrepeated  and  repeated  messages,  constituting  integral  parts  of  the 
respective  rates,  found  unreasonable.  Reasonable  maximum  limitation 
of  liability  prescribed.  Limitations  of  Liability  in  Transmitting  Tele- 
grams, 541. 

A  telegraph  company,  as  a  common  carrier,  may  lawfully  undertake  by 
contract,  rule,  regulation,  or  in  any  manner  to  exempt  itself  from  foil 
liability  for  errors  or  delays  in  transmission  of  messages.  PrimroBe  Case^ 
154  U.  S.,  1,  and  Postal  Telegraph  Cabl^  Co.  Case,  251  U.  S.,  27.  Id. 
(545). 

Requirement  of  adherence  to  established  rates  and  charges,  as  provided  in 
the  act,  applies  as  strictly  to  tele^aph  companies  as  to  other  common 
carriers.     Id.    (545). 

Policy  of  the  Western  Union  Telegraph  Ck>.,  when  a  default  occurs  in  con- 
nection with  a  message  for  which  it  charged  the  unrepeated  rate,  to 
assume  liability  in  excess  of  its  legal  liability  on  the  grounds  of  business 
policy,  equity,  and  fair  dealing,  found  to  be  a  plain  departure  from  its 
published  rules  and  stands  on  the  same  footing  as  an  unlawful  rebate. 
Id.     (546). 

All  other  common  carriers  subject  to  the  act  have  be^  made  fully  liable 
for  their  errors  or  negligence,  notwithstanding  attempted  limitations  by 
contracts,  rules,  or  otherwise,  and  there  is  no  sound  reason  why  telegraph 
companies  should  longer  be  permitted  to  avoid  liability  for  their  errors 
or  negligence  or  to  limit  it  to  the  nominal  amounts  now  provided  for  in 
their  rules.     Id.   (549). 

Provision  should  be  made  in  rules  of  telegraph  companies  for  the  trans- 
mission of  valued  messages  under  a  liability  limited  to  the  value  stated 
in  writing  by  the  sender  at  the  time  they  are  offered  for  transmission 
upon  payment  of  the  r^eated  rate  plus  one^tenth  of  1  per  cent  of  the 
stated  value  in  excess  of  $5,(X)0.    Id.  (560). 

Transit  is  not  part  of  the  transportation  service,  such  as  the  expedited 
movement  of  freight,  but  "something  offered  to  the  iriiipper  in  addition 
to  the  transportation  service.*'  Southern  Hardwood  Traffic  Asso.  v. 
Director  General,  182  (189). 

A  carrier  has  a  right  to  perform  any  transportation  service  that  is  required 
of  it,  but  it  may  elect  to  hire  the  industry  or  some  one  else  to  perform 
that  duty.    Edge  Moor  Iron  Ck).  v.  Director  C^eieral,  as  Agent,  587  (539). 
UNIFORM  DEMURBAQB  CODE.    Bee  DBinntBAOS. 
UNIFORMITY. 

Differences  in  conditions  may  justify  variations  in  rules  and  practioes. 
Uniformity  is  highly  desirable  with  reqiect  to  many  practices  of  common 
carriers,  but  where  uniformity  injuriously  affects  practices  that  are 
essentially  local  it  is  not  desirable.  National  Industrial  Traffic  League  r. 
A.  &  R.  R.  R.  Co.,  120. 
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